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carry. For example, a truck that can carry a fewer power units. A further reduction in number of De 
4-ton payload can, when coupled to a Fruehauf trucks is made by use of the “shuttle” operation. 

Trailer, easily pull 8 to 10 tons. Gasoline is conserved. A small truck, with a Trailer, T 
Smaller trucks are used. Big, heavy-duty trucks are uses far less fuel than the heavy-duty truck or the sev- ¢ 
released for military work for which they are essential. eral small trucks it replaces. , 
Rubber is conserved. A Truck-and-Trailer combina- * * & Pe 
tion. with a load capacity of 11 tons, requires 1180 You can move more than double the payload capacity 

pounds of tires. Two trucks, with a total carrying capac- of your present light-and medium-duty trucks! Instead Sk 
ity of 11 tons, require 1416 pounds of tires. Thus, for of having them carry their loads, have them pull twice 

the same load capacity, the Truck-and-Trailer uses 236 . +. yes, even three times . . . as big loads on Truck- Q 
pounds less tires—a saving of 16.6%. Trailers. War-time demands this efficiency! Conver- ? 
Steel is conserved. The empty weight of the above sion of your trucks for Truck-Trailer hauling is simple. ” 
Truck-and-Trailer combination (less tires) is 12,417 Write to us or ask the nearest Fruehauf branch about it. D. 


pounds. The empty weight of the two trucks (less tires) 
is 16,638 pounds. Thus, for the same load capacity, the 


World’s Largest Builders of Truck-Trailers 
D 
FRUEHAUF TRAILER CO., DETROIT | 


Sales and Service in Principal Cities 





IT DELIVERS FAST IN A CRISIS! & aI 


Why is the motor freight industry--made up of the pro- America that it could move material faster, safer, more 
fessional haulers of our country--able to give indispensable economically. It could quickly gear itself to any tough situa- Nam 
service to America in its present crisis? tion .. to any emergency .. pitch in and do the job. P 


Because it knows how to act in a crisis! It grew up dur- The lessons motor transport learned in that other crisis. 


ing the lean, hard times of America’s greatest economical the muscle and alertness and courage it developed, stand it 
crisis—the depression. It grew then . . faster than any ..and America .. in good stead now! Don’t fail, America, to 


method of transport has ever grown . . because it showed make full use of this sturdy, indispensable ally! 


FRUEHAUF TRAILERS |= 






TRANSPORTATION” 


REG. U.S. PAT. OFF 





TRUCK-TRAILER TRANSPORT IS DOING AN ESSENTIAL JOB FOR ALL AMERICA 


/RLD 
March 28, 1942 805 





" Whole Number 1825 
VOLUME LXIX e NUMBER 13 


Jable of Contents ..... 


OS EEA TENE er eee PTE OP eT 825 


Current Topics in Washington..................000: 827 inal St 


The 20-Year War Against Waste................... 829 Vas onan — 





Ie EIR ao ai 5. piers (oiainié cara. oe ase ewe 831 
Perfect Shipping Month Campaign................. 833 
DS ee eT ee 836 
Traffic Lesson No. 43—By G. Lloyd Wilson.......... 837 
Decisions of the Commission.................0..005 843 
Penman Mates GEE, Ge Ghic sence vccccesccvvewsss 852 
Loss and Damage Decisions..................ese0: 857 
War material shipments by Air, Land or Sea must 
Car Supply NN ra iaicisw oie 6 ale ain MWe ola alas acawwinnis 859 go through we and arrive safely, undamaged, 
just as they leave your plant. ANGIER SNAKE TAPE 
Defense Transportation Office..................005 861 is helping scores of industries deliver the goods . . . 
a can probably help you. 
ie ria as dwis ined eeiwini nee wiarniew & Krece 
“— * TOUGH ¢ STRONG 
Government Takes Over T. P. and W................ 870 SNAKE TAPE is made of 30 Ib. Kraft, laminated with 
asphalt to a sheet of 30 Ib. Gummed Kraft, reinforced 
pment Wien: ae TOR, oa kc cve vcccescceresevevs 882 with strong jute twines. 
ae + WATERPROOF 
EI Ee ee eee 886 The layer of asphalt makes SNAKE TAPE moisture- 
proof from the outside. Water will not penetrate to 
ee ee 888 the gum. Will not release or mildew in damp storage 
—e c taint 888 or transportation. 
Nr 
* PILFERPROOF 
ee a 892 Its moisture resisting quality makes SNAKE TAPE 
pilferproof. SNAKE TAPE will not soak off .. . it 
; ee 896 must be ripped off, thus revealing theft. 
* FLEXIBLE 


Tough as SNAKE TAPE is, it is flexible . . . easily 
used in any tape machine. 


* VERMIN PROOF 


The special protective asphalt repels insects, moths, 
mice, rodents and other vermin. 


Name Registered U. S. Patent Ofiee—Copyright, 1942, Trafie Service Corporation N.B. SAVE VITAL WAR MATERIALS 
Published Every Saturday by The Traffic Service Corporation One layer of SNAKE TAPE will do the work 


Founded 1907—35th Year 
E. F. Hamm, Jr., President and Treasurer @ 
Henry A. Patmer, Vice President and Secretary 


Publishing Headquarters: 418 S. Market St., Chicago, Ill., U. S. A. 





of 3 or 4 thicknesses of ordinary Kraft tape, 
often can be used instead of steel strapping. 
Cartons sealed with SNAKE TAPE may be re- 
used; Stapled carton tops are damaged in 
opening, preventing re-use. The advantages 
of SNAKE TAPE are many and unique . 








\ Washington, D. C., Office: 1023-28 Earle Building worth investigating. 
ese) EDITORIAL AND BUSINESS STAFF * oF 
y H. A. PatMer, A. E. Hess, ez: 4 \ C I E R 
y Editor Chief, Wash. News Bureau Send tae free. comelacaaie 

Stantey H. Smitu anv Rosert J. Bayer, Assistant Editors Also booklet describing 
on” R. R. Lernem, Mgr., Special Service Dept., Washington Angier protective water- peg Pe i, 
bs D. J. HaNsEN, Circulation Mgr. Emu. G. STanKEY, Advertising Mgr. proof papers for industry Denice Mase 
ICA Advertising Representatives: R. W. Crassen, J. B. Cox Wat arc 9 : : 


Published weekly by THs Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879. 








806 TRAFFIC WORLD 


A. FIRST glance, one would naturally say 


everything should be waived aside in favor of the manufacture, at the 
highest possible rate, of fighter and bomber planes, of battleships, cruis- 
ers, destroyers and other direct war instrumentalities, and that therefore 
the sustaining and improving of transportation facilities must be cared 
for later. If, however, we think things through, we cannot help conclud- 
ing that transportation facilities should have priority over all others. 
What would be gained, for instance, by the production of immense stocks 
of raw material necessary to the manufacture of planes, battleships, etc., 
if that material could not’be transported satisfactorily? And what would 
it profit us to build these instruments of war if, after they were built, we 


could not transport them to the destinations at which they are needed? 
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Perfect Shipping Month 


This issue of the Traffic World is dedicated to 
© Perfect Shipping Month. We have devoted con- 
siderable space to the subject and shall make a free 
distribution of 5,000 extra copies where they will do 
the most good. We express appreciation to those who, 
by doing some extra advertising, have helped us in the 
expense of this effort and, at the same time, made a 
good bargain for themselves. 

Considerable ingenuity is being expended these 
days in hooking up remote promotions to the war 
effort. Perfect Shipping Month is not one of those 
things. It is as intimately connected with the success- 
ful prosecution of the war as is the production program 
itself. It is, in fact, an integral part of the production 
program. The old saying, “a penny saved is a penny 
earned,” might be paraphrased, in reverse, by saying 
that a pound of material wasted in transportation is a 
pound of material not produced. To that might be 
added that a mile of transportation wasted is a mile 
of transportation that must be performed again—and 
it is pretty well agreed that the production of trans- 
portation is fully as important these days as the pro- 
duction of goods. 

Those who enter wholeheartedly in the Perfect 


Shipping Month activities in 1942, therefore, have the 
satisfaction of working directly in the war effort. In- 
deed, it is the furthering of that thought that must be 
stressed this year if the campaign is to parallel in suc- 
cess the five campaigns that have gone before. In 
other years, one could point to the millions wasted in 
freight claims paid and get some attention. The 
$23,000,000 so paid out in 1941, however, will hardly 
produce a pause among figures that contain many more 
ciphers. One can hardly imagine a headline, these days, 
based on so lowly a sum. The real point, in this year 
of war, is that the secondary losses in material and 
time represent a far greater hampering of the war 
effort than the freight claim figure shows. 

When the special importance of the 1942 campaign 
is considered, it is difficult to realize that there was a 
time, not so long ago, when it was seriously proposed 
that the effort be omitted this year. Whether or not 
there was any validity in the plea that railroads and 
shippers were too busy to bother with it, it is certainly 
a matter for relief to know that the cumulative effects 
of five earlier campaigns is not to be dissipated by the 
failure to “follow up” this year. We pointed out the 
danger of that last fall, when equivocal action taken 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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at the annual meeting of the National Association of 
Shippers’ Advisory Boards created the impression that 
little, if anything, would be done about a 1942 Perfect 
Shipping Month. Maybe what we had to say then, 
and later, had something to do with the decision to 
carry on. 

At any rate, along some lines, the campaign ap- 
pears to be planned more intensively than ever before. 
Maybe the added printed material to be distributed 
will not make up for the lack of interest in some quar- 
ters in holding meetings and the decision not to pro- 
duce a vocafilm this year. We are glad that the freight 
claim division, through its executive vice-president, in 
a letter addressed to regional managers, stressed the 
necessity for encouraging meetings. We hope it will 
have effect in places where there still seems to be little 
interest. 

And we might ask, too, what has become of the 
suggestion that other kinds of transportation than the 
railroads be tied into the campaign? Chairman East- 
man, now Director Eastman, made that suggestion at 
each of the two most recent meetings of the National 
Association of Shippers’ Advisory Boards. At its last 
meeting, after hearing him, the association adopted a 
motion to appoint a committee to investigate the possi- 
bility of including water carriers and motor carriers 
in the activities of the boards. If such a committee has 
been appointed, no word of it has come from the asso- 
ciation. At any rate, neither through it nor through 
any other avenue have those transportation facilities 
been tied into the Perfect Shipping effort. Some of 
those who talk most freely about Mr. Eastman being 
the ideal man as a wartime transportation dictator 
apparently believe that his wisdom ceases when he 
makes concrete recommendations of that kind. We 
hope something will be done along the lines he recom- 
mended before another year’s Perfect Shipping Month 
rolls around. 


Let’s Fight the War 


Any publication with a vigorous editorial policy 

is, of course, accustomed to disagreement and 
even vicious disapproval from time to time from some 
of its readers. We are no exception and we can usually 
take it with a smile of tolerance. But we admit being 
disturbed by the number and kind of persons who dis- 
agree with us in the matter of using orders to compel 
transportation efficiency in this time of war, instead 
of relying on “voluntary cooperation.” Perhaps it 
might be well to discuss the subject in general for a 
few minutes. 

We have been as much opposed to the New Deal 
and its methods as anyone could be. Our columns prove 
it. We were as much opposed as anyone could be to 
the Roosevelt methods that dragged us into the war. 
Our columns prove that also. We believed—and still 
believe—that our policy should have been one of keep- 
ing out of European affairs but, realizing what was 
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going on, arming defensively so that if anyone should 
see fit to attack us we could protect ourselves. But that 
is water over the dam now. Like it or not, approve or 
disapprove the courses that brought us there, we are 
in a war now. The only job ahead is to win it. 

Transportation can and must play a large part in 
the winning of the war, if it is to be won. If that be 
true—and no one will deny it (in fact, everybody con- 
cerned not only admits it but brags about it)—then 
transportation must do its best. Who will dispute that? 
The question is how can that best be attained. 

We are no believers in “government by edict”’ or 
suppression of private enterprise and initiative; quite 
the contrary. But, in time of war, many ideals and 
preferences must be shelved. “Business as usual” is 
out. The transportation problem is, first, what ought 
to be accomplished, and, second, what is the most effec- 
tive way in which to accomplish it. 

If we agree, for instance, that railroad equipment 
must be conserved because of extraordinary demands 
on it and the difficulty of getting enough more, what is 
necessary to conserve it? Manifestly, many privileges 
now accorded to business must be revoked and many 
ways of doing business must be changed. That is true 
in every other line as well as in transportation. Can 
this be accomplished by volunteer efforts and coopera- 
tive action? Obviously, much is being accomplished by 
these methods, but not enough. We hold that such 
efforts must be “all out,” which means that everybody 
must participate and to the fullest possible extent and 
we believe this end cannot be achieved without positive 
and definite orders affecting everybody alike. The one 
who is willing to do the things necessary should have 
no objection and the one who is unwilling need not be 
considered. 

There may, of course, be things among those sug- 
gested as means of conserving transportation facilities 
that would not work that way; they are open to argu- 
ment on that ground, but on that ground alone—not 
as to whether they would work inconvenience or hard- 
ship for this or that individual or business. It is diff- 
cult, to be sure, for one to be enthusiastic about some- 
thing that will hurt him, but that is what we all must 
do—or in the end be hurt so seriously that any sacrifice 
now would seem small in comparison. 

What we need in the transportation business, as 
in most other circles, it seems to us, is less singing of 
God Bless America and smug wagging of heads over 
the gigantic task that confronts this nation, and more 
honest realization of that task and determination to do 
what we can to accomplish it. Even “cooperation” 
doesn’t mean just that one approves the idea in genr- 
eral; it means that one intends to do his bit. But in 
order that one may know what his bit is and be pro- 
tected from others of not such good intention, the 
things that are hoped for from “cooperation” should be 
specified in orders, binding all alike. 

We could give many examples of how cooperation 

(Continued on page 828) 
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Jopics 


ASHINGTON 





The public debt limit has been or 
is about to be raised from sixty- 
five to one hundred and thirty bil- 
lions, or, perhaps, to a total of 
only one hundred and twenty-five 
billions. When this was written the 
two houses of Congress were in 
solemn conference about that bag- 
atelle of only five billions. 

But the exact amount is of no particular significance. This 
is not so about a collateral fact, brought out by Senator Van- 
denberg, of Michigan, that bond sales amount to only about a 
billion a month, while expenditures are about three times that 
much. Some who will not admit there is a bit of pessimism 
in them, wonder how Leon Henderson is going to prevent infla- 
tion, the end of which, in some parts of the world, has been 
repudiation. 

These contrasting facts were brought out in one of the 
periodical economy spasms in the Senate after a bit of assumed 
extravagance had been under discussion. Reaction to such a 
spasm is usually a flood of language from the executive branch 
of the government to the effect that the critically minded are 
hampering the war effort. 


Up Goes the National 
Debt Limit but 
Not Bond Sales 





Washington this week saw what 
looked as if it might be the crisis 
of one of the big battles in recent 
political history. On one side was 
organized labor and President 
Roosevelt. On the other was that 
part of Congress that could be 
swayed by letters from home de- 
manding something specific — re- 
peal or suspension of the 40-hour week law. Technically, it is 
section 7 of the fair labor standards act of 1938. 

The call for its repeal or suspension “for the duration” is 
based on the conclusion that a 40-hour week is not enough to 
assure the amount of war gear the country needs. Opposition 
asserted that abrogation would tend to slowing production to a 
level lower, even under a 44-hour week, than at present. 

President Roosevelt was able to marshal his whole admin- 
istration, except Assistant Attorney General Arnold, the “trust 
buster,” against the demand for a longer work week. Arnold 
has unsuccessfully prosecuted labor under the anti-trust laws. 
Even Donald Nelson and Lieutenant General Knudsen stood for 
the Roosevelt contention that the war should not deprive labor 
of the ‘‘social gains” typified by, or, perhaps, better said, em- 
bodied in the 40-hour week law. 

The Senate is the obstruction in the pathway of the repeal 
the House has indicated it deems necessary. The law is one 
of the large number of statutes some are inclined to believe 
are false pretense enactments. It does not forbid a longer than 
40-hour week, if the employer is willing to pay the money 
penalty—time and a half for overtime. Opponents of setting 
it aside have frankly admitted that it is prohibitory only in 
the sense that disregard of it is punishable by the addition 


Labor and Roosevelt 
Fight to Retain 
"Social Gains" 


of a 50 per cent penalty in the pay for hours in excess of forty. 
There is practically no dispute about its aim having been to 
cut down the hours of labor as one step toward the employ- 
ment of a greater number of men. 


_ Enthusiastic defenders of the statute have asserted that, 
In many war plants, the time put in is much more than 40 hours 
a week, some suggestions having been made that men were 
working as long as twelve hours a day. Twelve-hour day dec- 
larations, however, sound like a nart of Gulliver’s travel tales 
In the ears of men who have labored twelve hours between 
6 a. m. and 6:30 or 7 p. m. in the period when ten hours was 
a base for demanding a day’s pay for men who worked with 
their hands. Even piece workers, eager for much pelf in the 
pay envelope those days, were not enthusiastic when, on 
account of rush orders, employers suggested twelve hours of 
rea! work. 

Could there be a poll of men who worked longer hours 
When ten hours were the legal work day, it is believed they 
Would vote for the Alfred the Great day, eight for labor, 


+ 
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eight for rest, and the rest for religion or play. But when 
the law said ten hours constituted a day’s work, employ- 
ers saw to it that there was hard work—without unions to 
protect men from the heartless ones. Perhaps that is why, 
some of the old-timers believe labor leaders acquired the 
power, the south in particular, now seems to think is being 
used in such way as to keep production of war goods at a 
level that is alarming. 





Several days ago, Senator McKellar 
bestowed great praise on Lowell Mel- 
lett, who is building the super-informa- 
tion office on Pennsylvania Avenue at a 
cost of hundreds of thousands of dollars. 
McKellar praised him lavishly for find- 
ing out for him, in a relatively short 
time, that, in the fiscal year 1941, this 
government had paid out the amazing 
sum of $147,986,385 as travel expenses incurred in its service. 

The praise was distinctly for Mellett knowing how. The 
Tennessee senator, some may think, should have had his 
knuckles cracked for being no brighter than he was. The sena- 
tor, had he known how, probably could have achieved the fame 
he conferred on Mellett. 

Inasmuch as McKellar is a senator who devotes much of 
his time these days to suggestions for the elimination of waste, 
he undoubtedly had in his office a heavy paper-bound volume 
called ‘“‘The Budget of the United States. Fiscal year ending 
June 30, 1943.” All the senator needed to do was to look at 
the figures therein, showing the travel expense of each govern- 
ment agency. By adding up three or four items of expense 
he would have been able to discover that, in the year indicated, 
the Commission had spent $677,596. 


High Praise 
for the Man 
Who Knew How 





Jesse H. Jones, Secretary of 
Commerce, has announced that 
the Reconstruction Finance Cor- 
poration will assist retail coal 
dealers in an immediate build- 
ing up ot their coal stocks in ex- 
cess of present normal needs so 
that a possible shortage next 
fall and winter, by reason of 
transportation difficulties, may be averted. 

Loans for that purpose, he says, will be made to cover 
retail dealer purchases on all coal shipped from producing 
mines prior to August 1. The R. F. C.. according to Secretary 
Jones, will make the loans direct, or will participate with 
banks or other lending institutions. The directors of the R. F. 
C., also according to Mr. Jones. feel it would be most helpful 
to the retail coal dealers if the loans were originated and 
serviced through their local banks, the R. F. C. participating, 
because of the large number of dealers involved, many of 
whom were situated in small communities. 

The rate of interest charged by the R. F. C. on these loans, 
or on the participation carried by banks or other lending insti- 
tutions for account of the corporation, will be 4 per cent. Banks 
and other lending institutions are not to charge in excess of 
6 per cent on the amount of the loan retained by them, says 
the Jones announcement. 

The coal dealers, it says, should contact their local banks 
or the Loan Agency of the R. F. C. serving the section in 
which they are located. 


Government Money for 
the Borrowing by 
Needy Coal Dealers 





One of the best arguments 

in favor of the exclusion of 

the anti-trust division of the 
——» Department of Justice from 
load Waste Needs Suspen- __ proceedings before the Com- 
fs i mission is to be found, it 
sion of Anti-Trust Law might be suggested, in the 
material given to the public 
by Director Eastman in ex- 
plantation of his order looking to the better use of cars, for 
the hauling of less-carload merchandise freight. 

In the initial paragraph of the announcement made by 
the Director it was said that “he directed rail carriers to sub- 
mit to the Office of Defense Transportation ~lans for individual 
or joint action to curb wasteful use of freight cars in the use 
of handling of merchandise.” 

The announcement further says: “Plans drafted by the 
carriers must be submitted to the ODT for consideration.” 
Under the procedure outlined, “the ODT will then issue orders 
directing the carriers to carry out these plans, or such modifi- 
cations of the plans as it believes necessary.” 

This procedure meets the requirements laid down in the 
understanding between Director Eastman and the Attorney 
General, reached in February, with respect to the relaxation 
of the anti-trust laws in the emergency period in the event 


Elimination of Less-Car- 
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of an understanding between him and any railroads looking to 
concerted action by the carriers with respect to the handling 
of traffic. 

While the point has no bearing on the desirability of the 
anti-trust laws being relaxed in the period of the war emer- 
gency, it is interesting to note that, in the opinion of Attorney 
General Biddle, the President has the power to disregard the 
jurisdiction of the Commission over pooling arrangements 
among the carriers. 

It appears that the Attorney General advised the Presi- 
dent, about March 20, that the ODT had power to require car- 
riers to make pooling arrangements as a war measure, though, 
under the provisions of Section 5(1), of the Interstate Com- 
merce Act, that is forbidden except when authorized by the 
Commission. 


All of which may be regarded as showing that many gov- 
ernment officials are fairly well convinced that the anti-trust 
laws, as they read, being without the word “unreasonable” 
in that part forbidding restraints, are really not for the good 
of the country’s business. All restraints are prohibited, not 
merely unreasonable ones. The failure of Congress to say 
that only “unreasonable” restraints are forbidden, leaves uncer- 
tainty in the minds of honest business men who think business 
would be helped if wasteful practices could be eradicated from 
the business structure by agreements among them. 


The idea that a statute or statutes of his country, in effect, 
compel waste probably has not become the guest of the aver- 
age citizen. He may have heard something to the effect that 
the rules of labor unions force waste. But he probably has 
heard so much from public officials about the necessity for pre- 
venting waste, especially of natural resources, that, unless he 
is exceptionally well informed about governmental ways, the 
existence of statutes, directly or indirectly forcing wasteful 
practices, is unthinkable.—A. E. H. 


Let’s Fight the War 


(Continued from page 826) 


is not working to bring about the utmost efficiency in 
the use of railroad equipment, but we forbear at this 
time. We merely want our readers to know the prin- 
ciple for which we are contending. We are not apolo- 
gizing to them or “trimming” in any way, for we think 
we are right; indeed, we fear that events will prove 
uS SO. 


Our Hat’s Off to McNear 


We tip a figurative hat to George P. McNear, Jr., 

® of Peoria. He hasn’t got a railroad any more, but 

he has the satisfaction of having put up a good fight. 

He has his self-respect and, we hope, the respect of a 

few others besides ourselves—maybe even of a few 

railroad executives who wouldn’t have had the courage 
to do what he did. 


It may even be that he sighed with relief when 
the squad from the O. D. T. marched into his office 
last Sunday to take over his job. We don’t mean that 
he would not have fought on had he had the oppor- 
tunity; we mean merely that he must have been getting 
a bit lonesome. He may have begun to feel that one 
or the other of his fellow railroad executives could 
have taken time out to give him a bit of support, even 
if only in the form of a letter containing a kind word. 
While he was fighting, however, he remained a lone 
wolf. Now that the fight is over and it begins to look 
as though the struggle will take its place among the 
great American ralroad epics, executives of other rail- 
roads are talking about him with praise and pride. 

We are glad that, from the beginning, we were 
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in a position to let him know we approved his couise. 
That and the communications he has received from 
some shippers m.y be of small consolation now, but at 
least it is something. Maybe, when the time comes, as 
it is bound to come, especially if this war drags on 
through bitter years, that even the Roosevelt admin- 
istration will realize that the wicked and wasteful work- 
ing rules of the train service brotherhoods require re- 
vision, the country will appreciate that it was on the 
Toledo, Peoria and Western that the spotlight was first 
turned fully on them. It takes a peculiar type of per- 
son to aspire to martyrdom, but Mr. McNear would 
probably be the first to admit, now, that he got what 
he asked for. Certainly, by the time his fight against 
the brotherhoods became a fight against an alliance 
of the brotherhoods and the government, he realized 
pretty well that he could not win. 


The administration and its agents, represented by 
the War Labor Board, took the position that Mr. Mc- 
Near’s refusal to abide by the board’s order to arbitrate 
made the taking over of the railroad by the govern- 
ment necessary. If we are to have machinery to avoid 
industrial strife in wartime, that machinery must work 
—that is to say, regardless of the merits of the dispute 
in the first place, the board’s orders must be obeyed, 
they said. From that point of view, there may have 
been a violation of the law, although Mr. McNear in 
his letter to the President raised a jurisdictional point 
that leaves the question open. Whatever may be the 
answer, however, it seems to us to be of more impor- 
tance that justice be administered, and it is hardly 
justice to take a man’s property from him because he 
is standing for a sound principle. 


As matters stand, a railroad operated by a man 
who knew his business and whose operation would not 
have been interrupted if law enforcing officers had 
done their duty in preventing violence, is now to be 
operated by the government in at least no more effi- 
cient fashion, men who were hired to take the places 
of strikers who would not work under reasonable rules 
are to be fired, and the assassins who did their best to 
sabotage the railroad “in time of war” get their jobs 
back. The strikers have won and their “featherbed” 
rules will probably prevail in the end. The letter of 
the law may have been maintained, but justice has not 
been done. 

It is, perhaps, an academic question as to whether 
the men who took the place of the strikers will now be 
fired. Mr. McNear’s force was working under his own 
sensible and fair rules; when the government finally 
settles with the men they will undoubtedly work 
under the “featherbed” rules and probably all the 
strikers, as well as all those who took their places, will 
be needed to do the same amount of work that was 
being done. It might also be noted that the govern- 
ment, in taking over the railroad, sent eight men from 
the O. D. T. staff to do it. Ain’t government operation 
wonderful? 
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The 20-Year War Against Waste 


The Claim Prevention Forces of the Freight Claim Division and Cooperating Shippers Pause 
on the Eve of the 1942 Perfect Shipping Month to Survey the 
Results of a Long Campaign 


Py There is nothing in the records to show that the earliest 
organizations of railroad freight claim men in this coun- 
try were concerned with the prevention of claims. The records 
are fragmentary, but they indicate that the troubled claim men 
had other and what seemed to them to be more important things 
to worry about in those days. Apparently, no railroad even had 
such a thing as a separate claim department in 1885, but the 
difficulty of settling interline claim problems, the increasing 
conviction that some standardization in the settling of claims 
be developed, and the necessity for a more careful scrutiny of 
claims filed not only brought about the setting-up of such 
departments on nearly all of the major railroad lines in the 
next five years, but also saw the formation of no fewer than 
three organizations in the field. 

The Claim Agents’ Association of the Middle and Southern 
States was organized in 1887, and after passing through two 
changes in name, became the Railway Freight Claim Associa- 
tion of the Eastern, Western and Southern States in 1890. In 
1891 there was organized the Freight Claim Officers of Lines 
Interested in Texas Traffic. Some time in those years was also 
organized the Freight Claim Agents’ Association of the West, 
but the date has apparently been lost. At any rate, by consoli- 
dation of the three, the Freight Claim Association came into 
being in 1892, and the work of standardization of freight claim 
rules was begun in earnest. 


First Mention of Claim Prevention 


Neither the Freight Claim Association nor its predecessors 
said anything, in their objects, about the prevention of freight 
loss and damage. The Eastern, Middle and Southern States 
organization defined its objects as “the establishing and mainte- 
nance of rules and regulations for defining the liability of the 
various roads in the settlement of freight claims and the con- 
sideration and discussion of commercial questions connected 
with such claims.” The Freight Claim Association made its 
code of rules mandatory on its member lines and thus, it has 
been said, became the first voluntary railroad association to 
set binding regulations on its members. 

It was not, however, until the Freight Claim Association 
became the Freight Claim Division of the American Railway 
Association in 1919, that it included anything about claim pre- 
vention in its objectives. It said those objectives were “the 
prompt and lawful settlement of freight claims with claimants 
and between carriers; also the study of claim causes and the 
application of preventive measures.” 

There exists, indeed, an earlier reference to claim preven- 
tion in the records of the old Freight Claim Association. In 
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Special representatives of the Freight Claim Division, left to right: 
Albert L. Green, Joe Marshall and R. A. Fasold. 


1914, the association set up a committee on cause and prevention 
to give particular study to the causes of freight claims and the 
application of preventive measures. At about the same time, 
the association set up a conference committee empowered to 
handle claim matters with the public, the Interstate Commerce 
Commission and the state commissions, which, according to an 
historical appendix to the report of the secretary of the Freight 
Claim Division, in 1926 “resulted in the promotion of a pro- 
gressively better understanding and feeling between the car- 
riers and the commercial organizations and concerns most 
largely affected by the deficiencies in transportation service 
that result in freight claims.’ It is to be assumed that this 
committee, in its conferences with shippers and commissions, 
discussed methods of loss and damage prevention. 


The setting up of the committee on cause and prevention 
by the old association was coincident with, and perhaps a result 
of, an order of the Commission, requiring all Class I railroads 
to break down the required reports on claim payments for the 
year 1914 by causes. As to those statistics, the year was to be 
considered a test or trial period. It was not until the latter 
part of 1920, when loss and damage losses were on their way 
to an all-time peak, that reports of claim payments broken 
down by the causes was made mandatory. 


Early Statistics 


According to a publication of the American Railway Asso- 
ciation issued in 1933, entitled “The American Railroad in 
Laboratory,” loss and damage “‘ap- 
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Association in 1919, its committee set-up included the fol- 
lowing: 

“Committee on Freight Claim Prevention: Considers and 
reports on causes for loss and damage to freight and over- 
charges; recommends penalties for failure to comply with 
standard practices in connection with freight handling; coordi- 
nates the efforts of all interests in the work to reduce oppor- 
tunity for loss and damage.” 


This move was made just at the time when claim payments 
were soaring to theretofore unheard of levels. Where they 
totalled $23,346,965 in 1916, they rose to over $100,000,000 in 
1919, and to the all-time peak of $119,833,127 in 1920. 


Various factors have been put forth tending to show that 
the 1919 and 1920 figures were not strictly comparable with 
the years before and after. Some have blamed the congestion 
of war traffic; some the disorganization and bureaucracy of 
federal control, and some have pointed out that the Director 
General of Railroads took occasion to wipe from the railroad 
books all freight claims, some of which had been standing for 
years, thus adding to the federal-control years claim costs that 
had accrued in earlier years. 


However much those factors may have modified the com- 
parability of the figures, the fact still remained that claim 
payments were alarmingly high, amounting in 1920 to 2.78 per 
cent of the entire railroad revenue. The situation, it was appar- 
ent to all, called for immediate action. 


The Prevention Organization 


The board of directors of the American Railway Associa- 
tion authorized the Freight Claim Division to set up, under the 
supervision of its committee on freight claim prevention “an 
organization to conduct on behalf of the American Railway 
Association a general campaign for the reduction of freight 
loss and damage.” From among claim prevention officers of 
the railroads was selected a small group of men thoroughly 
trained in prevention work to act as full-time special 
representatives of the division in “coordinating the work of 
individual carriers, encouraging the members through their 
individual line organizations as well as in their territorial 
cooperation to do those things which will hold freight loss and 
damage to a minimum and thus give a more nearly adequate 
service to their patrons.” The organization set up in response 
to that authorization continued without interruption when the 
American Railway Association and the Association of Railway 
Executives merged in 1934 to form the present Association of 
American Railroads, an organization with broad powers to 
“deal authoritatively with matters of interest to the railroads 
of the United States.” 


Of the three men then appointed as special representatives, 
two are still on the job—Albert R. Green and Joe Marshall. 
The third, Fred A. Winburn, died some years ago and was 
succeeded by Robert A. Fasold. 

Although these three men are the entire force of the divi- 
sions claim prevention staff, in effect they represent the entire 
claim prevention facilities of the railroads. Through them sug- 
gestions for packing, loading and handling methods developed 
on the lines or in shipping rooms are broadcast to railroad 
prevention officers and to shippers. By means of reports and 
bulletins, results of special studies of loss and damage to par- 
ticular types of freight are brought to the attention of claim 
men, transportation officers and traffic officers of railroads. 
They work through the division’s regional claim conferences 
in investigating situations called to their attention and in help- 
ing shippers eliminate sources of freight damage. Through 
these regional conferences, also, the work of the claim preven- 
tion committees of the thirteen shippers’ regional advisory 
boards is reported to the committee on freight claim prevention, 
which heads the division’s prevention work. 


A Matter of United Effort 


The men in the division insist, however, that the striking 
reductions in freight loss and damage brought about since 
1920 are in great part due to the cooperation of shippers and 
receivers. They speak especially highly of the work of the 
advisory board prevention committees and of the wholehearted 
support lent to the Perfect Shipping Month campaigns, the 
idea for which originated in the advisory boards. 

In the railroad field, too, it is pointed out, there are cooper- 
ating bodies that have done much in the fight against freight 
loss and damage. The Mechanical Division; the Protective Sec- 
tion and the Operating-Transportation Division of the Associa- 
tion of American Railroads all cooperate in the work and the 
various inspection bureaus, through their executive offices and 
field forces, frequently offer their services. Car departments 
of railroads and car inspection bureaus have played a large 
role in car design as it affects the safe transportation of freight. 
The Freight Container Bureau, through its studies and pub- 
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lished recommendations, is continually seeking materials and 
methods to that end. 


An Inventory of Accomplishment 


What has happened since these efforts began is shown in 
the accompanying graph. From the high of $119,833,127 in 
1920, total claims paid have dropped to an estimated $23,000,000 
in 1941. Low point came in 1933, when the total was $15,103,469, 
More significant, perhaps, than the number of dollars paid out 
by the railroads for lost and damaged freight, is the ratio of 
that sum to the total freight revenue. In 1919, when claim 
payments totalled $104,587,174, they represented 2.95 cents out 
of every dollar of freight revenue. In 1920, the ratio was 2.78 
per cent. Since then the decline has been rapid, even startling. 

Previous to that time, the last year in which the ratio of 
claims paid to freight revenue was less than 1 per cent was 
1916, and that year was unusual. One had to go back as far as 
1902 until one came to the era when, normally, the railroads 
paid out less than 1 cent out of each revenue dollar for claims. 
When the claim prevention forces of the Freight Claim Division 
took hold in 1920, a return to the day of the 1 per cent ratio 
seemed distant and almost impossible of attainment. It took 
less than five years to get there. The ratio for 1925 was .81 per 
cent. And it has gone lower since. The .65 per cent ratio of 
1899 was met and passed in 1933, when the ratio was .59 per 
cent. In 1939 it was down to .54 per cent, and, although it rose 
slightly, to .57 per cent in 1940, on the basis of current esti- 
mates it will be .49 per cent for 1941, far below anything 
before attained. 

But, say those who have worked hardest and are most 
interested in this result, there is still $23,000,000 annually 
wasted in lost and damaged freight. Maybe the day will never 
come when that huge sum will shrink to zero, they add, but 
there is still a lot of room in which to work and the work 
will go on. 


Chicago J. T. C. Forum 


The Junior Traffic Club of Chicago held a forum meeting, 
March 24, devoted to the perfect shipping campaign. Spokes- 
men representing the American Trucking Associations, Asso- 
ciation of American Railroads, and shippers discussed the ur- 
gent need for increased vigilance in reducing loss and dam- 
age claims, saying that “our best last year is not good enough 
this year.” 


G. A. Fitzgerald, chairman, central division, of the A. T. A. 
claim section, and general claim agent for the Keeshin Motor 
Express Company, said that shippers, consignees, truckers, 
and railroads must be ready to perform “miracles” in eliminat- 
ing claims as long as the nation remained at war. 


Harry Chaddick, president of the Central Motor Freight 
Association and of the American Transportation Company, said 
a recent survey among approximately 1,200 Class I motor car- 
riers showed that only 30 such carriers knew definitely what 
percentage their claims payments represented of their total 
revenues. For the motor carrier industry, he said, it was esti- 
mated that claims represented approximately 2% per cent of 
gross revenues. The industry had inexcusably neglected to 
analyze the cost of loss and damage, he continued, adding that 
it could no longer neglect the subject, if for no other reason 
than that truckers would have to load heavier shipments in 
the emergency period. Unless truckers could handle war com- 
modities safely, they would interfere with the war effort, he 
said. 


C. H. Dietrich, executive vice-chairman, freight claim divi- 
sion, A. A. R., analyzed the interest of shippers, consignees 
and carriers in perfect shipping. He urged consignees to con- 
tribute to the campaign by promptly notifying shippers in 
detail of the receipt of damaged goods. He cited the example 
of one shipper who, acting on the basis of consignees’ reports 
of damage, had reduced the amount of damage to his ship- 
ments by approximately 90 per cent in one year. The major 
burden rested on the carrier, he said. The railroads, said he, 
had done well in decreasing the cost of claim payments, but 
they still had to reduce those payments, because it would be 
a waste of valuable car space to transport goods which were 
of no value when handed over to consignees. 


E. F. Stecher, general traffic manager, Stewart Warner 
Corporation, said that carriers should not accept for shipment 
any war materials improperly packed. He said the shippers 
would be guilty almost of sabotage if they failed to pack their 
war materials properly. 

The meeting was arranged by the club’s claims and ship- 
ping documents committee, headed by F. A. Rohsenow, and 
the educational committee, headed by Royce A. Nickey. 
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Closure Is Important 


The Containers Must Be Loaded Properly in the Car to Avoid Damage—the Goods Must Be 
Properly Packed in the Container, but It Is Equally Important That the 
Container Be Securely Closed and Sealed 


° Good containers are important in the safe transportation 

of merchandise, but the mere packing of the merchandise 

in such containers will not do the job. Of almost equal im- 
portance is the way the package is closed. 

Closure has been the subject of study among those inter- 
ested in efficient packing for a number of years. It always 
was important. It is of greater importance today, however, 
because of the relaxation of minimum fibre and corrugated con- 
tainer requirements in Supplement 17 to Consolidated Freight 
Classification No. 14, effective last November. Easing of those 
requirements makes it all the more necessary to use to the 
fullest the added strength afforded to containers by good 
closures. 

Although the classification requirements are stated as mini- 
mums, it is only to be expected that large numbers of shippers 
accept them as stating the full weight and strength needed for 
their merchandise. The War Production Board recently called 
attention to the fallacy of this view in a statement in which it 
said that “the revised specifications must be exceeded in some 
cases in order to transport commodities safely.””’ The change 
in Classification Rule 41 was intended to effect a saving of 
about 10 per cent in the consumption of paperboard. The con- 
tainers branch of WPB has emphasized, however, that it does 
not advocate the use of inadequate shipping containers. It says: 

“Tf shippers were to adopt the minimum specifications 
which became effective November 15, 1941, as maximum specifi- 
cations, there might be greater losses in goods and materials 
than could possibly be equalized 
by savings effectuated by modi- 
fied specifications. Heavier loads 
of cars and rougher handling, not 
only by railroads but all along 
the line of production, necessitate 
the continued use of discretion on 
the part of shippers.” 


The Paperboard Container 


Generally speaking, there are 
three ways of sealing fibreboard 
and corrugated containers for 
shipment—by gluing, by taping 
and by stapling. All three have 
been the subject of much investi- 
gation in container laboratories 
of industry and by the Forest 
Product Laboratory of the De- 
partment of Agriculture, at Mad- 
ison, Wis. 

The first method consists of 
applying an adhesive directly to 
the flaps of the container and 
sealing them together. It has 
been found that the strength of 
such sealing depends on four fac- 
tors: The area of the surfaces 
in contact; the time allowed for 
drying after sealing; the charac- 
ter of the fibreboard or corru- 
gated board of which the con- 
tainer is made, and the weight 
applied to the joined surfaces 
while the adhesive is setting. 

Laboratory tests indicate 
that, other things being equal, 
there is little to choose between 
Silicate of soda and animal glue 
as an adhesive, except that the 
latter requires a somewhat longer 
drying time. No added strength 
results from applying the adhe- 
Sive to both the surfaces to come 
In contact. as compared with ap- 
plving it to one of the surfaces 
only. There are a number of 
things, however, of high impor- 
tance in the application of the 
adhesive. In the first place, it 
must be applied evenly over the 
entire surface. Pans and brushes 
must be kept clean and the con- 





tainer flaps to be sealed must be free from dust and dirt. A 
wide, smooth brush should be used. Top flaps should meet, 
allowing no opening between. 

Experiments have proved that container flaps sealed with 
silicate of soda attain a strength of between 80 and 90 per cent 
of the maximum after 30 minutes of drying, and that the maxi- 
mum is reached after about 4 hours, due, probably, to the 
softening effect of the adhesive on the material used. These 
drying times are affected, of course, by the weight placed on 
the flaps and the temperature at which the work is done. At 
temperatures higher than normal, the drying is effected in a 
shorter time, while lower temperatures lengthen the necessary 
time materially. 

Weight is necessary, because the dampening of the fibre 
or corrugated board by the adhesive causes warping and tends 
to pull the flaps apart before it has thoroughly set. A pressure 
of about 10 pounds a square foot is recommended, but it should 
be applied evenly over the whole of the surfaces to be joined. 


Sealing With Paper Tape 


The utilization of paper tape for the sealing of fibre and 
corrugated containers has been increasing in recent years. The 
committee on prevention of loss and damage of the Freight 
Claim Division, Association of American Railroads, has been 
especially concerned with disseminating information as to 
proper methods of applying paper tape so as to obtain maxi- 
mum security for the material in the container and maximum 
added strength to the container 
itself. It has developed a recom- 
mended technique for that appli- 
cation. In a circular on the sub- 
ject, it says: 

“When moisture is applied 
to the gummed surface of sealing 
tape, the glue dissolves in the 
water. The result is a flowable 
solution of glue in water which 
soaks into the surface of the 
fibreboard box when the tape is 
applied. When the water evapo- 
rates, the glue remains, and thou- 
sands of tiny fingers or anchors 
of dried glue are hooked under 
the fibres of the board. 


“Obviously, the coating of 
moisture applied to the gummed 
surface must be sufficient thor- 
oughly to dissolve the glue, and 
the glue itself must be of a good 
enough grade to go into imme- 
diate solution in ordinary water 
at room temperature. Insufficient 
moistening may make the glue 
tacky and sticky, but will not 
carry the glue solution down be- 
low the surface to be sealed. 
Tape moistened with only a thin 
coating of water may cause the 
water to gather in patches. While 
the tape may stick quickly, it 
will not hold. especially after 
drying. Imperfect adhesion and 
blisters are the inevitable result. 

“When too much water is 
used, the easily soluble glue may 
be washed away, or the glue will 
not have a chance to dry in the 
normal rubbing period. 


“Two things must be remem- 
bered in the application of the 
tape: 


1. Rub the tape down firmly. 
When properly applied, good tape 
seals quickly and securely. 


The accompanying illustration shows 

the eight steps in the recommended 

method for closing cartons with paper 
tape. 
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2. Use clean carton 
seal. 


Dust and dirt on boxes prevent a perfect 


“Observe these precautions in storing tape supplies: 
1. Keep the tape in a cool place having normal humidity. Keep 
away from dampness, steam pipes, radiators and steam filled rooms. 


2. Do not open bundles until ready for use. Leave unused rolls in 
original waterproof wrapper. 


There are three general rules for satisfactory results from 
paper tape: 


1. Use high quality tape. 
correctly. 


2. Moisten it properly. 3. Apply it 


“Although gummed tape can be applied rapidly, speed 
should not be attained at the expense of good taping. 

“In either a corrugated or a solid fibre container, the 
natural strength of the fibre is somewhat impaired in bending 
the angles to make the edges and corners. It is also true that, 
when a container is dropped or falls, it seldom hits squarely on 
a flat side. It hits an edge or corner. Gummed tape reinforces 
these corners and edges. 

“Every shipper should be deeply concerned with the condi- 
tion in which his product reaches the customer. Repeated dam- 
age creates dissatisfaction and, unless corrected, the shipper is 
likely to lose accounts. 

“Like everything else, there is a good gummed tape and a 
cheap gummed tape. The total difference in cost between the 
best and the cheapest is relatively slight; yet this tiny difference 
may stand between a good delivery and a complete failure re- 
sulting in loss and damage. Check with your source of supply 
to see that you are getting high quality sealing tape.” 

The necessity for reinforcing edges and corners and for 
sealing the carton openings has resulted in the development of 
a recommended procedure for sealing. That procedure, in eight 
steps, is illustrated in the accompanying sketches. 

In addition to protecting the contents of the carton against 
damage, the use of sealing tape also affords added protection 
against pilferage. Where the tape must be cut or torn to get 
into the package, the pilferage becomes apparent. Attempts to 
repair such breaks by thieves are usually detectable. That is 
especially true where the shipper uses a printed sealing tape. 
No one but the shipper possesses the properly printed tape, 
and an attempt to replace it with plain tape is immediately 
noticeable. 

Stitching and Stapling 


Where wire staples or stitching is used to close cartons, 
the recommended practice is to space those staples or stitches 
no more than 2% inches apart. It is also important to see to 
it that they are long enough to clinch securely under the flaps 
and broad enough so that they will not pull through the carton 
material. Recommended practices vary somewhat depending 
on the type of container used. Where the top flaps overlap, 
for instance, a single row of staples or stitches is sufficient 
lengthwise. Where the flaps meet, a separate row is necessary 
along the edge of each of those flaps. 

A third method, is to close the carton with steel strapping 
or to tie it with wire. What has been said about other methods 
governs also in that method. The tying should be applied with 
the nature and weight of the contents of the carton in mind. 
It should be tight enough to indent but not to break the carton 
material. Strap or wire sufficiently heavy and strong to do the 
job should be selected. 


Wood Boxes and Crates 


It is difficult to set down anything like hard and fast rules 
for efficient closing of wood boxes and crates. The variety of 
these containers is so great, and the methods of closing them 
vary so widely as to make each shipper’s problem one properly 
to be studied and solved individually. The Department of Agri- 
culture in its technical bulletin No. 171, “Principles of Box and 
Crate Construction,” prints much information on the subject 
and many illustrations, brought together by the Forest Products 
Laboratory. It gives formulas for the construction of many 
types of boxes and crates, as to the kind and sizes of lumber 
to use and the materials and methods for closing with wire, 
steel strapping and nails. It discusses at some length such 
interesting and useful points as the proper length and diameter 
of nails to use and the best spacing for them under varying 
conditions. It illustrates the application of wire ties and steel 
strapping to closed boxes and open crates for the shipping of a 
vast variety of merchandise. The intrduction to the book says: 

“Since the hazards that any container may encounter in 
service are so numerous and variable, no endeavor is made to 
set up standards of service or to designate the types of con- 
tainers that are most suitable for specific commodities or con- 
ditions of service. To do so would be like designing a bridge 
without a knowledge of the loads to be carried. Packing is as 
important as design of the container and the two are so in- 
terrelated that it is impossible properly to design the container 
without considering the method of packing.” 
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Chicago T. C. Perfect Shipping 


Over 450 attended a Perfect Shipping Month luncheon ar. 
ranged by the public affairs committee of the Chicago Traffic 
Club March 26. The speakers were F. A. Schleifer, genera] 
chairman of the Mid-West Shippers’ Advisory Board; C. H, 
Dietrich, executive vice-chairman of the freight claim division, 
Association of American Railroads, and W. D. Beck, district 
manager, car service division, A. A. R. 

Mr. Schleifer’s talk was a plea for cooperation in the re- 
duction of freight loss and damage, based on patriotism. He 
pointed to the $23,000,000 paid in freight claims by the rail- 
roads in 1941 as a waste the responsibility for which rested 
squarely on those engaged in transportation—shipper and car- 
rier alike. He said it was inconsistent to carry on campaigns 
to have children gather empty tooth paste tubes and save 
pennies for defense stamps while the big industrialists and rail- 
road men were accepting such a condition with complacency. 

The perfect shipping effort, he said, was one that had to 
be carried on through voluntary cooperation. The problem 
could not be solved by service orders, he said, as advocated by 
“certain egocentric croakers,” but he did not mention anyone 
who advocated that method of forcing perfect shipping. He 
stressed especially the necessity for receivers notifying ship- 
pers of goods arriving in bad condition, at the time claims cov- 
ering them were filed. Without such cooperation from receiv- 
ers, he said, shippers could not know whether or not the pack- 
ing they were using really was adequate. 

Mr. Dietrich described the special effort being made this 
year to bring the perfect shipping message to the men in 
the freight houses and yards who were personally responsible 
for safe handling. Officials of all the railroads were being 
urged to hold meetings to bring the message of safe handling 
to those men, he said. 

Mr. Beck described the way in which the car service divi- 
sion was acting as a liaison corps between the regional advisorv 
boards and the railroads in the prevention of claims. He asked 
industrial traffic managers to volunteer as speakers at meet- 
ings of freight handlers and yard employes. 

W. R. Cox, chairman of the club’s public affairs commit- 
tee, said the luncheon was the last of six staged by his com- 
mittee and that the total attendance had been 4,100. William 
Haywood, president of the club, spoke briefly. 


LIFT TRUCK BOOKLET 


Towmoter Company, Cleveland, is distributing a booklet, 
“Facts About Towmoter,” describing the seven models of 
gasoline-powered lift trucks produced by that company and 
their uses in speeding production, saving storage space, and re- 
ducing handling costs. Each page of the booklet is devoted to 
a specific problem of industrial handling and the manner in 
which it may be solved by the use of Towmoter trucks. 


PAPER PROTECTION FOR FREIGHT 


The Angier Corporation, Framingham, Mass., has issued 
a booklet describing the manner in which protective papers may 
be used in insuring safe transportation of freight. The book- 
let, “Papers for Industry,” describes the various types of 
papers best suited for shipping protection and the manner in 
which they may best be used. 


N. J. TRAFFIC LEAGUE DISCUSSES CLAIM PREVENTION 


Prevention of freight loss and damage, with special em- 
phasis on the Perfect Shipping Month campaign, was the sub- 
ject of discussion at a meeting of the New Jersey Industrial 
Traffic League, at Newark, March 26, at which W. W. Weller, 
president, presided. Among other matters considered were 
Sunday and holiday pick-up and delivery by motor carriers; 
transportation of bonded merchandise in the New York port 
area; dunnage allowances in closed cars; interstate regulation 
of motor vehicle sizes and weight, and increased rates under 
Ex Parte 148. 


PACKING OF MACHINES FOR EXPORT 


The freight container bureau of the Association of Amer- 
ican Railroads has prepared a manual entitled “Freight Con- 
tainer Bureau Manual on Preparing Machinery for Export 
Shipment.” The booklet contains recommendations for the 
selection of crating material, proper methods of nailing and 
bracing, and the construction of skids and crates. In issuing 
the book, the bureau points out that, though it is primarily 
engaged in assisting shippers in the proper preparation of ship- 
ments for domestic transportation, it assigned an engineer to 
this job of solving problems of export machine shipping in an 
effort “to assist all manufacturers in improving their present 
practices.” 
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1942 Perfect Shipping Campaign 


Sixth Annual Effort Toward Reduction in Freight Claims Stresses Necessity for Cooperation of 
Individuals Concerned with the Packing, Loading and Moving of Freight—New 
Poster Bears Pledge of Participation in War Against Waste 


By Rosert J. BAYER 


A period of uncertainty as to just what form the sixth 

annual observance of Perfect Shipping Month would take 
in 1942 followed the annual meeting of the National Associa- 
tion of Shippers’ Advisory Boards at Chicago last fall. At that 
meeting, the action taken, considered in connection with opin- 
ions expressed privately by officers of the association, led to 
the inference that, if Perfect Shipping Month was not to be 
abandoned this year, it would at least be considerably modified. 
One of the opinions oftenest expressed, then and later, was that 
the press of war work on men connected with the freight claim 
and car service divisions of the As- 
sociat on of American Railroads, and 
on industrial traffic men, made the 
holding of meetings, such as have 
represented the greater part of the 
effort of past observances, inadvis- 
able. 

It was not until early in Feb- 
ruary, at a meeting in Chicago, that 
doubts were removed as to the in- 
tention to carry on the Pefect Ship- 
ping Month in 1942 with the vigor 
that has characterized the five 
earlier campaigns. Even at that 
meeting, however, there was a dis- 
inclination on the part of some to 
organize meetings for the purpose of 
promoting loss and damage preven- 
tion. The desire of those in charge, 
however, is that local organizations, 
such as traffic clubs and chambers 
of commerce, be persuaded to hold 
Perfect Shipping Month meetings 
wherever and whenever possible. In 
a letter to district managers of the 
car service division, mailed shortly 
after the February meeting, C. H. 
Dietrich, executive vice-chairman of 
the freight claim division, said: 

“It is urged that the effort to 
place the campaign objectives prom- 
inently and persuasively before 
chambers of commerce, traffic clubs 
and other organizations not be re- 
laxed in the least. Many such or- 
ganizations hold monthly meetings 
and doubtless will be very willing 
to make the campaign the principal 
topic at the March or April meeting. 
This possibility should be energetically explored by you and 
by the board prevention committee or sub-committee.” 

The character of the Perfect Shipping meetings this year 
is, thus, generally different from those heretofore, in that they 
are not, in most cases, special meetings, but merely regular 
meetings at which the emphasis is being put on claim preven- 
tion. Thus, the public affairs committee of the Traffic Club of 
Chicago turned over one of its luncheon meetings to the sub- 
ject, with Mr. Dietrich; W. D. Beck, district manager of the 
car service division, and F. A. Schleifer, general chairman of 
the Mid-West Shippers’ Advisory Board, as speakers, and the 
Junior Traffic Club of Chicago, at one of its regular open forum 
sessions, stressed Perfect Shipping Month, with Mr. Dietrich, 
W. A. Fitzgerald, chairman, claim section, central division, 
American Trucking Associations, Inc.; Harry Chaddick, presi- 
dent, Central Motor Freight Association, and E. F. Stecher, 
general traffic manager, Stewart Warner Corporation, partici- 
pating in the discussion. : 


More Printed Matter 


No vocafilm has been prepared for this year’s campaign. 
On the other hand, plans call for the distribution of more elab- 
orate and larger quantities of printed matter than heretofore. 
The printed pieces include a poster for general use; a poster 
describing proper methods of sealing and stitching fibre boxes; 
a poster illustrating proper methods of sealing containers with 
paper tape; a poster on careful handling of cars addressed 
to switchmen and enginemen; a leaflet entitled “Do Your Part,” 
to be distributed to every employe in railroad freight and ex- 





The 1942 Perfect Shipping Month Poster. 


press service, and a number of other pieces of educational ma- 
terial, some prepared by manufacturers of cartons, sealing 
devices, etc. 

The general poster, illustrated herewith, carries a pledge 
which it is intended will be filled in with the name of the 


.company and the department in which it is hung, and signed 


by the head of that department. It pledges the company and 
the department to do “its utmost to protect America’s produc- 
tion by the exercise of unremitting care in proper packaging, 
packing, marking and loading of merchandise of every nature, 
and in every way to guard against 
damage, loss or waste of materials, 
products, time, energy and our other 
national resources.” 

Bearing that pledge, it is in- 
tended to be hung in the packing, 
shipping and traffic departments of 
industries. Where the poster is to 
be hung in receiving departments of 
consignees, the pledge is to “handle 
goods carefully; avoid damage in 
unpacking; report to shippers dam- 
age that can be prevented by better 
packing and safer loading, and re- 
lease cars promptly so that there 
will be enough cars for all.’”” Where 
it is to be hung in railroad freight 
houses and other railroad depart- 
ments, the pledge is to “handle and 
truck freight carefully; observe cau- 
tion marks, such as ‘fragile,’ ‘this 
end up’; stow freight so it will ride 
safely; put it in the right car, and 
switch cars carefully.” The reverse 
of the poster carries a message from 
W. J. Williamson, on leave as gen- 
eral traffic manager, Sears Roebuck 
and Company, now with the Army 
quartermaster general’s office, who 
is general chairman of the manage- 
ment committee Perfect Shipping 
Month for the third successive year. 


Management Committee 


Other members of the manage- 
ment committee are chairmen of the 
freight loss and damage committees 
of their respective regional shippers’ 
advisory boards, as follows: 


Atlantic States, R. W. Krantz, regional traffic manager, Sears 
Roebuck and Company, New York; Southwest, J. P. Gudger, traffic 
manager, The Gulf Companies, Dallas, Texas; Ohio Valley, R. A. Elli- 
son, traffic manager, Ohio-Kentucky Associated Industries, Cincinnati, 
O.; Central Western, A. J. Harrington, traffic representative, F. W. 
Woolworth Company, Omaha, Neb.; Trans-Missouri-Kansas, S. T. 
Henson, traffic manager, Sears Roebuck and Company, Kansas City, 
Mo.; Pacific Northwest, H. D. Smith, western zone traffic manager, 
Weyerhaeuser Sales Company, Seattle, Wash.; Midwest, A. McGinness, 
traffic manager, Servel, Inc., Chicago; Great Lakes, J. R. Rouse, traffic 
representative, F. W. Woolworth Company, Detroit, Mich.; New Eng- 
land, W. F. Price, traffic manager, The J. B. Williams Company, 
Boston, Mass.; Northwest, O. W. Galloway, Pillsbury Flour Mills Com- 
pany, Minneapolis, Minn.; Southeast, C. W. Strickland, Proximity 
Manufacturing Company, Atlanta, Ga.; Pacific Coast, T. F. McCue, 
traffic manager, Crane Company, San Francisco, Cal.; Allegheny, J. W. 
Swoger, traffic manager, Knox Glass Associates. 


Eastman’s Perfect Shipping Scoreboard 


A numbér of the men in high ~ositions, particularly inter- 
ested in Perfect Shipping Month, have written special state- 
ments for the Traffic World. Joseph B. Eastman, director of 
the Office of Defense Transportation, prepared a scoreboard, 
setting forth his view of the requirements for a perfect shipping 
month. 

“In this connection,” said he, “I cannot overemphasize the 
necessity in the present emergency for all of us—shipper, carrier 
and government officers—to extend ourselves cooperatively to 
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the job of obtaining the maximum utili- 
zation of our transportation facilities 
and services. 

“While the perfect score will seem, 
and indeed will be, difficult of attain- 
ment, yet it is not an impossible one, 
since with respect to certain railroads, 
certain shippers, indeed certain classes 
of traffic, the goal of perfection has 
been attained and sustained over long 
periods of time. 

“While I hesitate to add to the 
already heavy burdens of shippers and 
carriers alike, I hope that voluntarily 
all of them will maintain such records 
during the month of April as will en- 
able every shipper, every station, every 
industry group and every carrier to 
know what its score is during that 
month and how it could be improved 
and the steps which are necessary to improve it.” 


Joseph B. Eastman 


Director Eastman’s scoreboard follows: 


REQUIREMENTS FOR A PERFECT SHIPPING MONTH 


SCORE 
Whose 
Perfect Excellent Fair Failure Duty 
1. Number hours’ notice 
of car orders.......... 48 36 24 12 Shipper 
2. Car ready for loading 
at time for which or- 
SS CIR Reem, Yes Yes No Carrier 
3. Car loaded to full vis- 
ible cubic or weight Under 
EL On 100% 95% 90% 85% Shipper 
4. Hours required to com- 
plete loading after Over 
NT i wbeneaw pcb 12 18 24 36 Shipper 
5. Hours between com- 
pletion of loading and Over 
ee eee 4 6 9 12 Carrier 
6. Car miles per loaded 
car day between dis- 
patch and arrival at Under 
final terminal ......... 500 450 400 350 Carrier 
7. Hours between arrival 
at terminal and place- Over 
ment for unloading ... 4 6 9 12 Carrier 
8. Hours required to un- 
load car after place- Over 
SRL, isn ethwava ewes > 6 12 18 24 36 Shipper 
9. Ratio of empty miles 
to loaded miles in di- 
rection of loaded move- Over 
ment—closed cars ..... 5% 10% 20% 30% Carrier 


In addition to the above, prepared for the Traffic World, 
Director Eastman endorsed Perfect Shipping Month in a letter 
to Mr. Williamson, as follows: 


The effect of adequate protection of freight in transit is of in- 
calculable importance to the nation in two respects. First, to win 
this war we must utilize to the utmost the vast production power of 
the nation. Every article which is wasted or destroyed through care- 
lessness imposes just that much additional burden upon our producers. 

Secondly, and, from our standpoint, of equal importance, is that 
our transportation facilities are going to be taxed to their utmost to 
move the vast production which our nation has under way. Every 
article that is destroyed means that much transportation effort, that 
many car-days, that many pounds of our motive power have been 
wasted. 

It is my sincere conviction, as well as my hope, that everyone 
connected with transportation will realize that from now on an un- 
necessary loss or damage is a blow on behalf of the enemy. 


Williamson on “Shippers’ Battalion” 


In his statement, General Chairman Williamson likened 
the cooperating shippers to a war battalion. Said he: 


My new connection with the United States government has not 
altered my conviction of the importance of the shipper and receiver 
in Perfect Shipping Month. As a matter of fact, from my new view- 
point, I am more than ever convinced that, whereas, in former years, 
the efforts of shippers and receivers to reduce economic waste by doing 
everything in their power to prevent loss and damage to freight was 
sound economics, it is now also sound patriotism. I should like to 
think of the shippers and receivers, in places like that I occupied with 
Sears Roebuck and Company, as a vast army carrying out one phase 
of the grand strategy that will win this war for our country. 

Our Navy will overcome the enemy at sea; our Army will over- 
come the enemy on land. The shippers and receivers of freight will 
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overcome the enemy of waste, so that every ounce of manpower, every 
pound of material produced by the millions at home in support of the 
men on the firing line will reach the destination where it will do the 
most good in the one stupendous job we all have to perform—the win- 
ning of this war. 

This is the third successive year I have accepted the responsibility 
of heading the management committee for Perfect Shipping Month. n 
the earlier two campaigns, I maintained, and I maintain now, that 
there is more to the shipper’s part of the job than merely seeing to 
it that his goods are properly packed and loaded for shipment. Evevy 
industrial traffic man has the added responsibility of seeing to it 
that the goods he receives are properly packed and loaded by those 
from whom he makes his purchases, and he 
has the further responsibility of seeing to 
it, by contact with those who receive his 
goods, that the packaging he thought was 
adequate when the goods left his plant, 
actually did the job. If every shipper will 
look on himself as ‘‘the man in the middle,”’ 
watching at once the care bestowed on ship- 
ments sent to him, on shipments he sends 
out, and the condition in which those ship- 
ments are received, the ultimate result will 
be a near wiping-out of the millions of 
dollars wasted annually in the required re- 
placement of goods damaged and destroyed 
in shipment. 

May we keep in our minds, this year 
especially, that each freight claim filed is 
a bit of ‘‘aid and comfort to the enemy.’’ 
Let us look on the extra time and trouble 
we take to avoid claims as our personal 
coniribution to the larger battle. Let us 
make the effort of the great battalion of 
shippers felt in the final outcome of the se 
struggle. W. J. Williamson 


Pelley Stresses Loss of Time 


John J. Pelley, president of the Association of American 
Railroads, prepared the following statement for the Traffic 
World: 


In the war in which we are now engaged, time is an all important 
element. For this reason, every minute is precious; each must be 
productive. 

Loss and damage to freight while in 
transit not only means loss in dollars and 
cents and customer satisfaction, but it also 
means loss of time—time that could and 
should be employed to advantage. 

That is why the Perfect Shipping Cam- 
paign this year is so important. That is 
why it must be conducted more energeti- 
cally and more vigorously than ever before. 
No stone must be left unturned to insure 
its success, 

The railroads take pardonable pride in 
pointing to the fact that the ratio of loss 
and damage payments to freight revenues 
in 1941 was at an all-time low. Yet loss and 
damage to freight last year cost the rail- 
roads approximately $22,000,000—or more 
than $60,000 a day—not one cent of which 
can ever be recovered. And there is no way 
to determine how many hours of valuable 
time were wasted because of careless pack- 
ing and handling. 

No shipper or no railroad man wants to 
do anything to hinder the war effort. Yet 
that is precisely what he is doing when he fails to protect freight from 
damage. 

It has always been in the interest of both the shippers and the 
railroads to promote perfect shipping. Today, it is that and much 
more. It is to the interest of the nation as a whole that the waste of 
time and money caused by improper packing and careless handling 
of freight be reduced to the lowest possible minimum. That can be 
accomplished only by the exercise of care on the part of everyone who 
comes in contact with freight. 


J. J. Peiley 


Perfect Shipping Helps Fighters, Says Kendall 


_ Warren C. Kendall, chairman, car service division, Asso- 
ciation of American Railroads, in his statement, stressed the 
importance of safe transportation in the war effort, as follows: 


Recently an essential piece of electrical equipment consigned to 
an American army post overseas arrived at one of our ports. When 
the machine was about to gbe removed from the freight car in which 
it had traveled some 2,500 miles, it was found to be damaged—so much 
so that it had been rendered useless. 

The damage was not the clever work of some well-trained saboteu! 
bent on delaying or preventing the delivery of this machine. Instead, 
it was unintentionally caused by the thoughtlessness or carelessness of 
some otnerwise patriotic citizen—-a man who was responsible for eithe! 
the packing or the handling of that valuable shipment. 

Under the circumstances, there was only one thing to do: return 
the unit to the manufacturer as quickly as possible. This was done, 
and, in the course of events, the machine was repaired and sent back 
to the coast for shipment overseas. 
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The entire operation, aside from its effect on national defense, 
esulted in considerable loss of time, energy and money. But it also 
esulted in a loss of transportation service—a service upon which 
the mass production of the implements of war is so dependent. 

To haul the piece of electrical equip- 
ment across the country required a large 
freight car. The necessity of carrying the 
machine back to the manufacturer and then 
io the coast again—a round trip of approxi- 
mately 5,000 miles—tied up the car for more 
than two weeks. In other words, this car 
nad to perform three times as much trans- 
portation service as it ordinarily would have 
done on this particular job had someone 
exercised proper care. 

Today, more than ever before, a freight 
car and the use made of it are very im- 
portant. Because of this, great stress is 
peing laid on car efficiency, and shippers 
and receivers are being urged to cooperate 
to the fullest extent by doing such things 
as loading cars more heavily and loading 
and unloading them promptly. 

But transportation service will be wasted 
and the car supply diminished if improper 
packing, poor marking and careless han- 
dling of freight continue. For this reason, 
if for no other, the annual campaign to 
reduce loss and damage to freight while in 
transit takes on added significance this year. [It is closely identified 
with the efforts to increase car efficiency, and should be regarded 
as such. 

The shipper and the handler of freight should remember that per- 
fect shipping, in addition to its many other advantages, means con- 
servation of cars. And that, in turn, means helping America to win 
the war, 


W. C. Kendall 


Dietrich Praises Shippers 


C. H. Dietrich, executive vice-chairman, freight claim di- 
vision, A. A. R., in his statement, asserted that the improve- 
ment in claims paid in recent years would have been impossible 
without the whole-hearted help of shippers. Said he: 


Economie waste is always a vice. Loss and damage to freight 
s economic waste. That is why the Freight Claim Division of the 
\ssociation of American Railroads has never 
hesitated to ask the shipper, the receiver, 
the public generally to help in the elimina- 
tion of freight claims, because they repre- 
sent a burden on all industry. Much more 
is this waste against the public interest in 
time of war, when waste—whether of ma- 
terial, work or transportation—detracts from 
the utmost total needed to attain the main 
objective. Hence we, in the Freight Claim 
Division, are confident that, even more than 
heretofore, we and our member railroads 
are to have the full cooperation of the 
users of transportation and the public in the 
1942 Perfect Shipping Month campaign. 

That cooperation has been freely and 
generously given in past campaigns. In- 
leed, it is in no small part responsible for 
the record of reductions in claims in the 
last score of years. We feel that we in 
the Freight Claim Division have set up a 
good claim prevention organization. We 
know the railroads individually, also, have 
ine prevention forces of their own. To- 
gether, however, we would not get far in 
this effort without the rcady help of the shipper and receiver of 
freight, 

This may be the opportune time to call the attention of those 
shippers and receivers to the fact that we are ready to help them in 
their freight damage problems. Our investigators, our special repre- 
sentatives, the Freight Container Bureau, and other agencies of the 
ailroads are gled, at any time, to study particular shippers’ prob- 
ems along the lines of claim prevention. We invite correspondence 
ind inquiry. 

Beyond that, in the April campaigns and throughout the year, 
this division is active in the promotion of safe handling and moving 
f freight on the railroads, through active cooperation with claim 
prevention officials and others. The decrease in claim payments indi- 
cates that our work along those lines has borne fruit. There is still 
much to do. We are trying to do it with every facility we have at 
hand. 

Together—the shipper and receiver, the Freight Claim Division 
ind the claim prevention cfficers of the railroads—we can do a job in 
this 1942 April Perfect Shipping Month that will be a practical and 
effective demonstration of our determination to eliminate freight loss 
ind damage waste as an enemy factor in the great war our country 


S waging, 


C. H. Dietrich 


Jesse Jones on Waste Prevention 


._ A statement prepared for the Traffic World by Jesse Jones, 
secretary of Commerce, says: 
The Department of Commerce again is pleased to aid in making 








April Perfect Shipping Month a success. 
During past years the department has 
sponsored many campaigns to eliminate dis- 
tribution wastes, and shipping losses due 
‘o careless or improper packing definitely 
fall within this field. While loss and dam- 
age records over a period of years prove 
conclusively that much has been done to 
reduce transit wastes, greater effort must 
now be made if we are to meet the all out 
war transportation requirements. 
Replacement of merchandise damaged 
or lost through improper packing and han- 
dling imposes an unnecessary burden on our 
productive capacity and often uselessly con- 
sumes essential raw materials vital to our 
national defense. Further, damaged or 
broken articles which must be replaced re- 
quire just that much more transportation 
effort at a time when existing facilities 
should be used for more essential purposes. 
Benefits accomplished during Perfect 
Shipping Month in eliminating unnecessary 
transit losses, if extended over a longer 
period of time, will be of considerable value in winning the war. 





Jesse Jones 


Nelson Asks Universal Support 


Donald M. Nelson, head of the War Production Board, ex- 
pressed his approval of Perfect Shipping Month in a letter to 
Mr. Williamson. The letter said: 


I am happy to endorse the Perfect Shipping campaign conducted 
by the shippers advisory boards, trade groups and the carriers. 

When war goods are damaged in transit, serious production delays 
can result. Such delays, of course, aid the enemy. When civilian 
goods are damaged, the effect is much the same—time, materials. 
energy and money are wasted. Too often the job has to be done all 
over again. Your campaign to promote good packing, secure loading 
and careful handling of shipments is highly commendable. I believe 
that all manufacturers, merchants, chambers of commerce, trade asso- 
ciations, trade papers and transportation agencies should support this 
effort in every way possible. 


W. P. B. BOX ORDER 


Issuance of general inventory order M-113, which permits 
canners and can manufacturers to obtain a stockpile of boxes 
for future 1942 requirements, was announced March 23 by 
J. S. Knowlson, director of industry operations, W. P. B. 


The order has the effect of modifying the inventory pro- 
visions of priorities regulation No. 1, insofar as they apply to 
the seasonal demand of canners and can manufacturers for 
packing boxes. 


Manufacturers are permitted by the order to accept de- 
liveries of corrugated and solid-fibre boxes, wire-bound wood 
boxes, and nailed wooden boxes, although the inventory of such 
boxes in the hands of the manufacturer or canner will thus 
become in excess of a “practicable working minimum.” 


Delivery of boxes in an amount which would exceed ‘‘iea- 
sonably anticipated requirements” for the year 1942, however, 
is barred. 


Owing to the present emergency, it was pointed out, both 
can manufacturers and canners must build up box inventories 
larger than normal. With the canning season about to get 
under way in some areas, operation of the provisions of priori- 
ties regulation No. 1 might delay deliveries to the army and 
fulfilment of the Agriculture Department goals, it was stated. 


CORRUGATED-FIBER BOXES 


Printed copies of simplified practice recommendation R146- 
41, corrugated and solid fiber boxes for canned fruits and 
vegetables are now available, according to announcement of the 
Division of Simplified Practice, National Bureau of Standards, 
U. S. Department of Commerce. 

The original recommendation, which was promulgated in 
1933, established a simplified schedule of sizes of boxes based 
on the 27 stock sizes of fruit and vegetable cans adopted 
earlier as standards by the canning industry. In 1938, the rec- 
ommendation was revised to conform with the revised schedule 
of can sizes adopted by the canning industry in 1937. The cur- 
rent revised recommendation for boxes, effective December 1, 
1941, is based on a standard unit of pack and a uniform arrange- 
ment of cans in the box for the 41 can sizes promulgated as 
standards in simplified practice recommendation R155-40. 

Copies of R146-41 may be purchased from the Superin- 
tendent of Documents, Government Printing Office, Washington, 
D. C., for 5 cents each. A discount of 25 per cent from the list 
price, on orders for 100 or more copies, is available to those 
desiring to procure a supply of this publication for business 
purposes. 
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Rail Rate Adjustments 


The railroad committee appointed to consider rate adjust- 
ments under Ex Parte 148 held a meeting in Chicago March 
26 and 27, under the chairmanship of A. F. Cleveland, traffic 
vice-president, Association of American Railroads. It was said 
after the meeting that most of the time was spent in consider- 
ing methods of procedure for the handling of a large number 
of requests for modifications already received and others that 
would undoubtedly be filed. A subcommittee was appointed 
to make recommendations as to such procedure. 

Another subcommittee was appointed to consider proposals 
for modification asked by the O. P. A. Both these committees 
will report at a meeting of the whole committee to be held in 
Chicago next week, announcement of the day to be made by 
Mr. Cleveland. 

As to the request of the O. D. T. to eliminate the increases 
on sulphur, lumber and cement (see Traffic World, March 21, 
p. 771), it was said that the committee had before it a com- 
munication from Director Eastman in which he said he would 
have more to say on the subject in a later letter. Action, 
therefore, was deferred pending receipt of the letter. 

The Illinois commission, March 26, suspended rail tariffs 
naming increases on intrastate rates in the state of Illinois 
commensurate with the intrastate increases in Ex Parte 148. 
The tariffs were dated to go in effect April 13. The suspension 
came after a conference at the offices of the commission, in 
Springfield, March 23, at which protesting shippers withdrew 
objections after the railroads had promised to make minor ad- 
justments. The commission, in its suspension order, gave no 
reason for its action. It set the hearing on the suspension 
for April 7 at Springfield. 

Additional state commissions authorizing the railroads to 
apply intrastate the interstate increases on freight authorized 
in Ex Parte 148 are New Jersey, Maine, Minnesota and South 
Carolina. The latter said there should be no increases in 
intra-terminal, inter-terminal and inter-city switching charges. 

The Minnesota commission has authorized motor carriers 
to increase their charges, as the result of the action in Ex 
Parte 148. 


PULLMAN FARES INCREASE 

The Commission, by division 2, in fourth section order No. 
14573, Pullman Fares, 1942, has relieved the Pullman Company 
from compliance with the aggregate of intermediates part of 
the fourth section so as to enable it to put in effect the increases 
recently authorized by the Commission in Ex Parte No. 150 
(see Traffic World, March 21, p. 772). 

The order authorizes the Pullman Company until July 1 
to establish fares and charges between points without observing 
the aggregate of intermediates provision of section 4. The re- 
lief was granted on account of the fact that various states 
have not yet authorized increases in intrastate fares and charges 
equal to those granted by the federal regulating body. Relief 
was limited to July 1 because the Pullman Company thought 
that by that date the states that have not acted will have acted 
favorably on its application. In such an event, relief from the 
aggregate of intermediates part of the fourth section will not 
be necessary. 


PASSENGER FARE INCREASES 


The City of New York, in a reply brief to the petition of 
the Long Island Railroad Co., the Staten Island Rapid Transit 
Co. and the New York Central Railroad Co. for classification of 
the Commission’s order of January 21 in Ex Parte 148, Increased 
Railway Rates, Fares and Charges, with respect to intrastate 
rates of the petitioners within the City of New York (see Traffic 
World, March 21, p. 769), asks that the Commission, in so 
clarifying its order in Ex Parte 148, deny that the order re- 
quires any change in the passenger rates, fares and charges 
maintained by the petitioning carriers “in the State of New 
York, or more particularly within the City of New York.” 


ILLINOIS PASSENGER FARES 


A three-judge federal court at Chicago, March 20, granted 
a temporary injunction, requested by counsel for the Chicago 
and North Western, in civil No. 4020, C. and N. W. vs. the 
Illinois Commerce Commission et al., preventing the Illinois 
commission and state officials from prosecuting the railroad for 
increasing charges for specific types of intrastate multiple fare 
tickets (see Traffic World, March 14, p. 701). The temporary 
injunction supplements a restraining order issued by W. L. 
Holly, district judge, March 11. Judge Holly, Judge P. L. 
Sullivan of the district court, and Sherman Minton, judge in 
the circuit court of appeals at Chicago, issued the order at 
the conclusion of a hearing in the matter. Nye F. Morehouse, 
assistant general solicitor for the plaintiff, said that the fare 
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increase was in compliance with the Commission’s orders in 
Ex Parte 148 and in No. 11703, in the matter of intrastate rates 
within Illinois. In No. 11703, decided in October, 1925, he 
said, the Commission required railroads to increase intrast:te 
fares to the level of interstate fares. George F. Barrett, at- 
torney-general for Illinois, opposed the injunction on the 
grounds that Illinois laws governed the fares. 

The court will hold a further hearing April 17 to hear 
argument on the question of whether or not the court should 
issue a permanent injunctive order. 


NEW HAVEN COMMUTATION FARES 


The trustees of the New Haven have asked the Commission 
to institute a thirteenth section proceeding as to the intrastate 
rates and fares on commutation traffic within Rhode Island 
made or imposed by that state. They allege the Public Utility 
Administrator of Rhode Island is preventing their making in- 
creases in the fares and charges to the level authorized by the 
Commission in Ex Parte No. 148. 

The New Haven points out that commuter service as ac- 
corded by it is in trains on which passengers pay fares that have 
been brought up to the level authorized in Ex Parte No. 148. 
Rhode Island, according to the New Haven, authorized in- 
creases in all passenger fares except those of commuters. It 
points out that a continuance of a lower basis of commutation 
fares within Rhode Island than within its neighboring states 
or for interstate travel between stations in those states invites 
and gives support to attacks on the increased level of com- 
—— fares within the adjoining states and for interstate 
travel. 

The New Haven alleges that the requirement of the Rhode 
Island authority causes undue and unreasonable advantage and 
preference in intrastate commerce. It therefore asks the fed- 
eral body to issue an order that will remove the undue advan- 
tage and preference. 


MONTANA PASSENGER FARES 


So as to provide a foundation on which the railroads may 
rest an increase in passenger fares and surcharges on pas- 
sengers traveling in. sleeping and parlor cars intrastate in 
Montana up to the level of interstate fares and charges, the 
Commission, in No. 11860, Montana Rates and Charges, has 
restored to full force and effect so far as it can relate to this 
proceeding, the order of January 11, 1921. The 1921 order, 
according to the restoring order, was “improvidently” can- 
celed by an order dated June 6, 1938, so far as it required the 
enn of passenger fares in Montana on the interstate 
evel. 

Cancelation of the 1921 order resulted from the “show 
cause” orders the Commission had issued with a view to rid- 
ding its records of orders requiring the maintenance of some- 
thing until “its further order.” 

When the railroads came to make increases in accord- 
ance with the authorization granted in Ex Parte No. 148, they 
found there was no outstanding order requiring the main- 
tenance of the level decreed in 1921. Under the law of Mon- 
tana, they represented to the Commission, they could not bring 
their Montana intrastate charges up to the interstate level. 
They said they had failed to make representations with respect 
to the “show cause order” in 1938, so the Commission vacated 
the order of June, 1921. The order issued in connection with 
Ex Parte No. 148 modified all outstanding orders of the fed- 
eral body necessary to enable the carriers to establish the 
Ex Parte No. 148 level. But there was no outstanding order 
so far as Montana was concerned, wherefore they asked for 
— vacation of the 1938 order and the restoration of the 1921 
order. 


WAGE AND RATE “VICIOUS SPIRAL” 

“The difficult problem of controlling commodity prices 
may be illustrated by the trend of events set off by the in- 
crease in railway wage rates late in 1941,” says the Bureau of 
Agricultural Economics, U. S. Department of Agriculture, in 
a review of the demand and price situation. “As a result of 
this increase in wage rates, the Interstate Commerce Commis- 
sion has now granted permission to the railroads to increase 
passenger fares and freight rates. 

“The increase in distribution costs represented by the 
higher freight rates will, in turn, be added in whole or in part 
to the price of commodities. Finally, increases in retail prices 
or living costs are one of the principal bases of demands for 
higher industrial wage rates. Wages, of course, are one of 
the principal items of cost. Wages have been increasing per- 
sistently and there is as yet no evidence that this trend will 
not continue. In fact, as labor shortages become more pro- 
nounced the pressure to raise wage rates becomes greater.” 
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Traffie Lesson No. 43 


Forty-Third of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by G. Lloyd 
Wilson — Shipping Documents (Part 2) 


Terms and Conditions of Uniform Domestic Bill of Lading. 


The terms and conditions of the contract of the straight 
and order uniform domestic bills of lading are identical. They 
appear on the reverse side of the bill of lading and must be 
observed carefully, because the contracts of transportation are 
governed by them. 

General Liability of Carrier. Section 1 (a), of the uniform 
domestic bill of lading terms and conditions, provides that the 
carrier or other party in possession of any of the goods de- 
scribed in the bill of lading is liable on the same basis as at 
common law for any loss or damage to the goods, except as 
otherwise provided in the contract. The common law imposes 
liability on a common carrier as a bailee for hire. 

Exemptions from Liability for Goods. Paragraph (b), of 
the same rule, provides that the carrier or party in possession 
of any or all of the property described in the bill of lading is 
not liable for loss, damage, or delay caused by any of the 
following causes: 


1. An act of God. 

2. An act of public enemy, such as armed forces opposed to the 
government of the country. 

3. The exercise of the authority of law, such as the seizure of the 
goods as contraband or unlawful goods. 

4. An act or default of the shipper or owner of the goods, such as 
the stoppage of the goods in transit or the diversion or reconsignment 
of the goods from the original consignee to another by act of the 
shipper or owner. 

5. Natural shrinkage or loss of weight due to natural causes, 
such as the loss of weight of the goods in the course of transportation 
due to drying out. 


The carrier’s liability is that of a warehouseman only— 
that is, it is liable for loss, damage, or delay in delivery only 
if caused by fire occurring: first, after the expiration of the 
period of free time allowed the goods by the carrier’s tariffs 
lawfully on file, which must provide for the method of com- 
puting the free time; second, after a notice of the arrival of 
the property at destination—or at the port of export, if the 
shipment is intended for export—has been sent or given; and, 
third, after the placement at the property for delivery at des- 
tination or after a tender of delivery has been made at destina- 
tion to the party entitled to receive it. 

Except in case of negligence, the carrier or party in pos- 
session is not liable for loss, damage, or delay occurring while 
the property is stopped or held in transit on the request of the 
shipper, owner, or party making such request. 

The carrier or party in possession of the property is not 
liable for loss, damage, or delay resulting from: 


1. Defects or vice of the property, such as may be latent in the 
article, including natural decay. 

2. Country damage to cotton—a special form of discoloration or 
damage occurring to cotton before shipment, not due to transportation 
conditions. 

3. Riots or other disturbances of the peace. 

4. Strikes involving violence. 


The burden of proving freedom from negligence rests on 
the carrier or party in possession of the goods. The claimant 
must show that damage has occurred and that it is due to the 
carrier’s negligence. The carrier must assume the burden of 
proving that it was not due to its negligence. 


Liability of Carriers in Case of Quarantine Restrictions 


In case of quarantine, the freight comprising the shipments 
may be discharged at the risk and exvense of the owners. 
They may be discharged either into a quarantine depot or 
elsewhere, as required by quarantine regulations or by the 
authorities. For the carrier’s dispatch, the goods may be dis- 
charged at the nearest available point, in the carrier’s judg- 
ment. 

Whichever of these courses is pursued, the carrier’s re- 
sponsibility ceases when the property is discharged. The 
freight may be returned by the carrier to the shipping point 
at the owner’s expense. If this is done, fréight charges must 
be paid both ways. Quarantine expenses of all kinds are borne 
by the owners of the property. They constitute a lien on the 
goods until paid. 

The carriers are not liable for loss or damage occasioned 
by fumigation or disinfection or other acts required or done 
by quarantine regulations or authorities, despite the fact that 
the acts may have been done by the officers, agents, or em- 


ployes of the carriers. Neither are the carriers liable for de- 
tention, loss, or damage of any kind occasioned by quarantine 
or the enforcement of quarantine regulations. The carriers, 
moreover, are not liable for any mistake or inaccuracy of any 
information furnished by the carriers, their agents, or officers 
with respect to quarantine laws or regulations, unless they are 
guilty of negligence. Shippers or consignees or owners of the 
goods are presumed to know these regulations. Shippers are 
required to hold the carriers harmless from any expense they 
incur, or damages they may be required to pay, by reason of 
the introduction of the property covered by the bill of lading 
into any place against the quarantine laws or regulations in 
effect at the place. 

As a general principle, it may be stated that carriers are 
exempt from liability for loss, damage, or delay resulting from 
quarantine regulations—since they are a form of the exercise 
of the authority of the law—unless the negligence of the car- 
riers is the real cause of the loss, damage, or delay. 


Reasonable Dispatch by Carriers 


Section 2 requires that no carrier is bound to transport the 
property covered by the bill of lading or by any particular 
train or vessel or in time for any particular market, or other- 
wise than with reasonable dispatch. 

No specific rule can be laid down as to what constitutes 
reasonable dispatch or unreasonable delay. Each shipment 
must be judged in the light of the circumstances and facts 
surrounding it. 

In case of physical necessity, the carriers have the right 
to forward the property by any carrier or route between the 
point of shipment and the point of destination. 


Released Liability of Carriers 


Except in cases where the practice is prohibited by law— 
as it is in some states by statute or constitution prohibitions— 
when a lower value than the actual value has been made in 
writing by the shipper as the “released” value of the goods 
as determined by the classification or tariffs on which the 
rates are based, the lower “declared” or “released” value, plus 
the freight charges, if paid, is the maximum amount that can 
be recovered in claims or suits against the carrier. This ap- 
plies whether or not the loss or damages occurs from negli- 
gence on the part of the carrier. The limitation of liability in 
consideration of reduction in rate is allowed by the interstate 
commerce act.’ 


Claims and Suits Against Carriers 


Section 2 (b) provides that claims for recovery for loss, 
damage, or delay must be filed in writing with the receiving 
carrier, the delivering carrier, the carrier issuing the bill of 
lading, or the carrier on whose line the loss, damage, or delay 
occurred. 

This is a condition precedent to recovery, either through 
claims or law suits. 

The claims must be filed within nine months after delivery 
of the property or, in cases where claims are filed because of 
failure to make delivery, within nine months after a reasonable 
time for delivery. Claims in connection with export traffic 
must be filed within nine months after delivery at the port of 
export, or, in case of non-delivery, within nine months after a 
reasonable time for delivery. 

Law suits to recover may be instituted against any carrier 
only within two years and one day from the day when notice 
in writing was given by the carrier to the claimant that the 
carrier has disallowed the claim or any part or parts of the 
claim specified in the notice. 

The carriers are not liable and claims are not paid when 
claims are not filed or suits are not instituted on the claims in 
accordance with these requirements. The limitation of time 
within which actions may be brought has been upheld by the 
U. S. Supreme Court in a number of leading cases.’ 


Carriers’ Right to Insurance 


_ The terms and conditions of the uniform domestic bill of 
lading contract give to any carrier or party liable because of 





1 Wallace-Farmer vs. Davis, (199 N. W. 307), 1924. 

?Interstate Commerce Act, Part I, Section 20, (11). 

3M.-K. and T. R. Co. vs. Harriman, (227 U. S. 657), 1913; Lehigh 
Ellis and Co. vs. Davis, Agt., (276 Fed. 400), 1921, affirmed by the 
United States Supreme Court in (260 U. S. 682), 1923. 
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the loss or damage to goods covered by a uniform bill of 
lading contract, the full benefit of any insurance that may 
have been effected on the property, insofar as this subrogation 
does not avoid the contracts or policies of insurance, provided 
the carrier or party liable reimburses the claimant for the 
premium paid for the insurance protection or coverage.‘ This 
is known as the right of subrogation. 


Cooperage or Repacking 


All shipments of freight are subject to the necessary 
cooperage or baling at the expense of the owner, except where 
the service is required as a result of the carriers’ negligence.’ 


Compression-in-Transit 


Carriers over whose lines shipments of cotton or cotton 
linters are transported have the privilege of compressing the 
bales into bales of smaller size and higher density, for greater 
convenience in handling or forwarding. This compression is 


Subject to Section 7 of conditions, if this shipment is to be 
delivered to the consignee without recourse on the consignor, 
the consignor shall sign the following statement: 

The carrier shall not make delivery of this shipment without 
payment of freight and all other lawful charges. 


(Signature of Consignor.) 


If charges are to be prepaid, write or stamp here, ‘To be 
Prepaid.”’ 


Figure No. 1 


done at the cost and risk of the carriers. The carriers are not 
to be held responsible for deviation in route or unavoidable 
delays incident to procuring the compression.‘ 


Storage or Elevation of Grain 


Shipments of grain in bulk consigned to points where there 
are railroad, licensed, or public elevators may be delivered at 
such places and placed in the elevators with other grain of 
the same kind and grade, without respect to ownership, unless 
otherwise expressly noted in the bills of lading, and even when 
so noted, if the shipments are not promptly made. Grain de- 
livered to elevators is subject to a lien for the elevator charges 
in addition to all other charges for transportation services 
rendered.’ 


Storage of Unclaimed or Refused Shipments 


If shipments are not removed by the parties entitled to re- 
ceive them within the free time specified in the carriers’ tariffs 
lawfully on file, they may be stored. Notice of the arrival of 
the shipments at destination or at the port of export, in case 
of export shipments, must have been duly sent or given the 
consignee by the carriers. The freight must have been prop- 
erly placed for delivery. If all these things have been done, 
the goods may be kept in vessels, cars, depots, warehouses, or 
places of delivery of the carrier under storage regulations. 





* Uniform bill of lading contract terms and conditions, Section 2, (c). 
5Ibid., Section 3. 
* Ibid., Section 3. 
TIbid., Section 3. 
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While stored awaiting removal, the goods are subject to the 
charges for storage provided in the carriers’ tariffs. The car- 
riers are responsible for the goods as warehouseman only as 
has been stated previously. 

The free time allowed such shipments is determined as 
provided for in the carrier’s tariffs. The carriers have the 
option of removing the freight from the carriers’ property and 
having it conveyed to and stored in public or licensed ware- 
houses at the places of delivery or other available places at 
the expense of the owner of the freight. The goods stored are 
held without liability on the part of the carrier. The stored 
freight is subject to a lien for all freight charges and other 
lawful charges, including reasonable charges for storage.‘ 


Carrier’s Right to Sell Refused or Unclaimed Freight 


If freight not of perishable nature has been transported 
subject to the uniform bill of lading and is refused by the 
consignee or party entitled to receive it, or when the consignee 
or party entitled to receive it fails to receive the freight within 
fifteen days after a notice of arrival has been sent or given, 
the carrier may sell the goods at public auction to the highest 
bidder, at the place designated by the carrier. 

The right of carriers to sell the freight at auction is con- 
ditioned by the requirements that the carrier must have first 
mailed or sent or given notice to the consignor that, first, the 
freight has been refused or remains unclaimed, as the case 
may be; and, second, that the goods will be subject to sale 
under the terms of the bill of lading contract if disposition is 
not arranged for. 

The carrier selling the property at auction must publish 
notice, containing: (1) a description of the goods; (2) the 
name of the party to whom the goods are consigned; and (3) 
the time and place of the sale. The notice must appear once 
a week for two successive weeks in a newspaper of general 
circulation at the place of sale or the nearest place at which a 
newspaper is published. If the goods are shipped under an 
order-notify bill of lading, the notice must show the name of 
the party to be notified. It is required that at least thirty 
days shall have elapsed between the date on which the notice 
that the goods were refused or remained unclaimed was mailed 
and the date of the publication of notice of the sale of the 
goods.° 


When shipments of perishable freight, transported under 
the uniform bill of lading, are refused at destination by the 
consignees or parties entitled to receive them, or when these 
parties fail to receive the shipments promptly, the carriers 
may, in their discretion, sell the goods to the best advantage 
at either private or public sale. This may be done in order to 
prevent deterioration or further spoilage. 


The carriers in such cases are required, first, to notify 
the consignor or owner of the goods of the refusal or failure to 
receive the property, and, second, to request orders for the 
disposition of the property, if there is time for such notifica- 
tion and request. The obligation rests on the carriers in taking 
such action to perform these duties in such manner as the 
exercise of due diligence requires before the freight is sold. 
If they do not do so they may be liable for their actions.” 

In cases where the procedure required to be followed in 
the sale of perishable and non-perishable freight is impossible, 
it is agreed between the shippers and carriers that nothing 
contained in the paragraphs setting forth the requirements, as 
discussed above, in section 4 (b) and (c), shall be construed 


8 Ibid., Section 4 (a). 
®*Ibid., Section 4 (b). 
10 Tbid., Section 4 (c). 


SEPARATE CONTRACT WITH MAN OR MEN IN CHARGE OF LIVE STOCK 


haa eames oie ae waka Station, wrerere: sper 


In consideration of the carriage of the undersigned upon a freight train or vessel in charge of the live stock mentioned in the within 
contract, whether with or without charge for such carriage, each one of the undersigned severally hereby voluntarily assumes all risk of 
accident or damage to his person or property, and hereby releases and discharges each and every carrier from every claim, liability, or 
demand of any kind for or on account of any personal injury or damage of any kind sustained by him, unless caused by the negligence 
of such carrier or any of its employes; and agrees that whenever he shall leave the caboose and pass over or along the cars or track he 
will do so at his own risk of personal injury, except where the negligence of the carrier proximately contributes thereto, and that no 
carrier shall be required to stop or start its train or caboose cars at or from the depot or platforms, or to furnish light for his accom- 


modation or safety. 


Witness. 


(Signature of man or men in charge.) 


Figure No. 2 
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to abridge the right of the carriers, at their option, to sell 
the property under such circumstances and in such manner 
as may be authorized by law." The proceeds of any sale 
made under the provisions of the bill of lading contract au- 
thorizing such action are required to be applied by the carrier 
selling the property to payment of such charges as those for 
freight, storage, and demurrage, as well as all other lawful 
charges. The proceeds of the sale may be applied also to the 
cost of notice, advertisement, sale, and other necessary ex- 
penses. They may be applied also to the cost of caring for and 
maintaining the property, if the proper care of the goods re- 
quires special expenses. If there is a balance after these ex- 
penses are met, it must be paid to the owner of the goods 
sold under these conditions.” 


Shipments to or from Non-Agency Stations 


Shipments consigned to or taken from stations, wharves, 
or landings of the carriers at which there are no regularly 
appointed freight agents, are handled at the risk of the owners 
of the goods, after the freight is unloaded from the cars or 
vessels or until it is loaded into the cars or vessels. Shipments 
consigned from or to non-agency stations are handled at the 
owners’ risk until the cars are attached to and after they are 
detached from the locomotives or trains, or until they are 
joaded into or after they are unloaded from the vessels, ex- 
cept in cases where the freight suffers loss or damage due to 
the negligence of the carrier. The carriers have no repre- 
sentation at such points and, for this reason, the owners of 
the goods must safeguard their property, or, failing to do so, 
must assume all risk of loss or damage, or consign it to or 
from agency stations.” 


Valuable Shipments 


The uniform bill of lading contract provides that no car- 
rier shall transport or be liable in any way for documents, 
specie, or other articles of extraordinary value, under the terms 
and conditions of the uniform bill of lading, unless the articles 
axe specifically rated in the published classifications or tariffs 
of the carriers, and unless a special agreement to accept and 
transport the articles and a stipulated value of the articles has 
been endorsed on the bill of lading by the representative of 
the carrier.” 


Transportation of Explosives 


It is unlawful for shippers to offer for transportation 
shipments of explosives or other dangerous articles without a 
statement in writing indicating the nature of the articles. 
Section 6, of the uniform domestic bill of lading contract, 
provides for the liability of any party, whether a principal or 
an agent of another. One who ships explosives or other danger- 
ous goods without having made previous full written disclosure 
to the carrier of the nature of the freight is liable for and 
must indemnify the carrier against all loss or damage caused 
by the goods. Explosives or other dangerous freight may be 
stored in warehouses at the risk and expense of the owners or 
destroyed by the carriers or others without compensation to 
the owner for the value of the goods.” 


The Liability for Freight Charges 


The uniform bill of lading terms and conditions provide 
that the owner or consignee must pay the freight charges and 
average, if any are due, and all other lawful charges accruing 
on the shipment. No carrier is permitted to deliver or re- 
linquish possession at destination of goods covered by a uni- 
form bill of lading, except where it may lawfully be authorized 
to do so, until all tariff rates and charges have been paid. 

The consignor is liable for the freight charges and all 
other lawful charges, except in cases where the consignor or 
shipper stipulates by his signature in the space provided for 
that purpose on the face of the bill of lading that the carrier 
shall not make delivery without payment of the charges. 

On the face of the bill of lading there is a place where the 
consignor may sign a special precautionary warning to the 
carrier that the shipment is not to be delivered without pay- 
ment by the consignee of the freight charges and other charges. 
A copy of the form appearing on the face of the bill of lading 
is shown in Figure 1. 

If carriers, contrary to shippers’ instructions contained in 
bill of lading, make delivery at destination to consignees with- 
out requiring the payment of the charges, the shippers are 
not liable for the charges, except as provided to the contrary 
in the bill of lading contracts. 


" Ibid., 
2 Tbid., 
8 Tbid., 
“4 Ibid., 
6 Ibid., 


Section 4 (d). 
Section 4 (e). 
Section 4 (f) 
Section 5. 
Section 6. 
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Where the carriers have been instructed by consignors or 
shippers to deliver the property covered by bills of lading to 
consignees other than the shippers or consignors, the consignees 
are not liable for transportation charges due in connection of 
the property that may be found to be due after it has been 
delivered to them, except the charges billed against them at the 
time of delivery for which they are otherwise liable, if: (1) 
the consignee is an agent only and has no beneficial title in the 
property, and (2), if the consignee has, prior to delivery of the 
goods, notified in writing the delivering carrier of the fact of 
this agency and that he does not have beneficial title to the 
goods. One who does not have any beneficial title to the goods 
at law is one who is acting for others on behalf of the shipment 
and has no personal financial interest in the goods. 

In cases where the shipments are reconsigned or diverted to 
points other than those specified in the original bill of lading, 
the consignees, if without beneficial title, must also notify the 
delivering carriers in writing of the name and address of the 
beneficial owners. In such cases, the shippers or consignors, or 
the beneficial owners of reconsigned or diverted shipment, are 
liable for the additional charges. 

If the consignor has given the carrier incorrect information 
as to the identity of the beneficial owner, the consignee is him- 
self responsible for the additional charges.” 


Prepayment of Freight Charges 


Section 7, of the bill of lading terms and conditions, also 
provides that nothing contained in this section of the bill of 
lading contract is to be construed to limit the right of the 
carriers to require, at the time of shipment, the prepayment 
- —-* of freight charges on shipments, if they desire 
o do so.” 


Freight Charges Must Be Paid on Goods Actuaily Shipped 


In cases where it is ascertained, on inspection, that the 
goods shipped are not those described in the bill of lading, 
freight charges must be paid on the goods actually shipped.” 


Exchange Bills of Lading Regulations 


The uniform bill of lading provides that, if the bill of lading 
is issued on the order of the shipper, or the shipper’s agent, 
in exchange or in substitution for another bill of lading, the 
shipper’s signature to the prior bill of lading as to the state- 
ment of value or otherwise, or election of common law or bill 
of lading liability, in or in connection with such prior bill of 
lading, is considered a part of the new bill of lading as fully 


as if written or made in or in connection with the new bill 
of lading.” 


Liability of Carriers by Water Under Uniform Domestic Bill 
of Lading 


The uniform bill of lading provides that, if all or any part 
of the property covered by a uniform bill of lading is carried 
by water over any part of the route, the water carriage is per- 
formed subject to all the terms and provisions of and all the 
exemptions from liability contained in the Harter act of 1893, 
and of other statutes of the United States according carriers by 
water the protection of limited liability, as well as to the con- 
ditions contained in the uniform bill of lading that are not 
inconsistent with these acts or with the provisions of this sec- 
tion of the bill of lading contract.” 

The uniform bill of lading also provides that a carrier by 
water is not liable for loss or damage resulting from fire 
happening to or on board the vessel or resulting from explosion, 
bursting of boilers, or breakage of shafts, unless caused by the 
design or neglect of the water carrier.” 

Provision is also made in the bill of lading contract that, 
where delivery is made by a common carrier by water, the 
provisions of section 7 shall apply, except where they may be 
inconsistent with the provisions of part III of the interstate 
commerce act.” 

Carriers by water are generally not liable for loss or 
damage resulting from the causes or perils listed below, pro- 
vided the carriers have exercised due diligence in making the 
vessel in all respects seaworthy, properly manned with officers 
and crew, and adequately equipped and supplied for the voy- 
ages. 

If these precautions required by law have been taken, 
water carriers are not liable for loss or damage resulting from: 


1. Perils of the lakes, seas, or other waters, or what may be 
called the hazards of navigation. 





16 Tbid., Section 7. 
17 Tbid., Section 7. 
1% Tbid., Section 7. 
19 Ibid., Section 8. 
20 Tbid., Section 9 (a). 
21 Tbid., Section 7. 
22 Tbid., Section 7. 
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2. Latent defects in the hull, machinery or appurtenances of the 
vessels, whether such defects existed prior to, at the time of, or after 
sailing of the vessels from their ports. 


3. Stranding, or running aground. 
4. Other accidents of navigation, such as sinking, hitting obstruc- 
tions or derelicts, or similar hazards to which vessels are exposed. 


5. Prolongation of the voyages for any such reasons. 


The water carriers transporting the goods covered by the 
uniform bill of lading have the right, in cases of necessity, to: 


1. Call or put in at any port, whether in or out of the carrier's 
customary routes. 

2. Tow other vessels or to be towed by other vessels. 

3. Transfer, transship, lighter, load, unload or discharge the goods 
at any time. 


4. Assist other vessels in distress. 
- 


5. Deviate from the courses of the vessels in order to save life or 
property or for docking or repairs. 


The carriers by water, moreover, are not liable for loss or 
damage to goods transported if it is necessary or usual to carry 
the goods on deck, except in cases of negligence on the part of 
the carrier.” 

General average losses are those suffered in accidents that 
involve the general safety of all parties concerned in the venture 
of shipping goods by water—the owner of the vessel, the 
owners of the cargo, and those to whom freight charges are 
due—the operator of the vessel. The uniform domestic bill of 
lading provides in this connection: 


General average shall be payable according to the York-Antwerp 
Rules of 1924, Sections 1 to 15 inclusive, and Sections 17 to 22 inclusive, 
and as to matters not covered thereby according to the laws and 
usages of the Port of the New York. If the owners shall have exercised 
due diligence to make the vessel in all respects seaworthy and properly 
manned, equipped and supplied, it is hereby agreed that in case of dan- 
ger, damages or disaster resulting from faults or errors in navigation, 
or in the management of the vessel, or from any latent or other defects 
in the vessel, her machinery or appurtenances, or from unseaworthi- 
ness, whether existing at the time of shipment or at the beginning of 
the voyage (provided the latent or other defects or the unseaworthi- 
ness was not discoverable by the exercise of due diligence), the 
shippers, consignees and/or owners of the cargo shall nevertheless 
pay salvage and any special charges incurred in respect of the cargo, 
and shall contribute with the shipowner in general average to the 
payment of any Sacrifices, losses or expenses of a general average 
nature that may be made or incurred for the common benefit or to 
relieve the adventure from any common peril.*4 


The practice of general average is based on the principle 
that all concerned with the voyage shall contribute to any 
sacrifices made in order to save the vessel and goods from 
disaster. 

The bill of lading contract provides that if the shipments 
are being transported under a tariff which provides that any 
carrier or carriers party thereto shall be liable for loss from 
perils of the sea, then as to such carrier or carriers the provi- 
sions of section 9, of the uniform domestic bill of lading, shall 
be modified in accordance with the tariff provisions. The tariff 
provisions are regarded as incorporated into the conditions of 
the bill of lading contract.” 

The conditions also provide that the term “water carriage” 
as used in the section is not to be construed as including light- 
erage in or across rivers, harbors, or lakes, when the lighterage 
service was performed by or on behalf of the rail carriers 
participating in the transportation service performed under the 
bill of lading contract.” 

The uniform domestic bill of lading provides that any 
alteration, addition, or erasure in the bill of lading made with- 
out the special notation of the agent of the carrier issuing the 
bill of lading, shall be without effect, and the bill of lading 
shall be enforceable according to its original tenor.” 


Arrangements for Carrier’s Common Law Liability 


If shippers elect, they may endorse the bills of lading 
covering shipments with a statement instructing the carriers 
to transport the shipments under carriers’ common law liability 
whenever such liability exceeds that provided for in the bill 
of lading contract. An extra charge of 10 per cent in freight 
rate subject to a minimum extra charge of 1 cent a hundred 
pounds is made for this additional liability, as provided for in 
the Consolidated Freight Classification.” 


Carriers’ Liability Under Through Export Bills of Lading 


Shipments transported under through export bills of lading, 
discussed in the previous article in this series, are subject to 





*%Ibid., Section 0 (c). 

*% Ibid., Section 9 (a). 

% Ibid., Section 9 (e). 

26 Ibid., Section 9 (f). 

7 Ibid., Section 10. 

** Consolidated Freight Classification, No. 14, Rule 1 (d) and (e). 
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transportation under several but not joint liability of the car- 
riers transporting the goods. The carriers are severally liable 
for the goods, according to their respective bill of lading terms 
and conditions. Rail, ocean, and foreign transportation carriers 
are severally but not jointly liable. Each is liable, according 
to its bill of lading, for the goods from the time it receives the 
shipment until it delivers the goods to the carrier that is to 
transport the goods under the next succeeding part of the 
through export bill of lading. Each carrier is liable for loss, 
damage, or delay while the goods are in its possession. Their 
liability is not joint, as it is in the case of connecting carriers 
transporting goods under the terms of the uniform domestic 
bill of lading. If unlocated loss or damage is discovered and 
it cannot be ascertained where it occurred, the carriers do not 
divide or prorate the loss among them, but the carrier in whose 
possession the goods are when the loss is discovered is liable 
for it to the extent that it is made liable for such loss or 
damage under the law and its bill of lading contract. The 
Interstate Commerce Commission has held that the uniform 
through export bill of lading is not a joint contract or under- 
taking of the carriers, but an instrument combining the separate 
and several contracts of rail carriers, ocean carriers, and foreign 
carriers into one document for the convenience of the shipper.” 


Liability of Carriers Under Uniform Live Stock Contract 


The liability of carriers under the uniform live stock con- 
tract is substantially similar to the liability of common carriers 
for general freight except to the limits of liability provided 
for in the declarations of the shippers, discussed in Article 
No. 42, and the provisions of the uniform live stock contract 
limiting the carriers’ liability in consideration of rates made 
subject to the released value of the animals. This limitation 
of liability is authorized by the interstate commerce act.” The 
Commission has interpreted this basis of the limitation of 
carriers’ liability for live stock transported under the uniform 
live stock in the domestic bill of lading and live stock con- 
tract case.” 


These are similar to the terms and conditions of the uni- 
form domestic bill of lading except for modifications to suit the 
conditions under which live stock is transported. 


The uniform live stock contract provides that the carriers 
are not liable, except in case of negligence of the carriers or 
their employes, for or on account of the injury or death of live 
stock due to the following causes: 


Overloading. 
Crowding one upon another. 
Escape from cars, pens or vessels. 
Kicking or goring. 
Injuring themselves or each other. 
Suffocation. 
Fright. 
Fire caused by shipper or shippers’ agent. 
Heat or cold. 
Changes in weather. 
11. Delay caused by stress of weather or damage to or obstruction 
of track. 
12. Other causes beyond the carrier’s control.® 


— 
SOESNOoPwohm 


Exemption from liability of carriers in case of quarantine, 
fumigation, or disinfection is governed by the live stock con- 
tract.” 


Carriers are exempt from liability, except in cases where 
the carrier’s negligence proximately contributes to the oss, 
damage, or delay, for loss arising out of the usual causes against 
which carriers cannot guard, including “the inherent vice, 
weakness, or natural propensity of the animal.’™ 

Shippers and consignees are required to load and unload 
shipments of live stock, except where carriers are required to 
do so by law. Attendants must accompany the live stock to 
feed, water and care for the animals, and to assume respons!- 
bility for them.” 

In shipping live stock bedding or appliances of any kind 
other than those generally used, must be furnished by shippers. 
If partitions are required to separate different kinds of live 
stock, they must be furnished by the shippers, who are required 
to assume risk of damage resulting from the insufficiency or 
inadequacy of the bedding, appliances or partitions.” 

Visible or manifest injury to the live stock is required to 


2° New York Produce Exchange vs. B. & O. R. Co., et al., (4 
I. C. C. 666), 1917. 

30 Interstate Commerce Act, Part I, Section 20 (11). 

31 Domestic Bills of Lading and Live Stock Contract, In the Matter 
of Bills of Lading, (64 I. C. C. 357), 1921. 

2 Uniform live stock contract, Section 1 (6). 

33 Ibid., Section 1 (3). 

*Tbid., Section 1 (c). 

% Tbid., Section 4 (a). 

% Ibid., Section 4 (b). 
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be reported in writing to the carriers before the animals are 
unloaded and mixed with the others.” 


Contract Between Railroads and Live Stock Attendants 


The separate contract required to be signed by the attend- 
ants traveling with shipments of live stock by the terms of 
which the attendants assume risk of accident or personal injury 
or property damage, unless caused by negligence of the carriers 
is shown in Figure No. 2. 


Government Bill of Lading Terms and Conditions 


The conditions of the government bill of lading mutually 
accepted by the carriers and the United States government 
may be summarized as follows: 


1. Prepayment may not be required by the carriers nor may pay- 
ment be collected from consignees, but only through vouchers on gov- 
ernment formn through authorized government accounting offices. 

2. Except as provided otherwise the shipments are transported 
subject to the rules and regulations governing commercial shipments. 

3. Shipments on government bills of lading may in no cases be 
subject to rates higher than those applicable upon commercial ship- 
ments. 

4. Carriers may make no charge for the execution or presentation 
of government bills of lading. 

5. All shipments must be given the advantage of any rates ap- 
plicable to goods shipped subject to restricted, limited or released 
valuation, unless the contrary is noted upon the face of the Dill of 
lading covering the shipments, 


%’ Ibid., Section 4 (c). 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1985, the Commission has suspended from 
March 24 until October 24 the operation of certain schedules 
as published in MF-I. C. C. No. 3 of Anthony J. Greco, dba 
A. J. Motor Express, Utica, N. Y. The suspended schedules 
proposed to establish new 20,000-pound commodity rates in 
cents a 100 pounds on boxboard from Utica, N. Y., of 15 cents 
to Hallstead, Pa., and 35 cents to Philadelphia, Pa.; on paste 
from Dunellen, N. J., to Utica of 25 cents; and on waste 
paper from Cambridge, Holyoke and Worcester, Mass., to Utica 
of 18 cents; also less-truckload commodity rates on waste paper 


from these Massachusetts points to Utica of 28 cents a 100 
pounds. 


In I. and S. 5113, the Commission has suspended from 
March 25 until October 25 the operation of certain schedules 
as published in supplement No. 14 to Southern Railway Com- 
pany’s tariff I. C. C. No. A-10893. The suspended schedules 
propose an extra charge of 3 cents a 100 pounds for out-of-line 
movement on cotton warehoused at Shelby, N. C., when re- 
shipped to Charlotte and Gastonia, N. C., Blacksburg, S. C., 
and certain other nearby points. 


In I. and S. M-1984, the Commission has suspended from 
March 23 until October 23, the operation in part of schedule 
MF-I. C. C. No. 4 of Rowe Cambridge, Tyrone, Pa. The sus- 
pended schedules proposed to establish new minimum charges 
on printing paper, less-than-truckload, and minimum 20,000 
pounds, from Tyrone and Williamsburg, Pa., to points in the 
New York metropolitan area. Proposed minimum charges of 
30 and 25 cents a 100 pounds, less-than-truckload and minimum 
20,000 pounds, respectively, to Brooklyn, N. Y., are illustrative. 

In I. and S. M-1982, the Commission has suspended from 
March 20 until October 20 the operation of certain schedules 
published in supplement No. 2 to tariff MF-I. C. C. No. 3 of 
B & S Transportation Co., Inc., Syracuse, N. Y. In addition 
to a present rule providing that all rates contained in the 
tariff include one pick-up and one delivery, the suspended 
Schedules propose to establish a rule providing that on truck- 
load shipments three deliveries may be made within the cor- 
porate limits of one destination at the applicable truckload rate. 

In I. and S. M-1986, the Commission has suspended from 
March 25 until October 25 the operation of certain schedules 
published in tariff MF-I. C. C. No. 2 of J. G. Ranger, doing 
business as Ranger Oil Co., St. Joseph, Mo. 


The suspended schedules proposed to establish new and 
reduced commodity rates on petroleum products, minimum 
2,500 gallons, in bulk in tank trucks from points in Kansas to 
St. Joseph, Mo., and from St. Joseph, Mo., to three points in 


Kansas and Salem, Neb. The following, in cents a gallon, is 
illustrative: 


To St. Joseph, from Potwin. *Present—A, 1.22; B, 1.37. Proposed 
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—A, 1.2; B, 1.2. To St. Joseph, from Arkansas City. 
B, #. Proposed—A, 1.2; B, 1.2. 

A—Applies on gasoline. B—Applies on fuel oil. * Published in 
cents per 100 pounds, but converted to cents a gallon for comparison. 
# No present rates. 


*Present—A,#; 


In I. and S. M-1987, the Commission has suspended from 
March 26 until October 26 the operation of schedules published 
in tariff MF-I. C. C. No. 1 of John D. Juriga, Jr., Binghamton, 
N. Y. The suspended schedules proposed to establish reduced 
rates on coal, less-truckload and minimum 18,000 pounds, of 
$2 and $1.50 a net ton, respectively, from Scranton and Jessup, 
Pa., to Binghamton and Johnson City, N. Y. Present rate 
from Jessup to Binghamton is $1.95 a net ton, minimum 8,000 
pounds. 


Marine Transit Application 


Examiner William A. Disque held a hearing at Chicago, 
March 23 and 24, in W-439, in which the Marine Transit Com- 
pany, Chicago, seeks authority to operate as a common carrier 
barge line of general commodities, with exceptions, in 200-ton 
minimum barge loads, between St. Louis and Chicago. The 
application was opposed by Edward B. Hayes, counsel for the 
Mechling Barge Line, a common carrier of grain on the Illinois 
waterways. 

B. F. Markham, traffic manager for the applicant, said 
that, from the time the company began operations in May, 1939, 
until recently, officials had thought the company’s operations 
were those of a contract carrier. Prior to the grandfather date, 
January 1, 1940, he said, the company had transported coal, 
sand and gravel, and iron and steel scrap, in bargeload lots, 
under terms of contract agreements with shippers. In the so- 
called statutory interim period, ending February 1, 1941, the 
company also transported grain and pig iron, he said. Though 
officials had originally applied for authority to operate as a 
contract carrier, he continued, they now believed that, because 
they had continually held themselves out to serve any ship- 
per, they should be granted a common carrier certificate. Stuart 
B. Bradley, counsel for applicant, introduced a number of 
shipper witnesses who testified that, as far as shipments of 
grain and pig iron were involved, they had need of the services 
of the applicant. 

Mr. Hayes sought to show by cross-examining the witnesses 
that the applicant had operated as a contract carrier at all 
times. He sought to indicate that Midland had advertised itself 
as a contract carrier, had handled only a limited number of 
commodities for a limited number of shippers, and had not 
handled grain prior to the grandfather date. A. L. Mechling, 
operator of the Mechling Barge Line, testified that his com- 
pany, the Federal Barge Line, and the John I. Hay Barge Line 
afforded adequate services to shippers of grain, and that grain 
shippers did not need the services of the applicant. 


COMMISSION ORDERS 

MC 103084, R. and C., Inc., contract carrier application. Order of 
February 11 staying the recommended order vacated and set aside. 
Recommended order of joint board 2 entered January 23 made order 
of Commission effective March 12. 

MC 63417, Blue Ridge Transfer Co., Inc., common carrier applica- 
tion; and MC 63417 Sub. No. 1, Same, extension. Denial order of Feb- 
ruary 17 modified to become effective April 15 instead of March 31. 

MC 30275, O. K. Transfer & Storage Co., Inc., common carrier ap- 
plication; MC 30275 Sub. No. 1, Same, extension of operations; MC 
100791, Same, contract carrier application; MC 3704, O. K. Transporta- 
tion Co., Inc., common carrier application; and MC 37702, Same, 
common carrier application. Denial order of January 23 modified to 
become effective June 15 instead of March 14. 

MC 17469, New York Massachusetts Motor Service, Inc., contract 
carrier application; and MC 17470, Same, common carrier application. 
Denial order of October 20, 1939, further modified to become effective 
May 15 instead of March 16. 

MC 103194, William Carey Chaplin, dba W. C. Chaplin Transport, 
contract carrier application. Order entered February 14 staying rec- 
ommended order vacated and set aside. Recommended order of joint 
_ 2 entered January 27 made order of Commission effective March 
12, 

MC 18975 and Sub. 1, Safeway Trails, Inc., common carrier appli- 
cation; MC 39957 Sub. No. 5, Northern Trails, Inc., common carrier 
application; and MC 18976, Eastern Trails, Inc., common carrier appli- 
cation. Effective date of order of January 31 postponed to April 20. 

No. 13535 et al., Consolidated Southwestern Cases. Order of April 
5, 1927, as since amended, further amended to permit publication, with- 
out reductions to or from other points, of a rate of 68 cents a 100 
pounds applicable to the transportation of pine, oil, spirits of turpen- 
tine or wood turpentine from Pensacola, Fla., Mobile, Ala., New Or- 
leans and Covington, La., Gulfport, Goodyear, Hattiesburg, Laurel and 
Picayune, Miss., to Oklahoma City, Okla., and Wichita, Kan., such rate 
to be observed as maximum at directly intermediate points of origin 
and destination via routes over which the rate is established. Order 
of April 5, 1927, as since amended, further amended to permit publica- 
tion, without reductions to cr from other points, of a rate of 30 cents 
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a 100 pounds on aluminum fluoride and cryolite, natural or synthetic, 
in straight or mixed carloads, minimum weight 40,000 pounds, from 
East St. Louis, Ill., to Jones Mills, Ark., over the routes set out in 
petition, dated February 19, filed by W. F. Knobeloch, on behalf of 
southwestern lines defendants. such rate to be observed as maximum 
at directly intermediate points of origin and destination via routes 
over which the rate is established. 

MC F-1795, Mashkin Freight Lines, Inc., purchase, Louis A. An- 
genola. Fifteen-day compliance period specified in order of March 2 
extended to expire March 30. 

MC 39101, Standard Transport Lines, Inc., common carrier appli- 
cation; and MC 66819, Same, contract carrier application. Denial order 
of January 29 modified to become effective April 17 instead of March 19. 

MC 96346, Loretta Elizabeth Prue, common carrier application. 
Denial order of January 28 modified to become effective April 4 in- 
stead of March 18. 

MC 8298, Swedesboro Transportation Co. (successor in interest to 
Hunter Motor Freight, Inc., common carrier application). Matter 
reopened for further hearing at time and place to be fixed solely to 
determine whether transportation of canned goods and pepper hulls 
from Swedesboro, N. J., to points in Pennsylvania, New York, North 
Carolina, Virginia and Baltimore, Md., and returned, rejected or dam- 
aged shipments on return; and dried beans from points in Erie, 
Genesee, Livingston. Monroe, Niagara, Ontario, Orleans, Wayne and 
Yates counties, N. Y., to Swedesboro, N. J., has been performed by 
applicant as a common carrier by motor vehicle, or as a contract 
earrier by motor vehicle, and whether dual operations by applicant 
as a common carrier by motor vehicle and as a contract carrier by 
motor vehicle between the same points or within the same territory 
is consistent with the public interest and the national transportation 
policy. 

MC 936 Sub. No. 3, Valley Motor Lines, Inc. Matter reopened for 
further hearing before Examiner F. R. Linn on April 18, at 9:30 
o’clock a. m., at the Empire Hotel, San Francisco, Calif., and for 
recommendation of an appropriate order accompanied by reasons 
therefor. 

MC 17227 Sub. No. 4, Lindner Bros. Trucking, Inc., extension, soap, 
ete. Matter reopened for reconsideration on present record. Order 
entered December 22, 1941, denying application, vacated and set aside. 

MC 39090, Wolfe Motor Lines, Inc., common carrier application; 
and MC 100144, Buckeye Southern, Inc., new operation. Denial order 
of January 26 modified to become effective April 17 instead of March 17. 

W-335, C. G. Willis, contract carrier application. Request of South- 

MC 76634, Academy Storage & Warehouse, Inc., common carrier 
application. Denial order of February 2 modified to become effective 
June 15 instead of March 20. 

MC 52405, Scott Bros., Inc., contract carrier application; and MC 
52405 Sub. No. 1, Same, Jersey City extension. Denial order of Feb- 
ruary 2 modified to become effective June 15 instead of March 21. 

MC 40085, Benjamin Cain, common carrier application; MC 40085, 
Same, extension, Houston, Tex.; and MC 40085 Sub. No. 1, Same, ex- 
tension, Oklahoma City, Okia. Denial order of January 31 modified to 
become effective May 15 instead of March 20. 

MC 40029 Sub. No. 1, Lawrence A. Elliott, common carrier appli- 
cation. Matter reopened for further hearing at time and place to 
be fixed. Applicant authorized to present evidence of public con- 
venience and necessity for the continuance of operations instituted by 
him as a common carrier of general commodities in interstate or 
foreign commerce between June 1, 1935, and October 15, 1935. 

MC 31601 Sub. No. 3, Steely Trucking Co., formerly MC _ 67353, 
Charles W. Buck, common carrier application. Denial order of Jan- 
uary 28 modified to become effective June 10 instead of March 18. 

MC 19198, Interurban Transportation Co., Inc., common carrier 
application. Denial order of January 29 modified to become effective 
June 10 instead of March 19. 

MC 8214, J. Siegel Trucking Corporation, common carrier applica- 
tion. Denial order of February 3 modified to become effective April 
21 instead of March 21. 

MC 8540, Gas City Transfer Co., Inc., common carrier application. 
Order of February 21, only in so far as it denies authority to continue 
operation as a contract carrier and requires applicant to establish rates 
and charges as a common carrier effective April 6, modified to become 
effective June 6. 


FINANCE APPLICATIONS 

Finance No. 13666. Chicago & Eastern Illinois asks authority to 
abandon and dismantle its State Line branch extending 10.94 miles 
from Momence, Ill., to State Line Junction, Ill., because of no pas- 
senger service and very little freight traffic available or in prospect. 

Finance No. 13667. Chicago & Eastern Illinois asks authority to 
abandon and dismantle its Judyville branch extending 13.27 miles from 
Rossville Junction, Ill., to Judyville, Ind., because of no passenger 
service and very little freight traffic available or in prospect. 

Finance No. 13668. Chicago & Eastern Illinois asks authority to 
abandon and dismantle its Freeland Park branch extending 10.66 miles 
from Milford Junction, Ill., to Freeland Park, Ind., because of no 
passenger service and very little freight traffic available or in prospect. 

Finance No. 13669. Southern Pacific Railroad Co., and Southern 
Pacific Co., its lessee, ask authority to abandon that part of the Pinos 
branch in San Benito County, Calif., extending approximately 5.44 
miles from a point near Hollister to a point near Tres Pinos, together 
with all sidings, spur tracks and appurtenances, on the ground that 
the line ‘‘does not handle sufficient traffic to justify its continued 
maintenance and operation and its abandonment will enable the 
salvage of needed material.’’ 

Finance No. 13670. Tennessee Central Railway Co. asks authority 
to issue and sell to the Reconstruction Finance Corporation at par, 
$342,000 of series E 2% per cent equipment trust certificates, so as to 
finance 90 per cent of the cost of acquiring 100 all steel hopper coal 
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cars and 2 660-horsepower Diesel-electric switching locomotives, estj- 
mated at $380,000. The certificates, to be issued by the Continenta] 
Illinois National Bank & Trust Co., of Chicago, Ill., as trustee of an 
equipment trust, are to be dated July 1, 1942, mature in 10 years, pay- 
able semi-annually, bear a dividend rate of 2% per cent per annum. 

Finance No. 13401. Amendment. Stockyards Railway Co., asks 
amendment of its criginal application to acquire by lease, and operate, 
the railroad properties of the St. Paul Union Stockyards Co., by 
changing the rental figure of $1,500 a month to $2,000 a month, the 
rental consideration .o be retroactive and to apply under the lease 
from August 1, 1941, and thereafter. 


MC F-1812. Pierce Auto Freight Lines, Inc., Medford, Ore., asks 
authority to purchase operating rights of Gustave Robertson, dba 
Robertson Freight Lines, Portland, Ore. 


MC F-1808. Pacific Greyhound Lines, San Francisco, Calif., asks 
authority to acquire control of Dollar Lines, also of San Francisco, 
a motor carrier of passengers, mail, express and newspapers between 
Portland, Ore., and Los Angeles, Calif., through purchase from The 
Anglo National Corporation, of San Francisco, for $36,292.07, of the 
30 shares of Dollar Lines’ outstanding 50 shares of stock not already 
owned by Pacific Greyhound Lines through its nominees. 


MC F-1807. Dollar Lines, San Francisco, Calif., asks authority to 
purchase operating rights of United Stages System, Inc., of San Fran- 
cisco, as a common carrier of passengers, baggage, express and mail 
between San Francisco and Los Angeles, Calif., for $6,960.20. 


MC F-1806. Burlington Transportation Co., Chicago, IIl., asks 
authority to purchase operating rights and property of Thetus Grandee, 
dba Ft. Collins-Laramie-Walden Stage Line, Walden. Colo., and tem- 
porarily to operate. 


Finance No. 13664. California Western Railroad & Navigation Co. 
asks authority to abandon its Glen Blair branch extending approxi- 
mately 3.22 miles from Glen Blair Junction to Glen Blair, together 
with all sidings, spur tracks and appurtenances, all in Medocino 
County, Calif., because of no traffic being handled. 


Finance No. 13665. Trustees of the Rock Island ask authority to 
abandon the branch line extending approximately 14.7 miles from At- 
lantic to Griswold, Ia., because of lack of traffic—the needs of the 
territory being supplied by other transportation agencies. 


MC F-1809. Norfolk Southern Bus Corporation, Norfolk, Va., asks 
authority to purchase operating rights and property of P. E. Calloway, 
dba Calloway’s Transportation Co., of Swan Quarter, N. C., between 
Washington, N. C., and Engelhard, N. C. 


MC F-1810. Sydney S. Eland, Seattle, Wash., asks authority to 
acquire contro! of Fruit Delivery Co., Seattle, through transfer of 
capital stock, and to lease its operations for 180 days. 


MC F-1811. Urban J. Haas and Cyril H. Wissel, dba H. & W. Motor 
Express Co., Dubuque, Ia., asks authority to purchase Reliable Transit 
Co., Chicago, Ill. (John H. Chatz, trustee in bankruptcy). 


MC F-1813. H. T. Moland, Howard Moland, Clarence Moland and 
Lothar Moland, dba Moland Brothers Trucking Co., Duluth, Minn., ask 
authority to purchase J. W. Saunders and J. R. Welty, dba Flambeau 
Freight Lines, Park Falls, Wis. 


MC F-1814. Southeast Arkansas Freight Line, Inc., Pine Bluff, 
Ark., asks authority to lease operating rights Herrin Motor Lines, Inc., 
Shreveport, La. 


MOTOR FINANCE CASES 


MC F-1778, Pacific Freight Lines, merger—Pacific Tank Lines, Inc., 
embracing No. MC F-1779, Pacific Freight Lines, issuance of notes. 
Merger in Pacific Freight Lines of operating rights and properties of 
Pacific Tank Lines, Inc., both of Los Angeles, Calif., approved and 
authorized, subject to condition. Authority granted Pacific Freight 
Lines to issue not exceeding $650,000 unsecured promissory note or 
notes to refund present obligations, purchase equipment, and for other 
corporate purposes. 

MC F-1604, Best Motor Lines, purchase—Highway Motor Freight 
Lines, Inc. (D. C. Sanders, trustee), embracing No. MC F-1605, D. C. 
Armstrong et al., control—Best Motor Lines. 

Purchase by Best Motor Lines, of Dallas, Tex., of operating rights 
and property of Highway Motor Freight Lines, Inc. (D. C. Sanders, 
trustee), also of Dallas, and concurrent acquisition of joint control 
of Best Motor Lines by D. C. Armstrong, W. A. Johnson, and Ed 
Sproles, all of Fort Worth, Tex., L. B. Brown, of Houston, Tex., and 
H. E. English, of Dallas, through ownership of capital stock, ap- 
proved and authorized, subject to condition. 

MC F-1658, Motor Express, Inc., purchase—Erie Freight Lines, 
Inc. (G. L. Knott, trustee). 

Purchase by Motor Express, Inc., of Cleveland, Ohio, of operating 
rights and property of Erie Freight Lines, Inc. (G. L. Knott, trustee), 
also of Cleveland, approved and authorized, subject to conditions. 

MC F-1806, Burlington Transportation Company, purchase—Thetus 
Grandee. Petition for authority under section 210a(b) of Burlington 
Transportation Company, of Chicago, Ill., for temporary operation of 
motor-carrier rights and properties of Thetus Grandee, doing business 
as Fort Collins-Laramie-Walden Stage Line, of Walden, Colo., granted 
March 25, 1942, subject to conditions. 

MC F-1636, Yellow Cab Transit Co., purchase—Kansas City-Illinois 
Express, Inc. Petition for authority under section 210a(b) of Yellow 
Cab Transit Co., of Oklahoma City, Okla., for temporary operation 
of certain motor-carrier rights of Kansas City-Illinois Express, Inc., 
of Kansas City, Mo., granted March 25, 1942, subject to conditions. 

MC F-1794, E. & L. Transport, Inc., purchase—R. R. Evans, Inc. 
Petition for authority under section 210a(b) of E. & L. Transport, Inc 
of Indianapols, Ind., for temporary operation of motor-carrier rights 
and properties of R. R. Evans, Inc., also of Indianapolis, granted March 
24, 1942, subject to conditions. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Associated Transport Merger 


Disposing of the principal contention of the anti-trust 
division of the Department of Justice, a protestant in the pro- 
ceeding (see Traffic World, Jan. 31, p. 295), with the declara- 
tions that application of a policy against establishment of 
large motor carrier systems would tend to freeze the motor 
carrier industry at its present level and that the need for 
unification in the trucking field is at least as great as in the 
case Of the railroads, the Commission has authorized, sub- 
ject to conditions, acquisition by Associated Transport, Inc., of 
New York, N. Y., of control of eight motor common carriers 
through purchase of capital stock, consolidation of those car- 
riers into Associated Transport, Inc., for ownership, manage- 
ment and operation, and issuance of preferred and common 
stock by Associated Transport, Inc., to consummate the trans- 
action. 

The Commission granted this authority in a report in MC 
F-1612, Associated Transport, Inc.—Control and Consolidation 
—Arrow Carrier Corporation, Et Al., embracing MC F-1613, 
Associated Transport, Inc., Issuance of Securities. Commis- 
sioners Miller and Alldredge wrote concurring expressions, 
Acting Chairman Aitchison noted a dissent, and Commissioners 
Splawn and Patterson wrote dissenting views. Chairman East- 
man did not participate. 


The truck lines consolidated into Associated Transport, 
Inc., are: Arrow Carrier Corporation, Paterson, N. J.; Barn- 
well Brothers, Inc., Burlington, N. C.; Consolidated Motor 
Lines, Inc., Hartford, Conn.; Horton Motor Lines, Inc., Char- 
lotte, N. C.; McCarthy Freight System, Inc., Taunton, Mass.; 
M. Moran Transportation Lines, Inc., Buffalo, N. Y.; South- 
eastern Motor Lines, Inc., Bristol, Va., and Transportation, Inc., 
Atlanta, Ga. Non-carrier companies, associated with certain 
of these truck lines, to be brought into the Associated Transport 
structure under authority of the Commission’s decision are: 
Barnwell Warehouse & Brokerage Co., associated with Barn- 
well Brothers; Brown Equipment & Manufacturing Co. and 
Conger Realty Co.. associated with Horton Motor Lines, and 
Southern New England Terminals, Inc., associated with Mc- 
Carthy Freight System. 

The decision gave Associated Transvort authority to issue 
not more than 54,049 shares of preferred stock of $100 a share 
par value and 931,891 shares of no-par value common stock. 
The report said consummation of the contracts for acquisi- 
tion of control of the carrier and associated non-carrier com- 
panies would require issuance by applicant of 648,643 shares 
of its common stock and 39,049 shares of its preferred stock, 
having a total par value of $4,553,543; that of these shares, 
1107 of preferred and 15.472 of common, issuable to Barnwell 
Warehouse, would be subsequently canceled, leaving 37.942 
shares of preferred and 633,171 shares of common outstanding, 
and that authority was sought, also, for issuance of necessary 
common stock, from time to time as required, in conversion 
of its preferred stock, and for issuance of 15,000 shares of 
preferred stock to be offered and sold to the public. Of the 
71,480 shares of common which applicant now had issued, 
the largest single stockholder was B. M. Seymour, applicant’s 
president, who owned 31.240 shares, the report noted. It 
said the remainder of the outstanding stock was held by stock- 
holders of the corporations of which applicant proposed to ac- 
quire control; that 9.000 shares of common had been delivered 
by applicant to The Transport Co., of New York City, in 
return for certain services. and that The Transport Co. was 
controlled by Kuhn, Loeb & Co., New York investment bank- 
ers. Applicant’s board of directors, continued the report, con- 
sisted of nine persons, seven of whom were officers of the 
respective carriers involved, one representing The Transport 
Co., which had contracted to sell the stock of Arrow Carrier 
Corporation, the ninth member being Seymour. H. D. Horton, 
a7 of Horton Motor Lines, was chairman of the board, it 
added. 


Scope of Operations Outlined 


_ The report showed that the carriers involved operated 
Principally as motor common carriers of general commodities 
over a network of regular routes, together serving the prin- 
C'pal points in Massachusetts, Rhode Island, Connecticut, New 
York. Eastern Pennsylvania, New Jersey, Delaware, Maryland, 
the District of Columbia, Virginia and North Carolina. Their 
routes, it said, also extended from points in that area to Cleve- 


land, O., Pittsburgh, Pa., Nashville and Chattanooga, Tenn., 
Great Falls and McColl, S. C., and to New Orleans, La., and 
Pensacola, Fla., via Atlanta, Ga., and Montgomery, Ala. These 
lines, said the report, operated about 3,300 units or revenue 
equipment and covered regular routes totaling 37,884 miles, 
in addition to irregular routes over which some of the carriers 
operated. McCarthy, it said, conducted certain contract-car- 
rier operations. It noted that the eight carriers maintained 
179 separate terminals in 129 cities and towns. After the con- 
solidation, it said, applicant would operate over 24,338 miles 
of regular routes, “indicating a duplication between the carriers 
of 13,546 miles.” 

The Commission said consolidation of these carriers would 
present many opportunities for greater economy and efficiency 
of operation, and mentioned, in that connection, a proposal to 
establish through-trailer service between points where sufficient 
traffic was available to justify such service. To the contention 
of the anti-trust diivsion that such service could be rendered 
by independent carriers through interchange of equipment 
without physical transfer of lading, the Commission said that 
while theoretically this might be true, from an operating stand- 
point there were many obstacles to such arrangements. 

The Commission found that consummation of the proposed 
transaction would not result in substantial injury to the carrier 
employes affected, “considering the increasing demand for 
— and the evident shortage of experienced per- 
sonnel.” 

As to the contract carrier operations of McCarthy, it made 
the authority granted subject to the condition that, in event of 
acquisition of control by applicant, McCarthy should discon- 
tinue such operations in interstate or foreign commerce in 
transportation of telephone and electrical equipment and sup- 
plies and that its application in MC 59866, Sub. No. 1, should 
be considered amended to eliminate therefrom all claim to 
rights to conduct such operations. It imposed the further con- 
dition that in event of acquisition of control of Consolidated 
Motor Lines by applicant, the operating rights granted to 
United-Arbour Express, Inc., an affiliate of Consolidated, in 
MC 44092, be canceled concurrently. 


Views on Anti-Trust Arguments 


Dealing with the contention of the anti-trust division and 
other protestants that the considered transactions would unduly 
restrain competition in the motor carrier industry, the Com- 
mission said, in part: 

Undoubtedly, substantial competition exists between certain of 
the carriers involved, and consummation of the instant transactions 
would eliminate such competition. However, such fact alone is not 
controlling. . . Determination of the larger question as to whether the 
proposed unification would be consistent with the public interest in- 
volves consideration not only of the competition that would be elimi- 
nated, but also of the competition that would remain, and advantages 
which would result from the unification. . 

If the proposed transaction is consummated, there would remain 
ample motor carrier service throughout the territory involved. . 

Much of the argument that the consolidation would result in un- 
due restraint of competition is based on the fact that there would be 
no other single carrier authorized to operate throughout the territory 
in which applicant could operate, in particular, between Boston and 
New Orleans. The evidence shows that service between these extreme 
terminals is not contemplated by applicant, nor would it be economi- 
cally feasible under present conditions and rate structures, particularly 
because of the availability of substantially cheaper water competition. . . 

There are a number of large property motor-carrier systems pres- 
ently in existence, most of which operate in the middle Atlantic or 
central states, notably the Keeshin System, Interstate Motor Freight 
System, and U. S. Truck Lines System. There is no indication that 
anything approaching a monopoly has resulted in that territory from 
the formation and operation of these systems, . 


With respect to the argument that the combined volume 
of business of the carriers involved would give applicant great 
bargaining power for interline business with connecting car- 
riers so that it could obtain the larger portion of the traffic and 
demand as exchange the higher-rated freight, the Commission 
said that applicant would have little to gain and much to lose 
by adopting “an unreasonable policy” with respect to inter- 
change, and that its officers had expressed their intention of 
maintaining existing joint-rate and through-route arrangements. 
Continuing, it said: 


In view of the national transportation policy as declared in the 
act, it cannot be supposed that Congress intended that the motor 
carrier industry, a coordinate and competing form of transportation, 
should not . . . be permitted to grow through consolidations, or that 
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the mere size of the consolidated company should, of itself, be suf- 
ficient to warrant denial. Considering the much greater number of 
motor carriers of property and their size as compared with railroads 
generally, the need for unification in the trucking field is at least as 
great as in the case of the railroads, which have had many years of 
development and now comprise comparatively few systems. 


The Commission said Kuhn, Loeb & Co. did not sponsor 
the considered proposal and that there was no circumstance 
here which led it to believe that that investment house con- 
templated obtaining control of applicant. It made those obser- 
vations after noting that Kuhn, Loeb & Co. had been banker 
for the Baltimore & Ohio and the Pennsylvania, and it con- 
cluded that applicant would not be affiliated with any railroad. 


Need for Working Capital 


As to the issuance of 1,500 shares of preferred stock for 
sale to the public, the report said that the addition of $1,500,000 
to applicant’s working capital was necessary to meet its needs 
for such funds when the consolidation was effected. It found 
that applicant’s capitalization would not be excessive, and it 
granted the stock issuance authority sought on condition that 
applicant’s articles of incorporation be amended so as to pro- 
vide certain voting rights for holders of preferred stock and 
on condition that no preferred stock be issued for sale to the 
public until any agreement or agreements entered into by 
applicant for sale or underwriting of the stock be first sub- 
mitted to and approved by the Commission. 

In its conclusions, the Commission said: 


The proposed unification is predominantly an end-to-end consoli- 
dation of complementary operations. . . The unified operation would 
provide a more complete service in a large area along the eastern 
seaboard. It would be of sufficient size to make possible public financ- 
ing, if subsequently required, and to command reasonable purchasing 
power in the acquisition of equipment, insurance, and credit. The 
principal officers of the respective companies would remain with the 
organization, and local management in the various divisions of the 
system would be left largely in their hands. Their continued par- 
ticipation and efforts to advance applicant’s welfare are assured by 
their proprietary interest. The fact that these men, practically all 
of whom have had considerable experience and success in the motor 
carrier industry, are willing to transfer control . . . without receiving 


immediate monetary consideration itself speaks well for the chances 
of the enterprise. . 


The Commission specified that, on consummation of the 
consolidation authorized by it, and pending determination of 
the “grandfather” applications of the carriers consolidated 
into it, applicant should be entitled to continue the operations 
lawfully conducted by such carriers under the grandfather 
clauses pursuant to such applications, and that applicant would 
be entitled to a certificate covering the grandfather rights 
which had been granted to such carriers and such grandfather 
rights as might be confirmed as a result of their pending ap- 
plications. 

Commissioner Miller said that under present war condi- 
tions the market for new securities was far from favorable, and 
wondered what the situation would be if applicant should be 
unable to sell all or a considerable part of the 15,000 shares of 
preferred at par. He said the preferred stock should be cumula- 
tive only to the extent earned and not paid in each year up 
to 6 per cent. Commissioner Alldredge said the principal virtue 
of the proposal was that territorial boundaries had been disre- 
garded and a transportation system proposed which was de- 
signed to function as a unit along national lines. 

Commissioner Splawn said the alleged opportunities for 
economy were vague and speculative. He objected, also, to the 
substitution of paid management for personalized ownership, 
saying this probably would not lead to improvement in service 
or increase in economy and efficiency. 

Commissioner Patterson raised the objection that inclusion 
of a McCarthy contract operation with armored vehicles 
amounted to a grant of dual authority to the applicant, on a 
basis not provided by statute or conforming to Commission 
precedents. He averred, further, that the main purpose of in- 
clusion of Arrow Carrier Corporation appeared to be the op- 
portunity afforded a great banking institution to enter “the 
vast motor carrier business which serves the nation.” He said 
he could not approve indirect participation by Kuhn, Loeb & Co. 
as part owner of Associated Transport and that the influence of 
such a financial power “over the affairs of corporations of 


re they own a part is far beyond the proportion of stock 
held.” 


“Pool Car” Truckers’ Status 


Exemptions sought by the applicants would, if granted, 
substantially affect or impair regulation by the Commission 
of the many motor common and contract carriers operating 
in interstate or foreign commerce within Minnesota, the Com- 
mission, division 5, concluded in a report in MC 103190 Ex., 
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Eldred Winter, Morris, Minn., Application for Exemption, 
embracing MC 103232 Ex., Kenneth Winjum, Faribault, Minn, 
Application for Exemption. The Commission, accordingly, 
denied the applications. : 

“In the instant proceedings,” said the report, “we have a 
large and nationally known shipper of soap, soap products, and 
vegetable oil shortening seeking the use of the services of the 
two applicants herein in the interstate transportation of its 
products out of pool cars from two Minnesota distribution 
centers (Morris and Faribault) to all points within 35 miles 
of each. Each of such zones involves a territory of more than 
3,800 square miles. If certificates of exemption should be 
granted in these cases the applicants would escape regulation 
altogether since under the Minnesota motor carrier law all 
intrastate operations in such zones are exempt from state 
regulation. Moreover, this shipper sells large quantities of 
its products throughout Minnesota and the record shows that 
its pool cars are distributed from numerous concentration 
points scattered over the state, ... to all points within 35 miles 
of each, by motor carriers some of which have also filed with 
us applications for certificates of exemption. Many of these 35- 
mile radial areas touch or overlap each other, thus affording 
a very extensive area and perhaps the entire state within which 
the interstate or foreign transportation of these products could 
be accomplished without any state or federal regulation what- 
soever .... We do not think . . . that collectively such an aggre- 
gate of exemptions would be in consonance with the national 
transportation policy enunciated in the act.. .” 

In a dissenting expression, Commissioner Lee said each 
applicant was “lawfully engaged in operation solely within a 
single state” and that the fact that their intrastate operations 
were not subjected to regulation by the state afforded no basis 
for denial of the applications. The quantity the applicants 
would transport would not be sufficient to impair regulation 
by the Commission of other carriers, he averred. 


Canned Goods by Motor Carriers 


According to the Commission’s report in MC C-178, Canned 
Goods from Eastern Trunk Line Territory to Georgia, North 
Carolina and South Carolina the record in that Commission- 
initiated proceeding is not sufficient on which to base a finding 
and order prescribing minimum rates on canned goods in the 
area indicated by the title, as had been requested. The re- 
port also embraces I. and S. M-1196, Canned Goods, Delaware 
Maryland, New Jersey and Virginia to Southern States, and 
I. and S. M-1090, Canned Goods, New York, N. Y., to Char- 
lotte, N. C. 

In explanation of its conclusion that a minimum rate order 
was not warranted, the Commission said transportation condi- 
tions discussed in the evidence had materially changed since 
the hearing in these proceedings. But it added that with the 
euidance of opinions expressed in the report the carriers should, 
in the light of present conditions, readjust rates in issue. One 
of the changed conditions is the withdrawal of coastwise ships. 


Cures for what was referred to as a chaotic canned goods 
rate situation was proposed in schedules under suspension, filed 
by or in behalf of the Southern Motor Carrier Rate Conference 
and the Motor Carrier Traffic Association. After those tariffs 
were suspended the Commission instituted MC C-178, an in- 
vestigation into the lawfulness of rates, etc., applicable by 
common carriers and concerning the lawfulness of rates and 
charges by contract carriers, on fruits, vegetables, meats, fish. 
shell fish, juices, soups, milk, condiments, table sauces, salad 
oils and dressings, sandwich spreads and other foods for human 
or animal consumption, in cans or glass containers, referred 
to as canned goods, from all points in New York, New Jersey, 
Pennsylvania, Delaware, Maryland and the District of Co- 
lumbia, and from all points in Virginia and West Virginia, north 
of specified highways, to all points in Georgia and the Carolinas. 


The report said the record contained much testimony per- 
taining to private transportation by motor vehicle of canned 
goods. It added that this evidence had little probative value. 
Undoubtedly, it said, distributors of canned goods used their 
own vehicles in some circumstances, but that that use was 
limited primarily due to lack of return loads. That factor, it 
said, was not one which should cause deferment of the correc- 
tion of unlawful rates. Even the respondents which opposed 
the proposal of the conference and the associations and others. 
suggested revisions in the rates, said the report. The proposals 
contemplated relating the rates on canned goods to the existing 
class rate structure. 


The Commission said the establishment of rates subject 
to a minimum of 20,000 pounds would be an improvement over 
the present structure which the record, it said, showed to be 
in a “chaotic” condition. One of the points in the case was 
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as to Whether Swedesboro, N. J., should take rates higher than 
from Philadelphia. The Commission said it should not. 

The Commission, in these cases, dealt with rates that had 
gone into effect by reason of the expiration of the suspension 
periods. The rate structure, as indicated by the report, was 
complex being made up of rail-water rates, all-rail rates, and 
combinations of those in connection with motor transport. 
Hundreds of rates were discussed in the report. 

In disposing of the matier the Commission found, in I. 
and S. M-1196, that the proposed cancellation of less-truckload 
rates Was reasonable and lawful, but that the proposed new 
and revised truckload commodity rates which had been sus- 
pended were shown to be unreasonable and unlawful in the 
particulars set forth in the report (not herein reproduced). 
The report said they should be canceled. 

In I. and S. M-1090, the Commission found that a proposed 
rate of 44 cents, minimum 36,000 pounds, on canned goods 
from New York and New York rate points to Charlotte was 
unreasonable and unlawful and should be canceled. 


Soo Line Reorganization 


A plan of reorganization of the Minneapolis, St. Paul & 
Saulte Ste. Marie Railway Co., pursuant to section 77 of the 
bankruptcy act, as amended, under which its capitalization 
will be reduced from $169,202,628 (with, additionally, $28,- 
459,266 of accrued and unpaid interest on fixed-interest bearing 
debt as of January 1, 1941) to about $95,000,000, and the annual 
fixed interest charges will be reduced from $6,631,322 to ap- 
proximately $53,415, all on equipment obligations which will 
be assumed undisturbed by the reorganized company, has been 
approved by the Commission, division 4, in a report in Finance 
No. 11897, Minneapolis, St. Paul & Sault Ste. Marie Railway 
Co. Reorganization. The effective date of the plan is January 
1, 1941. The equities of the holders of general unsecured claims 
not entitled to priority and of the preferred and common stocks 
were found to have no value and no provision was made for 
their participation in the plan. 

The new capitalization consists of $2,663,829 of equipment 
obligations, $10,000,000 of first-mortgage, series A 4% per cent 
income bonds, $20,129,076 of general mortgage, series A 4 per 
cent income bonds, and $62,209,070 of no par common stock 
consisting of 719,180 shares. Of the total of $10,000,000, of 
first mortgage, series A income bonds, $1,948,369 are to be held 
in the treasury of the reorganized company and used to reim- 
burse the company for reorganization expenses and for other 
proper corporate purposes. Annual requirements total $1,- 
659,223. Until the treasury bonds were issued, the report said, 
the annual interest requirement would be $87,677 less than 
the interest. 

The plan provides for the distribution of securities. Among 
the provisions is one that all the new common stock issued in 
the reorganization be placed in a voting trust, two of the voting 
trustees to be designated by representatives of holders of the 
debtor’s bonds (other than the Canadian Pacific) and three 
by the Canadian Pacific. All the new stock except that receiv- 
able by the Canadian Pacific as a creditor in the reorganization 
will be subject to an option by the Canadian Pacific, continuing 
te December 31, 1950, to purchase 25 per cent of the total of 
such shares at a price of $2 a share. The debtor’s secured notes 
to the Railroad Credit Corporation, now held by the Canadian 
Pacific, were found to be fully secured and will be paid in cash, 
according to the report. The collateral securing the notes will 
be surrendered to the reorganization managers for pledge 
under the mortgages of the reorganized company. 


P. Cc. & N. Household Goods Service 


In a report on reconsideration, in MC 13307, Sub. 1, United 
Moving & Storage, Inc., Columbus, O., Extension of Operations, 
the Commission has found, contrary to a recommended finding 
made by an examiner which, by reason of no exceptions being 
Seasonably filed, became the order of the Commission on August 
26, 1941, public convenience and necessity to require operation 
by applicant as a common carrier of household goods as defined 
in Practices of Motor Common Carriers of Household Goods, 
17 M. C. C. 467, between points in a specified portion of In- 
diana, on the one hand, and points in 24 states and the District 
of Columbia, on the other, over irregular routes. The states are 
Connecticut, Delaware, Illinois, Indiana, Iowa, Kansas, Ken- 
tucky, Maine, Maryland, Massachusetts, Michigan, Minnesota, 
Missouri, New Hampshire, New Jersey, New York, North Car- 
olina, Pennsylvania, Rhode Island, Tennessee, Vermont, Vir- 
ginia, West Virginia and Wisconsin. 

On petition of applicant the proceeding was reopened for 
reconsideration and the prior order denying the application was 
vacated and set aside. The report pointed out that under a 
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certificate issued in MC 13307 applicant was authorized to 
operate as a common carrier of household goods, and said, by 
the instant application, applicant ‘seeks authority to extend its 
operations so as to serve a territory in Indiana which would 
include all points on and north of U. S. highway 40,” called the 
Indiana base territory. Witnesses appearing on behalf of 
applicant, the report said, expressed the opinion that there was 
a need for the proposed service. 

“As a general rule, we have been much less exacting with 
respect to evidence which we deem necessary to prove that 
public convenience and necessity require operations as a motor 
common carrier of household goods, than we have been in 
similar cases involving the transportation of general freight,” 
says the Commission. “The character of the household moving 
business is such that it is difficult, in applications for authority 
to institute new operations, to obtain the testmony of prospec- 
tive shippers with respect to the need for the proposed service, 
or of persons who have been inconvenienced in the past by a 
lack of adequate service.” 

The Commission said that although the motor carrier prot- 
estants, Aero-Mayflower Transit Co., and A. C. Borgmann & 
Son, had authority to perform the operations for which au- 
thority was sought here, “we conclude that there is a need for 
additional service between points in the Indiana base territory, 
on the one hand, and points in the other states applicant now 
holds authority to serve, on the other.” 


Cotton Belt Reorganization 


Efforts of the St. Louis Southwestern, the Southern Pacific 
and other stockholding interests in that railroad, probably bet- 
ter known by its trade name (Cotton Belt) than its corporate 
name, to have the Commission increase the capitalization for 
the reorganized company from $75,000,000 to $100,000,000 or 
more have come to naught. 

The Commission’s determination to abide by the $75,000,000 
capitalization for the reorganized Cotton Belt is shown in a 
supplemental report in Finance No. 11040, St. Louis Southwest- 
ern Railway Co. reorganization. The plan of reorganization 
to which this supplemental report refers was approved by the 
Commission June 30, 1941, 249 I. C. C. 5. 

Petitions for modifications of the plan were filed by nine 
groups or individuals having claims against the debtor. The 
Cotton Belt asked for an increase in capitalization of about 
$20,000,000. The Southern Pacific, a big stockholder, asked for 
an increase in common stock such as would, according to the 
report, produce a total capitalization of not less than 
$100,000,000 and be sufficient to provide for distribution to 
holders of the old stock of not less than $9,086,357 of new com- 
mon stock. That, said the report, would be sufficient for a 
distribution of one share of new common stock for three of the 
old preferred, and one share of new common stock for seven 
of the old common, resulting in a capitalization of $102,754,256, 
according to a brief of the Southern Pacific. 

Walter E. Meyer, an active stockholder, argued, said the 
report, that if a lease were made to the Southern Pacific, 
coupled with a one-line solicitation of business by the Southern 
Pacific, the earnings would warrant a capitalization equal to 
the present capitalization of the Cotton Belt. The Commission 
said that under the present law such a lease could not be 
forced on the Southern Pacific, since there appeared no pros- 
pects of such a lease until after reorganization was consum- 
mated and since it was impossible to determine the earnings 
~— a lease until the terms thereof were agreed on and made 
<nown. 

While the Commission refused to make any change in 
the amount of the capitalization of the reorganized company it 
did modify the provisions for the distribution of the new se- 
curities to reflect, as the report said, interest paid or author- 
gg A the court to be paid on obligations in default to June 


A part of that provision is an authorization to the reorgan- 
ization managers, in their discretion, to issue common stock of 
no-par in lieu of common stock of a par value of $100 a share. 

Another provision relates to the deposit of money with 
the trustee of the first terminal and unifying mortgage as in- 
terest due January 1 and July 1, 1936, and any further de- 
posits as interest due prior to January 1, 1942, on pledged sec- 
ond mortgage bond certificates. The report, as modified, says 
that if so ordered by the court, the money may be paid out to 
the holders of first terminal and unifying mortgage bonds out- 
standing and holders of general and refunding mortgage bonds 
outstanding and pledged at rates specified for $278,300 repre- 
senting interest due January 1 and July 1, 1936, and otherwise 
at such rates as may be appropriate, in the opinion of the court. 
Other provisions are made with regard to money in the sinking 
fund. One provision in the modified plan authorizes the Chase 
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National Bank and the Mississippi Valley Trust Co., jointly, 
to appoint a fourth reorganization manager. The plan, as 
made, provided for only three such managers. Many changes, 
proponderantly technical in character the report said, had been 
made to facilitate consummation of the plan or the subsequent 
management of the new company’s finances. A table is also in- 
corporated in the supplemental report showing how the new 
securities shall be distributed. 

The Commission said that in its view each of the claimants 
would receive under the modified plan new securities of a value 
equal to the value of his claim and full recognition of his ‘‘en- 
tire bundle of rights.” 

Commissioner Miller, dissenting in part, said that his 
separate expression with respect to the plan approved June 30, 
1941, was substantially applicable here, notably as to warrants. 


FRISCO REORGANIZATION 


The Commission on further consideration in Finance No. 
10008, St. Louis-San Francisco Railway Co. Reorganization, has 
denied the petition of Jack Lewis Kraus II for himself and asso- 
ciates for reconsideration, oral argument and modification of 
the report and order of August 27, 1941, 249 I. C. C. 195. In 
that report the Commission, by division 4, approved maximum 
limits of final allowance of compensation for services rendered 
and reimbursement of expenses incurred by parties in interest, 
their counsel and technical advisers to January 31, 1941. The 
services were in connection with reorganization proceedings 
and plans. 

Commissioner Lee, concurring in part noted that Kraus, a 
lawyer, represented clients who owned a total of $3,500 par 
value prior lien bonds. For the service of himself and his asso- 
ciates, Commissioner Lee said, Kraus sought an allowance 
amounting to $147,300.07, of which $140,034 was for compensa- 
tion. Division 4, he said, actually allowed $9,357.65, with which 
Kraus was dissatisfied. Commissioner Lee said that if any 
action by the Commission was warranted the allowance should 
be reduced to an amount in any event no greater than the value 
of the bonds owned by petitioners’ clients. 


TOWBOAT EXEMPTION CASE 


The Commission, division 4, in a report in W-660, New 
Orleans Coal & Bisso Towboat Co., Inc. (Joseph A. Bisso, Re- 
ceiver )—Applications, has found certain operations of the ap- 
plicant not subject to the provisions of part III of the act and 
has dismissed the applications for exemption under section 
303(e) and an application for a permit under section 309(f) 
with respect to such operations. The Commission has found, 
further, that operation by applicant as a contract carrier by 
towing non-self-propelled vessels in interstate commerce in 
transportation of contractors’ equipment to and from the sites 
of marine construction work, because of the inherent nature of 
the commodities transported, is not actually and substantially 
competitive with transportation by any common carrier subject 
to the act and that such transportation should be exempted 
from provisions of part III until the Commission’s further order. 


D. & R. G. W. LOAN 


In a seventh supplemental report in Finance No. 9777, 
Denver & Rio Grande Western Railroad Co Reconstruction 
Loan, the Commission, division 4, has granted authority to the 
trustees of the Denver & Rio Grande Western to invest $11,000 
of a dividend paid to it in 1941 by the trustees of the Denver- 
Colorado Springs-Pueblo Motor Way, Inc., in subscription and 
payment for 110 shares of $100 par value each of capital stock 
of Rio Grande Motor Way, Inc., a motor carrier, and to pledge 
the certificate or certificates of such stock with the Reconstruc- 
tion Finance Corporation as further security for existing loans 
to the applicant, in the same manner as the stock of the Rio 
Grande Motor Way now pledged with the R. F. C. is 
held. The Commission found that the proposed investment and 
pledge would not adversely affect the collateral held by the 
R. F. C. as security for existing loans to the applicant. 


FLA.-N. Y¥. WATER SERVICE 

The Commission, by division 4, in W-333, Refrigerated 
Steamship Line, Inc., Common carrier Application, has issued 
a certificate authorizing applicant, a subsidiary of the United 
Fruit Co., to continue seasonal operations as a common carrier 
by self-propelled vessels in the transportation of automobiles 
between the ports of New York, N. Y., on the one hand, and 
Tampa, Fort Pierce, Port Everglades, and Jacksonville, Fla., on 
the other, and agricultural and horticultural products, canned 
goods, soap stock and slush from the Florida ports named to 
New York. It found the applicant entitled to such authority 
by reason of having been engaged in such operation on January 
1, 1940, the “grandfather” date, and having so operated since 
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that date, except as to interruption by causes beyond its con- 
trol. The report pointed out that interruptions were caused in 
March, 1940, due to an unprecedented freeze occuring in Jan- 
uary, 1940, which damaged and destroyed Florida citrus fruits 
and vegetables, and in the 1941-42 season by reason of requisi- 
tioning of vessels by the government. 





WEST COAST SHIP PERMIT 


With Commissioner Mahaffie dissenting, the Commission, 
by division 4, in W-450, West Coast Steamship Co., Contract 
Carrier Application, has issued a permit authorizing operation 
by applicant as a contract carrier by self-propelled vessels in 
the transportation of lumber and lumber products from ports 
in Washington and Oregon to ports in California. It found the 
operation to be consistent with the public interest and the na- 
tional transportation policy. Applicant, the report said, began 
operations April 17, 1940. Commissioner Mahaffie said he could 
not concur in the findings of the majority that the operations 
of applicant had been or, from this record, that they were 
proposed to be those of a public carrier. The record, he de- 
clared, was definite that applicant did not expect to hold itself 
out to render actual public service. 





WATER APPLICATION ACTION 

In W-345, Merchants & Miners Transportation Co., the 
Commission, by division 4, has certified, effective from and 
after April 23, that public convenience and necessity require 
continuation of operation by the M. & M. T. Co., as a common 
carrier by self-propelled vessels, in the transportation of pas- 
sengers and commodities generally between the ports of Boston, 
Mass., Providence, R. I., Philadelphia, Pa., Baltimore, Md., 
Norfolk and Newport News, Va., Savannah, Ga., Jacksonville, 
Fort Pierce, and Miami, Fla., by way of ihe Chesapeake and 
Delaware Bays and the Atlantic Ocean, inciuding the Cape Cod 
Canal. The Commission found that applicant was in bona fide 
operation on January 1, 1940, and continuously since until the 
diversion of its vessels to national defense uses, an interruption 
of service over which applicant had no control. 

By orders, the Commission, division 4, has dismissed the 
following applications for permits or certificates or for ex- 
emption of operations under part III of the act: W-667, Mobile 
Towing & Wrecking Co., Contract Carrier Application; W-268, 
Nichols Bros., Inc., exemption and permit applications; and 
W-526, Prudence Island Navigation Co., common carrier applica- 
tion. 


REFRIGERATOR CAR SERVICE 


Pursuant to a stipulation agreed to by the parties in in- 
terest, the Commission has dismissed the complaint in No. 
28408, De Soto Creamery and Produce Co. et al. vs. Alton 
et al., brought by twenty shippers of dairy products against 
more than twenty-five railroads attacking rates on shipments 
of dressed poultry, frozen eggs, shell eggs and butter in refrig- 
erator cars also charges for refrigeration and protective service. 
Plants of the shippers are located at various points in Iowa, 
Nebraska, Minnesota, North Dakota, South Dakota, Kansas, 
Missouri, Illinois and Indiana. 

Under the stipulation, filed in satisfaction of the com- 
plaint, the railroads agree that they will amply protect shippers 
in the furnishing of cars for shipments of dairy products, stat- 
ing that they were in a position to furnish the type of car 
needed; that they will provide from their ownership, or through 
their owned, controlled or contract car lines, equipment, clean, 
sanitary and entirely fit for the loading and proper and eco- 
nomical transportation of dairy products, such equipment to 
be adequate as to numbers and suitable as to bunker capacity 
and approximate dimensions for loading of dairy products; and 
that consonant with maximum efficiency in the utilization of 
available refrigerator car supply, they and the car lines will 
retain in dairy service a sufficient number of cars for the trans- 
portation of dairy products, such cars being those generally 
used in that service. The complainants agree that they will 
place their orders for cars with the railroads serving them in 
accord with tariff provisions lawfully on file with the Com- 
mission. 


G., F. & A. ABANDONMENT 


It was apparent from the record that the two lines which 
the applicant proposed to abandon had been operated at sub- 
stantial losses for several years and that there was no prospect 
of more favorable results in the future, said the Commission, 
division 4, in a report in which it authorized abandonment by 
the Georgia, Florida & Alabama Railroad Co. and its receivers, 
and abandonment of operation by the receivers of the Seaboard 
Air Line Railway Co. of a line extending from Tallahassee to 
Carabelle, Fla., approximately 48.37 miles, called the Cara- 
belle branch, and a line from Havana, Fla., to East Quincy, 
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Fla., approximately 11.3 miles, known as the East Quincy 
branch. 

The report was issued in Finance No. 13424, Georgia, Florida 
& Alabama Railroad Co. et al. Abandonment, with a notation 
that it would not be printed in full in the permanent series of 
Commission reports. It said the protestants, including repre- 
sentatives of the Florida Railroad Commission, offered no evi- 
dence relating to the proposed abandonment of the East Quincy 
branch, but that several witnesses testified in opposition to the 
Carabelle branch abandonment. One witness, it said, stated 
that a government agent, whom he was not privileged to iden- 
tify, had requested him to oppose the abandonment because the 
United States might establish certain government projects near 
the line. There was nothing of record, however, the Commission 
found, to show that any agency of the United States had any 
definite program involving the use of either of the branch lines 
in question. 

“Counsel for the Railway Labor Executives’ Association re- 
quested,” continued the report, “that jurisdiction be retained 
by the Commission of its authority to impose conditions for the 
protection of employes in abandonment proceedings pending 
final determination by the Supreme Court of the United States 
in Interstate Commerce Commission vs. Railway Labor Execu- 
tives Association, No. 223. That case recently was decided in 
favor of the appellees. Our certificate will be issued upon con- 
dition that jurisdiction be retained as requested.” 


MONTANA CLASS C MOTOR RIGHTS 

In a report embracing applications for registration of seven 
Montana motor carriers, the Commission, division 5, has con- 
cluded that certificates issued by the Montana Board of Rail- 
road Commissioners to so-called class C motor carriers are 
not certificates of public convenience and necessity authorizing 
common carriage in intrastate commerce within the meaning 
of the second provision of section 206 (a) of the act because 
such class C certificates authorize contract and private carrier 
operations. 

“It is evident,” said the Commission, “that a certificate 
authorizing such intrastate operations is not a certificate of the 
description contemplated under the exemption provision of 
section 206 (a) of the interstate commerce act.” 

Applications embraced by the report were: W. M. Daniels, 
Butte, Mont., Motor Carrier Application—Registration; MC 
9811, James W. Nugent, Miles City, Mont., Motor Carrier Ap- 
plication—Registration; MC 54608, C. M. Woods, Conrad, Mont., 
Motor Carrier Application—Registration; MC 67684, Flathead 
Transportation Co., Butte, Motor Carrier Application—Regis- 
tration; MC 67926, Bruce M. Cook and Harry Fulmer, Billings, 
Mont., Motor Carrier Application—Registration; MC 67967, 
Rye Schmittou, Lavina, Mont., Motor Carrier Application— 
Registration, and MC 67998, Walter Fortman, Hamilton, Mont., 
Motor Carrier Application—Registration. 

According to the report, under the Montana laws motor 
carriers were placed in three classifications, designated A, B 
and C, the first two embracing common carriers. It said a 
definite distinction was made between class C carriers, on the 
one hand, and class A and B carriers, on the other. Class C 
motor carriers, it added, were not required to file a schedule 
of rates with the board and were not prohibited from discrimi- 
nating in rates. 

Commissioner Lee, dissenting in part, said he did not ap- 
prove the unqualified finding that no class C permit fell within 
the second proviso of section 206 (a), and contended that the 
certificates in MC 67967 and MC 54609 fell within that proviso. 


AMERICAN-HAWAIIAN WATER RIGHTS 


That interruptions of service by a water carrier subject to 
the act directly resulting from compliance with a request of 
the Maritime Commission, in the interest of national defense, 
were recognized by the Interstate Commerce Commission as 
interruptions in service beyond the carrier’s control, but that 
the voluntary discontinuance in 1940 of service by the applicant 
in this proceeding to four ports of irregular call—California 
City and Mare Island, Calif., and Mount Vernon and Stanwood, 
Wash.—was not such an interruption of service, were conclu- 
sions stated by the Commission, division 4, in a report in W-475, 
American-Hawaiian Steamship Co. Common Carrier Applica- 
tion. 

The Commission found the applicant entitled to a certifi- 
cate, under the grandfather clause of part III of the act, au- 
thorizing continuance of operation as a common carrier by self- 
propelled vessels of general commodities between 19 specified 
Pacific and Atlantic coast ports served on regular routes of the 
applicant, in intercoastal trade; between 66 specified Pacific 
and Atlantic coast ports served in irregular routes in that 
trade, including 36 ports to which service had been discon- 
tinued by applicant on April 6, 1941; and between eight Pacific 
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coast ports, on regular routes, and seven other Pacific coast 
ports, on irregular routes, served by applicant in the coastwise 
trade. 

As of January 1, 1940, said the report, applicant owned 
and operated 30 self-propelled vessels in the intercoastal and 
coastwise trades and owned, in addition, nine vessels which were 
chartered to others for service in off-shore routes. At the time 
of the hearing, September 5, 1941, it added, applicant owned 
32 vessels, of which 11 were used in intercoastal and coastwise 
services, one was undergoing repairs, and 20 were under char- 
ter to others, having been diverted from their normal services 
at the direction of the Maritime Commission. When the present 
emergency was over, it was applicant’s intention to restore 
these vessels to their regular service, it observed. 


LOYALSOCK ABANDONMENT 


Giving weight to the fact that non-revenue traffic con- 
stituted about two-thirds of all the freight handled on the 
segment proposed to be abandoned and taking into considera- 
tion a “probability” that revenue traffic would be developed 
by a shipper of ice whose business, it said, would be ruined if 
that segment were abandoned, the Commission, division 4, in 
a report in Finance No. 13474, Loyalsock Railroad Co. Et Al. 
Proposed Abandonment, has denied an application of the 
Loyalsock and of the Lehigh Valley as lessee for authority to 
abandon a line between Noxen and Splash Dam, approximately 
9.74 miles, in Luzerne and Wyoming counties, Pa. 

The Commission said the principal opposition to the pro- 
posed abandonment was presented by Arthur L. Stull & Co., 
engaged in harvesting, storing and shipping ice by rail from 
Splash Dam to points in Pennsylvania, New York and New 
Jersey; that since 1936 the Lehigh Valley had used large 
quantities of ice shipped by the Stull firm to an ice company at 
Manchester, N. Y., which had a contract for icing refrigerator 
cars of the Lehigh Valley; that the number of carloads of 
revenue ice traffic originating at Splash Dam in 1940 was 245, 
while the carloads of non-revenue ice traffic from that point 
in the same year totaled 679, and that the total number of car- 
loads of all commodities handled over the segment in 1940 was 
933. The report said the Lehigh Valley had stated it intended 
to discontinue using ice purchased from the Stull firm whether 
or not the segment was abandoned, but, it added, it was the 
intention of that firm to find other customers and thus con- 
tinue to ship the same amount of ice each year. In that event, 
said the Commission, the so-called non-revenue traffic would 
become revenue traffic which would become revenue traffic 
which would contribute materially to the support of the seg- 
ment. The report noted that the Stull firm employed about 150 


men in January and February of each year and about 15 men 
the year around. 


INTERCOASTAL SHIP LINE RIGHTS 


Although all the vessels of the applicant had been with- 
drawn from the intercoastal service, for use by the govern- 
ment, early in 1941, it was in bona fide operation on the grand- 
father date (January 1, 1940), and, since it expressed a definite 
intention to resume the intercoastal service as soon as the 
war emergency would permit, it was entitled to a certificate 
authorizing continuance of operation as a common carrier 
by self-propelled vessels in the transportation of passengers 
and general commodities between specified Atlantic ports and 
specified Pacific ports, in the intercoastal trade, the Com- 
mission, division 4, decided in a report in W-497, United States 
Lines Co. (Panama Pacific Line), New York, N. Y., Common 
Carrier Application. 

“Applicant’s predecessor, the Baltimore Mail Steamship 
Co., previous to the taking of its vessels by the navy, had 
no intention whatever of abandoning its service,” said the re- 
port. “It had taken no initiative in the sale of its vessels. The 
market was canvassed for suitable replacements, but none 
could be obtained. Finally on December 31, 1940, pursuant to 
previous negotiations, the Baltimore Mail Steamship Co. and 
its parent companies the International Mercantile Marine Co. 
and the Atlantic Transport Co. of West Virginia, jointly and 
severally, transferred all their right, title and interest in the 
trade name, Panama Pacific Line, and in the intercoastal serv- 
ice to United States Lines Co., applicant herein. At the 
time of the hearing the Baltimore Mail Steamship Co. was in 
process of liquidation. Thus the operation of the Panama 
Pacific Line was transferred within the group of International 
Mercantile Marine companies and vested exclusively in the 
applicant, which had for almost six months been operating 
as principal in the intercoastal trade, and which had in fact, 
ee participated in the actual operation of the line since 

The Commission granted authority to the applicant to 
transport passengers and general commodities between New 
York and Baltimore, on the Atlantic coast, and Los Angeles 
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Harbor and San Francisco, on the Pacific, via the Panama 
Canal. 


PACIFIC FREIGHT LINES MERGER 

Merger into Pacific Freight Lines, of Los Angeles, Calif., 
of operating rights and properties of Pacific Tank Lines, Inc., 
also of Los Angeles, and issuance by the former of not more 
than $650,000 of unsecured promissory notes to refund present 
obligations, to buy equipment, and for other corporate pur- 
poses, has been authorized by the Commission, division 4, in a 
report in MC F-1778, Pacific Freight Lines—Merger—Pacific 
Tank Lines, Inc., embracing MC F-1778, Pacific Freight Lines— 
Issuance of Notes. 

The report said the applicants were each controlled through 
ownership of 73.88 per cent of their capital stock by “seven 
members of the Duntley family.” Pacific Tank Lines, it said, 
held common carrier authority for transportation over irregular 
routes of Diesel fuel oil and petroleum products, not including 
fuel oil, between Los Angeles and points within 30 miles of a 
designated point in that city, on the one hand, and, on the 
other, points in specified Arizona counties, and petroleum prod- 
ucts between San Diego, Calif., and points within 30 miles 
thereof, on the one hand, and, on the other, San Ysidro, Tecate 
and Calexico, Calif. 

War conditions, said the report, had resulted in substantial 
increase in traffic transported by the truck lines here involved, 
making it necessary for them to add new equipment and termi- 
nal facilities. Proceeds of the note or notes, it added, would 
be used to pay obligations of Pacific Freight Lines aggre- 
gating $526,857, including $191,909 for equipment, and of Pa- 
cific Tank Lines aggregating $115,715. The refinancing pro- 
posed would result in a_ substantial reduction in the 
monthly installments presently required, said the Commission, 
adding that the merger would eliminate expense incident to 
maintenance of separate organizations and was in accord with 
the Commission’s policy of encouraging corporate simplification. 


Commission Reports 
Brick 


I. and S. No. 5023, Brick, Mason City, Ia., to La Crosse, 
Wisc. By division 3. Proposed reduction from 9.5 to 8.5 cents 
in the rate on brick and other clay products, carloads, minimum 
70,000 pounds, Mason City, to La Crosse, unduly preferential 
of producers of clay products at Mason City and unduly preju- 
dicial to producers of those products at St. Paul, Minn. Sus- 
pended schedules ordered canceled on or before April 25 and 
proceeding discontinued. 


Wooden Barrels 


No. 28706, A. F. Haarmann Vinegar & Pickle Co. vs. C. B. 
& Q. et al. By the Commission. Report written by Commis- 
sioner Patterson. Dismissed. Rates, old empty tight wooden 
barrels, shipped on and after Aug. 16, 1939, Peoria, IIll., to 
Omaha, Neb., not unreasonable or otherwise unlawful. Rates 
of 45 cents, minimum 14,000 pounds, on shipments moving prior 
to Jan. 1, 1940, and 39 cents, minimum 20,000 pounds, on ship- 
ments moving on and after that date, were charged. Repara- 
tion was sought to the basis of a 29-cent rate applying on new 
wooden ale, beer or cereal beverage barrels. 


Commodities 


I. and S. M-1385, G. S. Fraps, Jr., Commodities between 
Arkansas and Central Territory, embracing I. and S. M-1417, 
Same, Commodities between Memphis and Central Territory. 
By division 2. Proposed rates, rice and rice products, Arkansas 
producing points to Iowa destinations and Missouri and Illinois 
points, and from Memphis, Tenn., to destinations in Missouri, 
Iowa, Kentucky, Illinois, Wisconsin, Indiana, Ohio, and Michi- 
gan; canned or preserved foodstuffs to Memphis from origins in 
Iowa and certain states east of Mississippi River; and plumbers’ 
goods and bathroom and lavatory fixtures, Kokomo, Ind., and 
Louisville, Ky., to Little Rock, Ark., just and reasonable in 
certain instances but not in others. Suspended schedules to 
the extent found unlawful ordered canceled on or before April 
25 without prejudice to the filing of new ones in conformity 
with rs expressed in the report, and proceedings discon- 
tinued. 


Milk of Magnesia 


I. and S. M-1288, Milk of Magnesia Ratings in Official 
Territory. By division 2. Proposal of motor common carriers 
to establish reduced ratings as exceptions to national motor 
freight classification, east, of class F (55 per cent of first class) 
in less-than-truckloads, and fifth class (35 per cent of first 
class), minimum 20,000 pounds, on milk of magnesia from 
Glenbrook, Conn., to trunk-line territory points except those in 
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eastern New York and northeastern New Jersey within the 
scope of the Commission’s order in the recent revision of New 
England motor carrier rates, not shown to be just and reason- 
able. Schedules filed to become effective October 14, 1940, ang 
later, suspended on protest of various motor carrier associations 
and Official territory railroads until May 14, 1941, and later 
dates and subsequently voluntarily postponed indefinitely, or- 
dered canceled on or before May 1, and proceeding discontinued. 


Petroleum Products 


I. and S. M-1553, Petroleum Products—Newcastle, Wyo., 
to North Dakota Points, embracing I. and S. M-1651, Petroleum 
Products—Montana to North Dakota Points, and I. and §. 
M-1652, Petroleum and Petroleum Products—to and from Mon- 
tana, North Dakota, South Dakota and Wyoming. By division 
2. Proposal of Northern Truck Line, Inc., a motor common 
carrier, in I. and S. M-1553, to establish reduced rates based 
on 0.007 cent a gallon a mile on petroleum products, minimum 
3,000 gallons, from Newcastle, Wyo., to approximately 80 points 
in North Dakota, found just and reasonable, without prejudice 
to any findings which may be made in MC C-277, Petroleum 
and Petroleum Products Between Idaho, Montana, North Da- 
kota and Wyoming, now pending, and proceeding discontinued. 
In I. and S. M-1651, proposal of Northern Truck Line, Inc., to 
establish reduced any-quantity rates ranging from 1.8 to 33 
cents a gallon on petroleum products in bulk, in tank trucks, 
from Billings and Laurel, Mont., to various North Dakota points 
found not just and reasonable. Schedules filed to become effec- 
tive June 3, 1941, suspended until January 3 and subsequently 
postponed indefinitely by respondent ordered canceled on or 
before May 1 without prejudice to establishment of new sched- 
ules conforming to Commission’s view that the proposed rates 
if subject to minimum of 3,000 gallons would be reasonably 
compensatory. In I. and S. M-1652, proposal of E. L. Parker 
and E. R. Thomas, partners, dba Parker & Thomas, motor con- 
tract carriers, to establish any-quantity minimum rates on (1) 
petroleum products in bulk, in tank trucks, between Billings 
and 24 points in Wyoming, over regular routes, and from Bill- 
ings to 64 North Dakota points and 24 South Dakota points 
over regular and irregular routes, and (2) crude petroleum 
in bulk, in tank trucks, from points in specified Wyoming areas 
to Billings over regular and irregular routes, and a rule pro- 
viding a method for determining minimum rates to points not 
specifically named in the schedule found unjust and unreason- 
able. Schedules filed to become effective June 3, 1941. sus- 
pended on protest of certain rail carriers and Northern Truck 
Line until January 3, ordered canceled on or before May 1, 
without prejudice to filing of new schedules conforming to 
Commission’s view that the two bases of rates of respondent, 
if subject to minima of 3.500 gallons and 3,800 gallons, respec- 
tively, would be reasonably compensatory. 


Carbon Black 


No. 28651, Firestone Tire & Rubber Co. of Tennessee vs. 
A. T. & S. F. et al. By the Commission. Report written by 
Commissioner Miller. Dismissed. Rates, comnressed carbon 
black, origins in Texas and Oklahoma to Memphis, Tenn., not 
unreasonable. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 28368, Sub. 1. F. Gilbert Congdon, Portland, Me., 
common carrier application. By division 5. Certificate granted. 
General commodities, with exceptions, between specified points 
in Me., and newspapers between Portland, Me., on the one hand, 
and Rochester and North Conway, N. H., on the other. 

MC 191207, Allen Conrad Bareford, Tappahannock, Va., 
contract carrier application. By division 5. Certificate pro- 
posed. Building materials, from Washington, D. C., Baltimore, 
Md., Jersey City, N. J., and Philadelphia and Reading, Pa., to 
points in Essex county, Va., and lumber from points in Essex, 
King and Queen counties, Va., to Washington, D. C., and points 
in Md., Del. and Pa., in shipments weighing less than 10,000 
pounds each from any one consignor. 

*MC 101744, W. C. Price, Dallas, Tex., common carrier ap- 
plication. By division 5. Certificate granted. Lumber, speci- 
~~ points in Ark., La. and Okla. to Dallas and Fort Smith, 

ex. 

*MC 102016, George DeLuca and Albert Guarnieri, Jr. 
Akron, O., contract carrier application. By division 5. Per- 
mit granted. Malt beverages, Milwaukee, Wis., and Peoria 
Heights, Il., to Cleveland, Akron, Painesville, Warren, Lorain. 
Zanesville, Canton and Shelby, O., and damaged or returned 
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shipments of such commodities and empty malt beverage con- 
tainers in the reverse direction. 

*MC 2056, Sub. 1, Charles J. Hopla and Curtis W. Clayton, 
Keyport, N. J., extension—Ocean county, N. J. By division 
5, Certificate denied. General commodities, with exceptions, 
between New York, N. Y., and Hoboken and Newark, N. J., on 
the one hand, and North Plainfield, N. J., and points in speci- 
fied N. J. counties, on the other. 

*MC 2743, Sub. 5, Dixie Greyhound Lines, Inc., Memphis, 
Tenn., Memphis-Jackson, open doors. By division 5. Certifi- 
cate denied. Passengers and their baggage, and express, mail, 
and newspapers in the same vehicle with passengers, to and 
from specified intermediate points on U. S. highway 51 between 
Memphis, Tenn., and Jackson, Miss. 

MC 10655, Sub. 2, Roethlisberger Transfer Co., Shelby, O., 
extension—Frankenmuth, Mich., embracing MC 63041, Emma 
Hageman, common carrier application. Certificate granted. 
Specified commodities from and to points in O. and Mich. _ 

MC 46744, Ace Trucking Co., Inc., contract carrier applica- 
tion. By division 5. On reconsideration, permit granted au- 
thorizing operation as a contract carrier of specified commodi- 
ties between points in Ind., O., Pa., Ill., W. Va., Ky. and Mo., 
on finding applicant’s operations to be those of a contract car- 
rier, rather than a common carrier. In all other respects the 
finding in the prior report, 24 M. C. C. 822, is affirmed. The 
proceeding was reopened on petition of the applicant, which 
assailed only the Commission’s finding that it was a common, 
rather than a contract carrier. The Commission found appli- 
cant to be a contract carrier under the doctrine of N. S. Craig, 
Contract Carrier Application, 24 M. C. C. 331, and 28 M. C. C. 


9. 

MC 81010, Schwartz Bros. Truckmen, Inc., Newark, N. J., 
common carrier application. By division 5. Certificate granted. 
General commodities, with exceptions, Newark, N. J., to speci- 
fied points in N. Y.; and lumber and building materials, Newark 
to points in N. J. and Conn., and damaged or rejected ship- 
ments of such commodities in the reverse direction. 

MC 89405, W. W. Warren, Oklahoma City, Okla., common 
carrier application. By division 5. Certificate granted. Gen- 
eral commodities, except explosives, in collection and delivery 
service, in Oklahoma City. 

MC 95379, Edward C. Flemings, Burlington, Vt., common 
carrier application. By division 5. Certificate granted. Gen- 
eral commodities, with exceptions, between Burlington, Vt., 
and Boston, Mass., and household goods between Chittenden 
county, Vt., on the one hand, and points in Mass., on the other. 

*MC 348, Sub. No. 3, W. H. Brashers, Lyle, Wash. Certifi- 
cate granted. General and specified commodities in Wash., 
Ore. and Ida., irregular routes. 


*MC 13746, William F. Smith, Philadelphia, Pa., embrac- 
ing MC 28384, Same. Grandfather certificate granted in MC 
13746 as to general and specified commodities, specified points 
in Pa., N. J. and Del., regular and irregular routes. Permit 
denied in MC 28384 on finding operations in Philadelphia ex- 
empt under section 203(b) (8) of the act. 

*MC 43683, Sub. No. 5, Baker Driveaway Co., Inc., Detroit, 
Mich. Certificate denied. New automobiles by truckaway in 
initial movements from Wayne county, Mich., to specified Fla. 
points through Baltimore, Md., and in secondary movements 
from Baltimore to those points in Fla. 

*MC 36240, Sub. No. 2, Clifton M. Denman, Marysville. 
Mich. Permit granted. Copper, brass and bronze products and 
supplies for their manufacture between Port Huron, Mich., and 
St. Louis, Mo., and office supplies and equipment from St. Louis 
to Port Huron. 

MC 73675, The Gallagher Transfer & Storage Co., Denver, 
Colo. Grandfather certificate granted. Specified and general 
commodities between specified Colo., N. M., Kan., Wyo. and 
Ill. points, over regular routes, and general commodities, with 
exceptions, over irregular routes in pick-up and delivery service 
within Denver corporate limits. 

*MC 82815, Sub. No. 7, R-B Freight Lines, Inc., Aberdeen, 
8. D. Certificate granted. General commodities, with excep- 
tions, between specified points in the Dakotas, over regular 
routes, serving specified intermediate and off-route points. 

MC 88741, Green Bros., Inc., Fall River, Mass. (Second 
report on reconsideration by division 5.) Findings in prior re- 
Ports, 18 M. C. C. 94 and 26 M. C. C. 467, modified and permit 
sranted as to foodstuffs and restaurant equipment and supplies 
between Boston, Mass., and Providence, R. I., over regular 
route serving Pawtucket, R. I., as intermediate point, and as to 
commodities dealt in by retail furniture, mail order. and de- 
partment stores from Fall River to points in specified R. I. 
in over irregular routes. Dual operating authority ap- 
roved. 

*MC 89541, Sub. No. 3, Dalby, Fadell & Sanders, Fort 
Worth, Tex. On reconsideration by division 5, certificate granted 
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to Merchants Fast Motor Lines, Inc., as successor in interest, 
as to general commodities, except household goods, serving 
Roby and Rotan, Tex., as intermediate points on present route 
between Clairemont and junction U. S. Highway 277 and Texas 
Highway 15, restricted to traffic moving westbound, and Ham- 
lin, Tex., as off-route point in connection with that route. Prior 
report decided July 18, 1941. The Commission said the pro- 
ceeding was reopened on petition of Merchants Fast Motor 
Lines and the partnership for substitution of the former as 
applicant, pursuant io suggestion by division 4 in report in MC 
F-1535, Merchants Fast Motor Lines, Inc.—Purchase—Dalby 
Motor Freight Lines, Inc., et al., decided Dec. 11, 1941. 

MC 7746, Sub. No. 3, United Truck Lines, Inc., Spokane, 
Wash. Certificate granted for extension of operation between 
Tacoma, Wash., and Portland, Ore., over U. S. Highway 99, 
restricted to service consisting of movement of empty vehicles 
for use in operations otherwise authorized. 

*MC 42273, Herman L. Beasley and George Daley, St. 
Louis, Mo. Permit denied. Herman L. Beasley as successor 
in interest, under grandfather clause. Specified commodities 
between points in Mo., Ill. and Kan., over regular and irregular 
routes. Commissioner Lee noted dissent. 

MC 45188, Vincent Krenner and Elsie Krenner, Chicago, 
ill. Certificate granted for continuance of operation as to gen- 
eral commodities, with exceptions, between points in Illinois 
portion of Chicago commercial zone. Dual operations under 
certificate granted herein and under permit granted previously 
in MC 45189 approved, Commissioner Patterson dissenting with 
assertion that such dual authority would afford opportunity for 
discrimination and that applicants would operate as common 
carriers and as contract carriers of substantially the same com- 
modities in territory that was largely the same. 

*MC 51382, Sub. No. 1, H. T. Hough, Richmond, Ind. Per- 
mit granted as to (a) malt beverages from Cleveland, O., to 
Richmond, Ind., and (b) empty malt beverage containers in 
the reverse direction, over specified route. Holding of permit 
and certificate by applicant to extent herein authorized found 
consistent with public interest and national transportation 
policy. Commissioner Patterson noted dissent. 

MC 59462, Hadley Transfer & Storage Co., Salt Lake City, 
Utah. Certificate granted for continuance of operation, over 
irregular routes, as to (1) general commodities between points 
in Salt Lake City and between that city, on the one hand, and 
points in Utah within 50 miles thereof, on the other; (2) house- 
hold goods between Salt Lake City and Utah points within 50 
miles thereof, on the one hand, and points in Wyo. and in speci- 
fied part of Ida., on the other, and (3) general commodities 
from or to sites of C. C. C. camps and specified commodities 
between Salt Lake City and Utah points within 50 miles thereof, 
on the one hand, and points in specified Wyo. counties, points 
in Nev. and in specified part of Ida., on the other. 

*MC 102975, A. L. Vineze, Klamath Falls, Ore. Certificate 
denied. Petroleum products in bulk, in tank trucks, between 
Richmond, Pittsburg, and Bakersfield, Calif., and vicinity, on 
the one hand, and Kiamath Falls, Medford and Lakeview, Ore., 
and points within 15 miles of Lakeview, on the other, over irreg- 
ular routes. Existing transportation facilities held sufficient. 
Commissioner Lee, dissenting, objected to denial of application 
in its entirety. 

*MC 102996, Sub. No. 1, J. A. Griffin, Las Vegas, Nev. Cer- 
tificate granted. General commodities, with exceptions, between 
Las Vegas, on the one hand, and points in specified Nev. area, 
on the other, over irregular routes. The report said Nevada 
Consolidated Fast Freight, protestant, contended that because 
it filed an application for authority similar to that here sought, 
prior to the instant filing, its application should be passed on 
first. ‘The Commission said the priority of filing applications 
as between opposing applicants did not necessarily entitle one 
to preference in the granting of operating authority. 


OLEOMARGARINE TO KAN. AND MO. 


Oleomargarine shippers interested in No. 28600, Oleomar- 
garine, Chicago and Indianapolis to Kansas City, and MC C-230, 
Oleomargarine, Chicago, Ill., and Indianapolis, Ind., to Kansas 
and Missouri, in a brief of exceptions to the proposed report 
of Examiner R. N. Trezise in those proceedings (see Traffic 
World, March 7, p. 624), said the examiner erred in failing to 
recommend that a mandatory order be entered requiring a 
proper relation of rates as between Chicago and Indianapolis 
on a reasonable level. They said he should have recommended 
issuance of such an order so as to require the carriers to pro- 
vide Indianapolis and Chicago with maximum rates not to ex- 
ceed column 60 in less-truckloads, and column 40, minimum 
20,000 pounds, in truckloads, and so as to require the carriers 
to provide the competing origins with a properly related basis 
in those instances in which rates were, or might be, maintained 
from either one of those origins on a basis relatively lower 
than from the other. 
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Here's How Perfect SI, hipping and 
. Careful Handling Is Practiced 


on the ERIE 


Today, time is everything! America demands speed in producing and 
speed in transporting the materials needed to win this war. 


To “keep ’em rolling” without delays Perfect Shipping and Careful 
Handling must now be practiced more thoroughly than ever before. In 
this campaign the Erie Railroad is doing its part—to protect your goods in 
shipment, to bring ’em in on time. Here’s our Perfect Shipping and Care- 
ful Handling program—for April and every other month in the year... 






The Erie Station Service Department coordinates 
the efforts of station supervisors, station agents, 
special committees...carries on a comprehensive 
program of education in loss and damage pre- 
vention among employees. 


Pictures are taken of poorly-stowed freight—then 
shown to loaders in meetings. Poorly-packaged 
freight and damaged carload freight is often photo- 
graphed so we can show shippers “how not to do it.” 


Receiving clerks and pick-up and delivery dray- 
men check markings on each shipment against 
bill of lading to prevent freight from going astray. 


Nine supervisors of stations and car service 

) direct station forces in the fight against loss 
and damage. , ‘ , : 

Car inspectors, cooperating with station agents, 


Yard crews, train crews and switchmen are 
instructed in ways of safeguarding freight in 
transit. At division points there are careful 
handling committees. 


Loading, blocking, and packaging experts, full- 


see that each car which has carried an odorous 
shipment is thoroughly cleaned. Protruding 
nails and bolts—leaky roofs—doors that don’t 
close tight... anything that might expose freight 
to damage is caught and corrected. 


One of the most efficient railroad police forces 


time employees of the Erie, are always at the 


in the entire country stands constant guard 
service of shippers. 


over all freight entrusted to the Erie. 


IPPERS! SEE WHAT YOU CAN DO TO COOPERATE 


to load, block, and brace Call on the Erie Agent for help at any Solicit the cooperation of your 


ist every type of commodity time— whatever the shipping prob- consignees on all shipments. 


‘ale shipment is explained in & lem may be. The Erie has carloading Cc Frequently, they may be able to 


phlets that are available. Secure and container experts who will work offer valuable clues as to why 


pamphlet devoted to your type with you on any special bracing or certain freight reached them in 


tight, then use it as a guide. 


: container problems you may have. 


damaged condition. 
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Proposed Reports 
Tomato Juice, Etc. 


MC C-290, Tomato Juice, Pulp, and Cans, between Laurel, 
Del., and Cambridge, Md. By Examiner Frank Hand. Con- 
tract carrier minimum rates maintained by Phillips Transport 
Co., Inc., of Cambridge, Md., and William S. Records, of Laurel, 
Del., canned tomato juice and pulp, between Laurel and Cam- 
bridge, unreasonably low to the extent that they are and for 
the future will be less than 7.5 cents, minimum 16,000 pounds. 
Contract carrier minimum rate on cans between the same points 
maintained by the carriers not unreasonable or otherwise un- 
lawful. The rates became effective July 7, 1941. 


Plumbers’ Goods 


No. 28743, Rundle Manufacturing Co. vs. C. & N. W. et al. 
By Examiner Carl A. Schlager. Dismissal proposed. Rates 
charged on plumbers’ goods and fittings shipped between June 
20, 1935, and April 1, 1936, of 60, 60, 62 and 61 cents to Camden 
(Fish-House Pavonia), N. J., Philadelphia, Pa., Boston, Mass., 
and Port Newark, N. J., respectively, from Milwaukee, Wis., 
not shown unreasonable. 


Grain, Feed and Salt 


I. and S. M-1809, W. C. Barrett Feed & Poultry, to and 
from Kansas and Missouri, embracing MC C-303, Feed, Salt, 
from and to Kansas and Missouri. By Examiner Pete H. Daw- 
son. In I. and S. M-1809, proposal of W. C. Barrett Feed & 
Poultry, of Wichita, Kan., a motor contract carrier, to increase 
minimum rate on feed from Kansas City, Mo., to Wichita, to 
establish same minimum rate on grain, feed ingredients, and 
empty feed bags from Kansas City to Wichita, to establish new 
minimum rates on grain, feed, feed ingredients and empty 
feed bags from Kansas City to 119 destinations in southeastern 
Kansas, to increase minimum rate on salt from Lyons, Kan., to 
Kansas City, to apply the same minimum rate on empty feed 
bags, and to establish a new minimum rate on salt and empty 
feed bags from Hutchinson, Kan., to Kansas City, proposed 
to be found unjust and unreasonable. In MC C-303, minimum 
rates of W. C. Barrett Feed & Poultry on feed from Kansas 
City to Wichita and on salt from Lyons to Kansas City pro- 
posed to be found unjust and unreasonable. Rates for trans- 
portation of grain, feed, feed ingredients and empty feed bags 
from Kansas City, Mo., to points in Kansas, and on salt and 
empty feed bags from Lyons and Hutchinson, Kan., to Kansas 
City, Mo., not less than the respective minimum rates pub- 
lished in respondent’s schedule MF I. C. C. No. 4, subject to 
minimum of 20,000 pounds, recommended as just and reason- 
able rates for the future, with further recommendation that the 
findings proposed be without prejudice to establishment of just 
and reasonable minimum rates for less-than-truckload shipments 
and of reasonable minimum rates in connection with truck- 
load shipments for additional deliveries in transit or at destina- 
tion where consistent with respondent’s operating authority. 
In I. and S. M-1809, said the examiner, the effective date of the 
proposed rates was suspended until April 15 on protest of the 
Mid-Western Motor Freight Bureau and the Western Trunk 
Line Committee. 

Scrap Iron 


Fourth section application No. 19098, Scrap Iron to Ash- 
land, Ky., and Grouped Points. By Examiner E. L. Valentine. 
Authority proposed to be granted, on conditions, to establish 
and maintain rates on scrap iron and scrap steel, carloads, 
points in North Carolina, South Carolina, Tennessee and Vir- 
ginia to Ashland, Ky., Ironton, New Boston, Portsmouth and 
Sciotoville, O., and Huntington and Kenova, W. Va., without 
observing the long-and-short-haul part of the fourth section. 
Temporary relief was given by F. S. O. No. 14004, as amended. 


Petroleum Products 


Fourth section application No. 18777, Petroleum Products 
to Montgomery, Ala., embracing fourth section application 
No. 18847. By Examiner S. R. Diamondson. Authority pro- 
posed to be granted, on conditions, to establish and maintain 
rates, gasoline, kerosene, and fuel oil distillate, in tank-car 
loads, points in the New Orleans-Baton Rouge, La., group and 
Mobile, Ala., to Montgomery, Ala., without observing the long- 
and-short-haul part of the fourth section. Temporary relief 
was given by F. S. O. 14050 in No. 18777 and by F. S. O. 
14093 in No. 18847. 


SHIPPER-TRUCK LINE RELATIONSHIP 


In reality, the shipper involved in this proceeding was at- 
tempting, by its control of an “enormous” volume of traffic, 
to place in business a new common carrier of interstate freight 
which would transport its traffic exclusively throughout a ter- 
ritory in which there was presently no lack of motor carrier 
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service, and, accordingly, the application should be denied, 
concluded Examiner Frank Hand in a proposed report in MC 
103051, Walker Hauling Co., Waycross, Ga., Common Carrier 
Application. 

The proposed report said the applicant, a partnership, 
sought a certificate authorizing transportation of liquid petro- 
leum products from terminals of the Southeastern Pipe Line 
Co. near Bainbridge, Albany, Americus, Atlanta, Macon, Griffin 
and Rome, Ga., and Chattanooga, Tenn., to points in Georgia, 
Alabama, South Carolina, North Carolina and Tennessee, over 
irregular routes. The applicant, it said, presently was engaged 
in transporting petroleum products in tank trucks in intra- 
state commerce within Georgia for the Wofford Oil Co., an af- 
filiate of the Pure Oil Co. It added that the partnership was 
also engaged in business at Waycross as a commission agent 
for Wofford Oil Co., the company through which the Pure Oil 
Co. distributed its products in Georgia. 

“What they propose to do,” said Examiner Hand, referring 
to the partnership, “is to remain in the business of selling the 
various products of the Pure Oil Co. in wholesale quantities 
on a commission basis and at the same time to transport the 
products of this same company as a common carrier through- 
out Georgia, North Carolina and South Carolina. They will 
receive remuneration in the two forms, commissions and trans- 
portation revenues. Applicants apparently are of the opinion 
that this will be proper if provided that a separate set of ac- 
count books are kept for each type of transaction.” 

The examiner said the business relationship in question 
was not conducive to an impartial treatment of all prospective 
shippers; that there was opportunity to take unfair advantage 
of other carriers in the territory; that the only condition that 
would cure the objectionable features was a complete divorce 
of the two businesses, and that there was no way for the 
Commission to determine the effectuation of such separation, 
nor was there any reason why the Commission should be put 
in the position of policing the operation. 


C. OF GA. ABANDONMENT 


Declaring uncertain the extent to which transportation fa- 
cilities may be affected by the tire-rationing plan and that, there- 
fore, any evidence on that point was too speculative to be consid- 
ered of controlling importance “at this time,” Examiner R. 
Romero in a proposed report in Finance No. 13543, Central of 
Georgia Railway Co. Trustee et al. Abandonment, has recom- 
mended that the Commission, division 4, find that the present 
and future public convenience and necessity permit abandon- 
ment by the C. of Ga., and its trustee, of the line extending 
approximately 19.49 miles from Statesboro to Metter, in Dul- 
loch and Candler counties, Ga. Operation of the line in the last 
five years, according to the report, has been conducted at sub- 
stantial losses. 

Protesting interests testified that the line was needed for 
the handling of motor carrier traffic when trucks no longer 
operated for want of tires. It was stated that some common 
carrier truck operators already had been compelled to curtail 
operations, others had refused to transport heavy commodities, 
such as fertilizer, because of the excessive wear and tear on 
tires, and that most of them would soon cease operations alto- 
gether for want of tires. 

As a means of continuing the line, the report pointed out, 
commissioners of Bulloch and Candler counties and the city of 
Metter agreed to a 50 per cent reduction in applicants’ taxes. 
Even though the 1941 traffic level were maintained in the 
future, and the proposed tax reduction was effected, the ex- 
aminer said, operations still would be conducted at a loss. 


YELLOW CAB MOTOR PURCHASE 


In a report in MC F-1636, Yellow Cab Transit Co., Pur- 
chase, Kansas City-Illinois Express, Inc., served March 20, 
Examiner John S. Higgins, of the section of finance of the Com- 
mission’s Bureau of Motor Carriers, has recommended that 
the Commission authorize purchase by the former, of Oklahoma 
City, Okla., of certain operating rights of the latter, of Kan- 
sas City, Mo. 


ACQUISITION OF DILLONVALE 


In effect, the Lake Erie, Alliance & Wheeling Railroad 
Co. proposed to pay $200,000 for a line with an operating life 
of 10 years which might be leased for that period for $100,000, 
said Examiner Lucian Jordan in recommending, in a proposed 
report in Finance No. 13582, Dillonvale & Smithfield Rail- 
way Co. Merger, denial of the application of the Lake Erie, 
Alliance & Wheeling for acquisition of control of the Dillon- 
vale & Smithfield through purchase of its stock and merger 
of its properties, and dismissal of the application of the New 
York Central for authority to operate the Dillonvale & Smith- 
field properties under lease. 
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The examiner said the line of the Dillonvale extended 
from Dillonvale to Smithfield, approximately 4.41 miles, in 
Jefferson county, O.; that the New York Central was to fur- 
nish the money for the stock purchase and operate the merger 
properties under a perpetual lease; that practically all the 
traffic on the line had been coal from two coal mines of the 
parent company, the United States Coal Co.; that these mines 
had about 7,000,000 tons of coal to be mined; that over 750,000 
tons were moved in 1941, and that, at that rate, the mines 
would be exhausted in about 10 years. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Maryland (Centreville)—MC 103284, Royden N. Powell, 
Jr., common carrier application. Examiner B. E. Williams. 
Served March 20. Certificate proposed. Lime, points in Pa., to 
points in Md., fertilizer, Philadelphia, Pa., and Wilmington, 
Del., to points in Md., and agricultural commodities, points in 
Md., to Philadelphia, Pa., Wilmington, Del., and Norfolk, Va. 

INinois (Danville)—-MC 90760, Sub. 1, Russel D. Enos, ex- 
tension—special commodities. Examiner Samuel C. S. Shoup. 
Served March 20. Permit proposed. Wooden buttermilk con- 
tainers, Danville to Rochester, Vincennes, and Evansville, Ind., 
and whey, wheat germ, buttermilk, and cod-liver oil, between 
Danville, on the one hand, and Rochester, Vincennes, and 
Evansville, on the other. 

New York (Binghamton)—MC 52753, Sub. 1, Isaac Ber- 
man, extension—Mass. intermediate points—Boston area. Ex- 
aminer W. W. Bryan. Served March 20. Certificate proposed. 
General commodities, with exceptions, all intermediate points 
in Mass., and the off-route points of Lynn, Indian Orchard, and 
Westboro, Mass., to specified and intermediate points in N. Y., 
and from such N. Y. points to Cambridge, Mass. 

Indiana (Jasper)—-MC 2994, Sub. 5, J. A. Lottes, extension 

off-route points. Joint board 21. Served March 20. Certifi- 
cate proposed. General commodities, with exceptions, to and 
from Mount Carmel, Ill., Winslow, Holland, Otwell, Ireland, 
and Velpen, Ind., as off-route points to applicant’s presently 
authorized regular route operations. Hearing on request. 
Thirty days for exceptions. 

Ohio (Cleveland)—-MC 1502, Sub. 41, Pennsylvania Grey- 
hound Lines, Inc., extension—Harrisburg-Junction U. S. high- 
ways 15 and 22. Examiner Henry A. Cockrum. Served March 
20. Certificate recommended. Passengers and their baggage, 
and express, mail and newspapers in the same vehicle with 
passengers, between Harrisburg, Pa., and the junction of U. S. 
highways 15 and 22. 

Pennsylvania (Johnstown)—MC 103117, Nick Stratos, con- 
tract carrier application. Examiner Herbert P. Haley. Served 
March 21. Permit proposed. Fire-clay refractories, Johnstown 
to Buffalo, Lackawanna, and Depew, N. Y., Cleveland, Warren, 
and Steubenville, O., Weirton, W. Va., and Sparrows Point and 
Baltimore, Md. 

Michigan (Tawas City)—MC 103068, Detroit & Mackinac 
Railway Co., common carrier application. Joint board 76. 
Served March 21. Denial proposed. General commodities, with 
exceptions, in less carload lots, and express shipments, between 
National City, Whittmore and Prescott, Mich. 

Utah (Salt Lake City)—-MC 102793, Utah Parks Co., com- 
mon carrier application. Examiner R. J. Olentine. Served 
March 21. Certificate proposed. Passengers and their baggage 
in charter operation, points in Zion National Park, Cedar Breaks 
National Monument, and Bryce Canyon National Park, Utah, 
and Kaibab Forest Post Office, Ariz., to points in defined areas 
in Colo., N. M., Ariz., Nev., and Utah, and return. Twenty-five 
days for exceptions. 


Pennsylvania (Belleville)—MC 100512, Sub. 4, Irvin R. 
Yoder, extension. Examiner Henry A. Cockrum. Served 
March 21. Denial of permit proposed. Canned fruits and 
vegetables and cannery equipment, materials, and supplies 
between points in Brown township, Mifflin county, Pa., on the 
one hand, and Baltimore, Md., and points in the New York, 
N. Y., commercial zone, the D. C., and N. J., on the other. 

Tennessee (Nashville)—-MC 78632, Sub. 29, Hoover Motor 
Express Co., Inc., extension—alternate routes. Joint board 
105. Served March 21. Certificate proposed. General com- 
modities, with exceptions, over two specified routes in Ky. 
Hearing on request. Thirty days for exceptions. 

West Virginia (Bluefield)—-MC 70268, Sub. 1, Paris F. 
Wallace and Virginia B. Wallace, extension of operations. 
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Examiner Emil W. Kerttu. Served March 21. Certificate pro- 
posed. Household goods between points in Mercer county, W. 
Va., on the one hand, and points in Fla., Ga., Ill., Ind., Md., 
Mich., N. Y., N. C., Pa., S. C., Tenn., and W. Va., on the other. 

New Jersey (Vineland)—-MC 60183, Sub. 1, Joseph Buglio, 
extension—canned goods. Examiner A. J. Ormond. Served 
March 21. Certificate proposed. Canned and processed foods, 
Bristol, Pa., to points in the N. Y., commercial zone, and from 
points in N. J., to points in Pa., Del., Md., D. C., N. Y., Conn., 
R. I., and Mass. 

Wisconsin (Green Bay)—MC 56270, Sub. 1, Leicht Transfer 
& Storage Co., common carrier application—extension. Joint 
board 95. Served March 21. Certificate proposed. Heavy 
machinery, boilers, smoke stacks, contractor’s equipment, and 
such heavy and cumbersome commodities as require special 
handling and special equipment, between points in Wis., on the 
one hand, and points in the upper peninsula of Mich., on the 
other. 

Michigan (Detroit)—-MC 52139, Schiller Trucking Co., Inc., 
common carrier application, embracing MC 52139, Sub. 1, Same, 
extension. Examiner Curtis C. Henderson. Served March 21. 
Certificate proposed. Continuance of operation in MC 52139, 
malt beverages and fish, Detroit to Chicago, Ill., malt beverage 
containers in the reverse direction, roofing, Cleveland, O., Chi- 
cago Heights, Ill., Lowell, Ind., and points in the Chicago com- 
mercial zone, to points in a defined area in Mich., steel, Indiana 
Harbor, Ind., and points in the Chicago commercial zone to a 
defined area in Mich., and from Indiana Harbor to Buffalo, 
N. Y., Cleveland and Mansfield, O., and from Detroit to Chicago, 
and automobile wheels from Detroit to Chicago; operation in 
MC 52139, Sub. 1, steel between Warren, O., and Detroit, and 
road finishing machines, Warren to points in Mich. 

Florida (Tampa)—MC 36473, Sub. 20, Central Truck Lines, 
Inc., extension—Cecil Field-Maxville, Fla. Joint board 205. 
Served March 21. Certificate proposed. General commodities, 
with exceptions, between Cecil Field and Maxville, Fla. Hear- 
ing on request. Thirty days for exceptions. 

Wisconsin (Menasha) —MC 26519, Sub. 10, Wheeler Trans- 
portation Co., extension—Kohler, Wis. Joint board 96. Served 
March 21. Certificate proposed. General commodities, with 
exceptions, between Sheboygan and Kohler, Wis. 

Massachusetts (Springfield)—-MC 5938, Sub. 1, John J. 
Wellspeak and Edward D. Wellspeak, dba J. J. and E. D. Well- 
speak, extension—petroleum products. Examiner E. J. Murphy. 
Served March 21. Certificate proposed. Liquid petroleum prod- 
ucts, in bulk, in tank trucks, points in Conn., to points in Mass. 

Pennsylvania (Williamsport)—-MC 2866, Sub. 6, Edwards 
Motor Transit Co., Inc., extension—Buffalo-Springfield. Ex- 
aminer Henry A. Cockrum. Served March 21. Certificate rec- 
ommended. Passengers and their baggage, and express, mail 
and newspapers in the same vehicle with passengers, between 
Buffalo, N. Y., and Springville, N. Y. Hearing on request. 
Thirty days for exceptions. 


New Jersey (Salem)—MC 1769, Sub. 2, G. P. Ruhl and 
Stuart Ruhl, extension—Washington, D. C. Examiner B. E. 
Williams. Served March 21. Certificate proposed. Felt base 
and linoleum carpets, mats, and rugs, and linoleum paste, 
Salem, N. J., to points in N. C., S. C., Va., and D. C., and re- 
fused or damaged merchandise, with compensation on return. 


Pennsylvania (Philadelphia)—-MC 827, Sub. 1, William T. 
Fleming, extension—Baltimore and Wilmington. Joint board 
199. Served March 21. Permit proposed. Such merchandise 
as is dealt in by chain automobile supply stores between Phil- 
adelphia and Baltimore, Md., and such merchandise as is dealt 
in by chain retail drug stores, between Philadelphia and Wil- 
mington, Del. 

Michigan (Wilson)—-MC 103172, Walter De Graves, com- 
mon carrier. Certificate proposed. Unmanufactured forest 
products and rough lumber, upper peninsula of Mich., to Mari- 
nette, Wis. 

Oregon (Umatilla)—-MC 103146, Virgil Johnson, common 
carrier. Denial proposed. General commodities in Ore. 

lowa (Garner)—MC 103054, E. C. Buntenbach, common 
carrier. Certificate proposed. Specified commodities in Ia., 
and Minn. 

New York (Mt. Vernon)—MC 102829, John Rezza, con- 
tract carrier. Permit proposed. Flour between Mt. Vernon 
and Bridgeport, Conn. 

New York (New York)—MC 94508, Sub. 1, David M. Wor- 
rell, dba Intercity Trucking Co., common carrier. Certificate 
— Specified commodities between N. Y., and Conn. 
points. 

lowa (Blockton)—-MC 96461, E. G. Menelaus, common 
carrier. Denial proposed. Refined petroleum products, Argen- 
tine, Kan., to Ia. points. 

New Mexico (Gallup)—-MC 96453, Draydon M. Constant, 
contract carrier. Certificate proposed. Wrecked or disabled 
motor vehicles and trailers between N. M., and Ariz. points. 
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Massachusetts (Chelsea)—-MC 55218, Sub. 2, Boston-New 
York Transportation Co., Inc., extension. Denial of certificate 
proposed. General commodities, with exceptions, between 
Chelsea and Philadelphia, Pa. 

Wisconsin (Pigeon Falls)—-MC 36529, Sub. 1, Curtis A. 
Kaas, extension. Certificate proposed. Specified commodities 
in Wis. 

Florida (Tampa)—MC 36473, Sub. 23, Central Truck Lines, 
Inc., extension. Certificate proposed. General commodities, 
with exceptions, between Watertown and Starke, Fla. 

Wisconsin (Milwaukee) —MC 10239, Manhardt Storage 
Co., contract carrier. Permit proposed. Merchandise, etc., 
between Barrington, Ill., and Wis. points. Dual operations 
authorized. 

Massachusetts (Framingham)—-MC 103277, Framingham 
Motor Transportation Co., Inc., common carrier. Denial pro- 
posed. General and specified commodities in Conn., Me., Mass., 
N. H., and R. I. 

INinois (Chicago)—-MC 103161, Dominic Abbott, contract 
carrier. Permit proposed. Clothing material, Chicago to La 
Porte, Ind., and women’s coats and clothing material containers 
in reverse direction on return. 

New Mexico (Hot Springs)—MC 103157, Harry Kenneth 
Dorris, common carrier. Certificate proposed. General com- 
modities, with exceptions, between Hot Springs and El Paso, 
Tex., and ore in bulk, Hot Springs to El Paso. 

Texas (Amarillo)—-MC 102856, Wess Clark, common car- 
rier. Certificate proposed. Passengers and their baggage, etc., 
between Raton, N. M., and junction U. S. highways 64 and 85. 

South Dakota (Spearfish)—-MC 102797, George Alfred Hol- 
ben, common carrier. Certificate proposed. Specified com- 
modities points in Wyo., and S. D. 

New York (Earlville)—MC 102403, Howard Nower and 
Clifford Nower, contract carrier. Denial proposed. Coal and 
dairy feed in Pa., and N. Y. 

Indiana (Indiana Harbor)—-MC 79695, Sub. 3, Steel Trans- 
portation Co., Inc., extension. Certificate proposed. Scrap 
metal, points in Ill., Ind., and Mich., to points in Il. 

North Carolina (Charlotte)—-MC 73943, Sub. 10, Horton 
Motor Lines, Inc., extension. Certificate proposed. Dangerous 
explosives to and from points applicant is authorized to serve 
in connection with regular-route operations in Ga., S. C., N. C., 
Va., Md., Pa., Del., N. Y., N. J., and D. C. 

New York (New York)—MC 73905, Hermans Storage 
Warehouse Co., Inc., common carrier. Certificate proposed. 
Crated furniture between points in New York, N. Y., and house- 
hold goods and uncrated furniture between New York, N. Y., 
on the one hand, and points in Conn., N. J., Mass., and Pa., 
on the other. 

New York (Binghamton)—MC 45528, Sub. 1, Leo J. Payne, 
extension. Certificate proposed. New furniture, Binghamton 
to points in N. Y., N. J., Pa., Del., Md., Va., Mass., Conn., R. I., 
and D. C. 

Kentucky (Louisville)—-MC 40768, Sub. 2, Meeks Motor 
Freight, extension. Certificate proposed. General commodities, 
with exceptions, from and to points within 5 miles of Louisville 
and 4 miles of Lexington, Ky., and Evansville, Ind., and points 
in Cincinnati, O., commercial zone, as intermediate and off- 
route points. 

Oregon (Portland)—-MC 37035, Sub. 1, Baggage and Omni- 
bus Transfer Co., extension. Certificate proposed. General 
commodities between points in Ore. 

Florida (Tampa)—MC 36473, Sub. 22, Central Truck Lines, 
Inec., extension. Certificate proposed. General commodities, 
with exceptions, between Weekiwachee Springs and Homosassa 
Springs, Fla. 

Florida (Tampa)—-MC 36473, Sub. 21, Central Truck Lines, 
Inc., extension. Certificate proposed. General commodities, 
with exceptions, between Middleburg and the junction of Florida 
highways 13 and 68, near Starke, Fla. 

Michigan (Grand Rapids)—-MC 35628, Sub. 13, Interstate 
Motor Freight System, extension. Certificate proposed. Gen- 
eral commodities, with exceptions, in Pa. 

Michigan (Pontiac)—-MC 3107, Sub. 4, White Owl Express, 
Inc., extension. Certificate proposed. General commodities, 
with exceptions, between Detroit, Mich., and points in Mich., 
serving the Chrysler Corporation tank arsenal. 

North Carolina (Laurinburg)—-MC 1619, Sub. 1, Frank 
Wilson Carmichael, extension. Certificate proposed. Specified 
commodities in N. J., N. C., and Pa. 

New Jersey (Rahway)—MC 102425, William Brinkman, Jr.. 
contract carrier. Operations termed common carriage. Denial 


of certificate proposed. Coal between or from and to specified 
points in Pa. and N. J. 
New Jersey (Clifton)—MC 84675, Sub. No. 3, Atlantic 


Coast Lines, Inc., common carrier extension. Certificate pro- 
posed. Passengers, baggage, express, newspapers and mail be- 
tween junction N. J. Highways 25 and 35, near Woodbridge, 


TRAFFIC WORLD 


and junction new alignment N. J. Highway 4 and U. S. High- 
way 9, near Freehold, over regular roufe, serving all interme- 
diate points. 

Pennsylvania (Philadelphia)—-MC 63418, Charles H. Don- 
oho, common carrier. On further hearing, certificate proposed 
for continuance of operation as to household goods between 
Philadelphia, on the one hand, and, on the other, points in 
N. Y., N. J., Pa., Del., and Md., over irregular routes. 

Wisconsin (Oconto)—-MC 61465, Sub. No. 2, Telmer A. 
Gravdale, Roscoe, Ill., contract carrier extension. Denial pro- 
posed. Pickles and sauerkraut between Oconto, Wis., and points 
in Mich., over irregular routes. 

New York (Elmira)—-MC 43318, Sub. No. 1, Wayne C. 
Stevens, common carrier extension. Certificate proposed. 
Household goods between Elmira and points within 25 miles 
thereof, on the one hand, and, on the other, points in W. Va., 
over irregular routes. 

Iinois (Mattoon)—-MC 42329, Sub. No. 8, Hayes Freight 
Lines, Inc., common carrier extension. Certificate proposed. 
General commodities, with exceptions, (1) to and from Klon- 
dyke, Ind., as intermediate point on applicant’s present regular 
route operations; (2) between specified points in Ill. and Ind., 
over 14 specified routes; (3) between Dayton and Wright Field, 
O., over Ohio Highway 4, with no service at intermediate 
points, and (5) between Loogootee, Ind., and naval ammuni- 
tion depot near Burns City, Ind., over specified route. 

Idaho (Coeur d’Alene)—-MC 16639, Sub. No. 2, L. M. Stod- 
dard, common carrier extension. Certificate proposed. House- 
hold goods between specified counties in Ida., on the one hand, 
and, on the other, points in Wash. and in specified parts of Ore. 
and Mont. 

Ohio (Greenville)—-MC 14295, Sub. No. 2, D. G. & U. Truck 
Lines, Inc., common carrier extension. Certificate proposed. 
General commodities, with exceptions, between specified points 
in O., over specified routes, serving all points within 5 miles of 
Dayton as intermediate or off-route points. 

Oregon (Portland)—-MC 1592, Sub. No. 10, Pacific Truck 
Express, common carrier extension. Certificate proposed. 
General commodities, with exceptions, (1) between Forest Grove 
and Tillamook, Ore., and (2) between Otis Junction and Clover- 
dale, Ore., over specified routes, serving no points on those 
routes except as otherwise authorized in MC 1592. 

New York (New York)—MC 102950, Martin O’Hara, Jr., 
common carrier. Denial of certificate proposed. Specified 
commodities, between New York, N. Y., on the one hand, and 
points in Del., Md., Mass., N. J., N. Y., Pa., and D. C., on the 
other. 


Washington (Seattle)—MC 100471, Sub. 5, Dependable 
Tank Transport, Inc., extension—Portland. Denial of certificate 
proposed. Petroleum and products, in bulk, Attalia and Van- 
couver, Wash., and Portland, Ore., to points in Wash. 


Minnesota (St. Paul) —-MC 76266, Sub. 21, Merchants Mo- 
tor Freight, Inc., extension. Certificate proposed. General 
commodities, with exceptions, between Ottawa and Joliet, Ill. 


Washington (Seattle)—-MC 70863, Sub. 4, R. H. Hamilton, 
extension. Certificate proposed. Machinery, contractor’s equip- 
ment, and structural steel, between points in Wash. 


Massachusetts (Boston)—MC 53884, Sub. 1, Emily Johnson, 
extension. Denial of certificate proposed. Household goods 
between Boston, Mass., on the one hand, and points in Del., on 
the other. 

Pennsylvania (New Bethlehem)—MC 52552, Sub. 2, Darl 
P. Womeldorf, extension. Permit proposed. Merchandise as 
is dealt in by five-cent-to-one-dollar-stores, McKeesport and 
Pittsburgh, Pa., to points in Conn., and from those Conn. points 
and New Haven, Conn., to points in Pa. 

New York (New York)—MC 42623, Clerkins Transfer, Inc., 
common carrier. €ertificate proposed on further hearing. Con- 
tinuance of operation, building and construction equipment and 
materials, when being transported to or from construction 
sites, in N. Y., N. J., Conn., and Mass. 

Indiana (Indianapolis)—-MC 40302, Sub. 1, Federal Ex- 
press, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, in Ind., Mich., and O. 

Missouri (Kansas City)—-MC 35334, Sub. 16, Cooper-Jar- 
rett, Inc., extension. Certificate proposed. Dairy products, 
etc., from and to Pittston and Hazleton, Pa., as intermediate 
points for delivery only in connection with present operations 
from Kansas City, Mo., to Boston, Mass. 

New York (New York)—MC 33335, Sub. 1, Thomas Bros. 
Fireproof Warehouses, Inc., extension. Denial of certificate 
proposed. Household goods between New York, N. Y., on the 
one hand, and points in Mass., R. I., Md., and D. C., on the other. 

INinois (Chicago)—-MC 22311, Sub. 2, Freer Motor Trans- 
fer Co., extension. Certificate proposed. Scrap metals between 
points in Ind., and III. 

Wisconsin (Waumandee)—MC 7360, Sub. 2, Arthur C. 
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Scheidegger, extension. Certificate proposed. General com- 
modities, with exceptions, between points in Wis. 
Massachusetts (Lawrence)—-MC 7111, Sub. 1, James Mar- 
gosian, extension. Denial of certificate proposed. Household 
furniture, etc., between points in Mass., on the one hand, and 
points in Conn., Me., N. J., N. Y., R. 1., and Vt., on the other. 
Louisiana (West Monroe)—MC 704, Sub. 1, Jesse O. Wil- 
lett, extension. Certificate proposed on further hearing. Ma- 
chinery, etc., incidental to or used in the construction, develop- 
ment, operation, and maintenance of facilities for the discovery, 
development, and production of natural gas and petroleum be- 
tween all points in Miss., and Ala., and between such points, 
on the one hand, and all points in Ark., and La., on the other. 


PAPER SHORTAGE AND TARIFFS 


Because of the prospective shortage of paper in the near 
future for use in tariff publication due to war conditions and 
extraordinary government demands, the Commission, by Com- 
missioner Aitchison, has granted carriers and their agents spe- 
cial permission authority temporarily to waive tariff publishing 
rules in the publication of tariffs and supplements, the effect of 
which will be to cut approximately 50 per cent the volume of 
matter used. The waiver is for the duration of the war and six 
months thereafter. 

Such action was taken on an application for special per- 
mission, No. A-7622, as amended, filed by B. T. Jones, agent, 
for and on behalf of all carriers and their agents, asking relief 
from the provisions of the Commission’s tariff rules, “on account 
of definite indications that there will be in the not distant future 
an inadequate supply of paper for use in tariff publication, due 
to discontinued importation of large quantities of woodpul 
formerly received from the Scandinavian countries and also 
due to inadequate domestic production, as well as the extraor- 
dinary demands by and for account of the U. S. Government for 
a wide range of paper products in connection with the national 
defense program.” 

The Commission said it appeared that the public interest 
would not be adversely affected by a temporary waiver of Rule 
9 (e) of tariff circular No. 20, Rule 6 (d) of tariff circular No. 
MF 3, and Rule 5 (g) of tariff circular No. 22. It therefore 
ordered the waiver of the rules to the extent of permitting the 
number of supplements and the volume of supplemental matter 
to be reduced as specified in the special permission. The spe- 
cial permission authority is given in Nos. 7920 and M-30049 
which cancel Nos. 6684 and 164928. 


™ Ld e 
Saving Tariff Expense 

With a view to saving expense and avoiding confusion, 
C. F. Jackson, publishing agent of the American Trucking 
Association, Inc., master tariff No. 2, has asked the Commission 
to modify the terms of a special permission dated March 6 
which authorized motor carriers to make increases in rates 
similar to those authorized by the Commission for railroads in 
Ex Parte 148. The purpose of the modification requested is to 
permit all motor common carriers, and motor common carriers 
which publish rates jointly with carriers by water, to increase 
their rates (both class and commodity) by subjecting them 
to a master tariff without regard to whether such rates have 
been brought forward in supplements or reissues subsequent to 
the connecting link supplement making reference to such mas- 
ter tariff. 

In support of his application, Mr. Jackson pointed out 
situations that would cause confusion, or expense, or both. 
He said there were many motor tariffs containing both class 
and commodity rates and supplements to such tariffs would 
contain both types of rates. It would be most confusing, he 
said, to the users of these tariffs to have to apply the master 
tariff to certain rates in certain supplements and not to others. 
This difficulty, he added, would be further complicated by the 
fact that a different percentage increase would be applied on 
certain commodities in truckload, or other stated quantities, than 
would be applied to other rates, often on the same commodity; 
perhaps even published in the same item or tariff. 

_ _ Noting that the decision of the Commission in Ex Parte 148 
indicated that the increases allowed railroads would expire 6 
months after the termination of the present war, Mr. Jackson 
said that at that time it would be necessary for all carriers 
subject to the order to remove the Ex Parte 148 increases. If 
all commodity rates brought forward after the issuance of 
connecting link supplements were specifically increased, it 
would be necessary, he said, at that time to republish all such 
rates so as to reinstate them to their former level, or worse, 
to issue still another master tariff of reductions. Either course, 
said he, would be extremely burdensome and expensive. In 
many instances, he said, it would necessitate a complete reissue 
of some carriers’ tariffs. In fact, he said, one instance was 
now known in which it would probably be necessary for a car- 
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rier to reissue his tariffs twice, as they were now in process 
of reissue, but would not be filed until that carrier’s connetting 
link supplement had been filed, and would therefore specifically 
increase all rates. When the time comes to reduce these rates, 
says Mr. Jackson, it will undoubtedly be necessary for this 
carrier again to reissue his tariffs. 

All of the difficulties suggested, said Mr. Jackson, could 
be avoided and motor carriers could be enabled to meet exactly 
all changes in rates instituted by their rail competitors, simul- 
taneously and with a minimum of labor and expense, if they 
were permitted to continue to make reference to a master tariff 
for all increased rates and charges for the duration of the 
increase authorized in Ex Parte 148. In addition to the difficul- 
ties anticipated by the motor carrier industry, he added, the 
shortage of paper and of labor brought about by the war alone 
commended favorable consideration of this application. 





Rails Propose Cuts in Oil Rates 


Asserting that history is repeating itself in that the rail 
roads are proposing to reduce petroleum products rates which 
the Commission authorized them recently to increase, United 
Transporters of Petroleum Products, Inc., composed of motor 
carriers of oils and greases, have asked the Commission to 
suspend nine tariffs, effective April 1, proposing cuts in rates 
from midcontinent groups to Nebraska destinations. Their 
request also covers rates from Council Bluffs, Ia., to destina- 
tions in Nebraska. 

As to history again repeating itself, the motor carriers said 
they found that by the filing of these proposed rates the rail- 
roads “are again beginning to whittle away the additions which 
the Commission has allowed them and which they themselves 
less than two months ago, so earhestly and vigorously insisted 
that they needed.” 

The motor carriers treated the rail proposals as another 
effort to take business from them. They said the proposed 
rates were below existing rates and far below the rates of 
motor carriers in that territory. They declared that by the 
proposed rates the railroads apparently sought “unlawfully” to 
obtain for themselves traffic now moving by other modes of 
transportation, on a substantial parity of rates as between rails 
and motors. In 1941, according to a chart filed by the motor 
carriers, they carried 59.68 per cent of the petroleum traffic 
in the affected territory. 

Noting that there was a close connection between market 
prices of petroleum and transportation rates, the motor car- 
riers said that if they did not make similar reductions they 
could not stay in business. Under the proposed rates the motor 
carriers said the truck-mile earnings would be but 9.295 cents, 
that fact raising the question whether motor carriers could 
continue long in business on such earnings. They treated the 
matter as a rate war the opening gun of which was fired long 
ago. The motor carriers said the proposed rates would be but 
84.7 per cent of the June 11, 1941, rates. It was to those rates 
the Commission authorized increases in Ex Parte No. 148. 


CAROLINA FREIGHT CASE SEQUEL 


Saying that its order appeared to be in conflict with the 
opinion of the Supreme Court in the Carolina Freight Car- 
riers Corporation case (see Traffic World, March 21), the 
Commission has vacated its order of July 8, 1941, which by 
amended orders was made effective April 30, 1942, in MC 62012, 
Walter William McCann, Common Carrier Application, and 
MC 62012, Sub. 1, Same, Extension of Operations—Wyoming 
and Colorado, reopened the application and remanded it to 
division 5 “for such other and further proceedings, hearings 
and action as it may deem necessary.” 


PETITIONS FOR REHEARING, ETC. 


Ex Parte MC 20, trunk line territory motor carrier rates. Middle 
Atlantic States Motor Carrier Conference, Inc., asks for increases of 
minimum rates and charges sought by modification petitions hereto- 
fore filed but not acted on. 

Ex Parte MC 21, central territory motor carrier rates. In an 
eleventh petition, Motor Carriers Tariff Bureau, Ine., asks further 
modification of orders. 

MC C-270, Mid-Western Motor Freight Tariff Bureau, Inc., vs. Boyd 
Truck Lines, Inc., et al. Middlewest Motor Freight Bureau, successor 
in interest to Mid-Western Motor Freight Tariff Bureau, Inc., com- 
plainant, asks dismissal of complaint without prejudice. 

Finance No. 10028, Chicago, Rock Island & Pacific reorganization. 
Chase National Eank of the city of New York, as trustee for con- 
vertible bonds under Chicago, Rock Island & Pacific indenture dated 
May 1, 1930, asks reconsideration of decision in report and order on 
allowances dated February 11. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
Lines, defendants, ask relief under finding 27 to permit publication of 
rates of 51 cents from St. Louis, Mo., 92 cents from Frankford (Phila- 
delphia), Pa., 94 cents from Parlin, N. J., and 60 cents a 100 pounds 
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from Terre Haute, Ind., on dibutyl phthalate, in tank cars, subject 
to Rule 35 of the western classification but not less than 30,000 pounds 


to Pryor, Okla. (includes Oklahoma Ordnance Works). 

MC F-1725, Signal Trucking Service, Ltd., merger, Signal Harbor 
Service, Inc., Signal Trucking Service, Ltd., and Signal Harbor Serv- 
ice, Inc., ask Commission to reconsider its report and order made 
December 20, 1938. 


Ex Parte MC 22, motor carrier rates in New England. New Eng- 
land Motor Rate Bureau, Inc., asks further modification of order of 
August 3, 1938, as amended. 

MC C-1&2, Mid-Western Motor Freight Tariff Bureau, Inc., vs. Bar- 
bour Transportation Co., Inc., et al. Middlewest Motor Freight Bu- 
reau, successor-in-interest to Mid-Western Motor Freight Tariff Bureau, 
Inc., complainant, asks that complaint be dismissed without prejudice. 

MC C-181, Mid-Western Motor Freight Tariff Bureau, Inc., vs. 
W. A. Burch, dba Burch Truck Line et al. Middlewest Motor Freight 
Bureau, successor-in-interest to Mid-Western Motor Freight Tariff 
Bureau, Inc., Western Trunk Line Motor Common Carriers Bureau 
and Northwest Tariff Bureau, Inc., asks that complaint be dismissed 
without prejudice. 


Rates on Heavy Oils 


Hearing before Examiner Disque at Chicago in No. 28760, 
Midland Cooperative Wholesale vs. A. and S. et al., and related 
cases, was adjourned March 21, and further hearing was set for 
May 12 at Kansas City, Mo., to allow the complainants to con- 
clude presentation of testimony and the defendants to reply 
(see Traffic World, March 21, p. 765). 

M. H. Champion, traffic manager, Anderson-Prichard Oil 
Corporation, Oklahoma City, Okla., chief witness for the com- 
plainants, relinquished the witness stand after presenting part 
of his testimony to the effect that railroad rates on shipments 
of heavy oils moving from the so-called Mid-Continent field to 
Minnesota, Illinois, the Dakotas, Wisconsin, and Iowa were 
unreasonably high, in order to permit mid-western purchasing 
groups to testify March 20 and 21. Spokesmen for those groups 
said that rail transportation rates on heavy low-grade oils were 
higher than on the highest grade refined oils and gasoline. They 
testified in support of rates on heavy oils maintained at 80 per 
cent of present light oil rates. 


Mr. Champion’s testimony differed from that of the pur- 
chasing groups in that, where the purchasers asked that rates 
on heavy oils be maintained at 80 per cent of light oils rates 
found reasonable by the Commission in No. 28106, decided in 
March, 1941, he supported the so-called Splawn scale, proposed 
by Commissioner Splawn in a dissenting opinion in that case. 
He sought to show that rates proposed by Commissioner Splawn 
were reasonable maximum rates, though less than 80 per cent 
of present refined oil rates. On carload shipments moving from 
Tulsa, Okla., to Sioux Falls, S. D., for example, the present 
refined oil rate was 34 cents and the heavy oil rate 35 cents, 
which compared with the Splawn proposed rates of 29 cents on 
refined oil and 23 cents on heavy oil, he said. He intended to 
testify further concerning cost studies at the further hearing, 
he said. 


H. C. Barron, general counsel, Santa Fe System, chief 
attorney of the defendants, cross examined Mr. Champion in 
an attempt to show that the plaintiffs were in effect attacking 
the Commission’s decision in No. 28106 by requesting rates 
based differentially at 80 per cent of proposed new reasonable 
rates on refined oil. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 13650, Bangor & Aroostook Railroad 
Co. bonds, granting authority to procure the authentication and delivery 
of not exceeding $8,000,000 of consolidated refunding mortgage 4 per 
cent gold bonds to be held in applicant’s treasury. Approved. 

Report and order in F. D. No. 13658, Southern Pacific Co. equip- 
ment trust certificates, granting authority to assume obligation and 
liability in respect of not exceeding $5,660,000 of Southern Pacific Co. 
equipment trust certificates, series T, to be issued by the Pennsylvania 
Company for Insurances on Lives & Granting Annuities, as trustee, 
and sold at 100.008 per cent of par and accrued dividends in connection 
with the procurement of certain equipment. Approved. 

Report and certificate in F. D. No. 13561, Burlington-Rock Island 
Railroad Co. abandonment, permitting abandonment by the Burlingizon- 
Rock Island Railroad Co. of a portion of a branch line of railroad in 
Limestone and Hill counties, Tex. Approved. 

Report, certificate and order in F. D. No. 13548, Almanor Railroad 
Co. acquisition and stock, and F. D. No. 13547, Almanor Railroad Co. 
stock, (1) authorizing acquisition and operation by the Almanor Rail- 
road Co. of a line of railroad formerly owned by the Red River Lum- 
ber Co. in Plumas, Calif., on the condition that within 30 days 
from its date the Almanor Railroad Co. shall tender to the Western 
Pacific Railroad Co. a 10-year option to acquire control of said Almanor 
Railroad Co. on fair and reasonable terms subject to approval of this 
commission. (2) Granting authority to issue at par not exceeding 
$120,000 of capital stock, consisting of 1,200 shares of the par value of 
$100 each, in connection with the acquisition of the line of railroad 
mentioned, and for other corporate purposes. Approved. 

Order in F. D. No. 11428, Virginian Railway Co. construction, 
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further extending the time for completing construction to June 30, 
1944. Approved. 

Order in F. D. No. 12298, Virginian Railway Co. construction 
further extending the time for completing construction to April 15, 
1944. Approved, 

Report and certificate in F. D. No. 13631, Western Allegheny Rail 
road Co. abandonment, permitting abandonment by the Western Alle- 
gheny Railroad Co. of part of its main line of railroad in Butler and 
Lawrence counties, Pa. Approved. 


TRUNK LINE MOTOR CARRIER RATES 


Contending that a minimum rate order is “neither neces- 
sary nor desirable” in the so-called New York short haul area, 
the Middle Atlantic Shippers Motor Carrier Committee has 
asked the Commission to deny the petition of the Middle Atlan- 
tic States Motor Carrier Conference, Inc., et al., in Ex Parte 
MC 20, Trunk Line Territory Motor Carrier Rates (see Traffic 
World, March 7, p. 631). The committee asked that the peti- 
tion be set for public hearings in New York City. 

“Rates in this short haul area,” said the committee, “have 
evolved principally as the result of cooperation between carriers 
and shippers. Now they are based on the needs of industry for 
efficient and economical distribution of its products and the 
need of the numerous motor carriers for adequate revenue... . 
It is common knowledge that many of the largest motor carriers 
in this short haul area instituted operations with an investment 
of possibly $1,000 or $2,000. ... 

“To substitute for the numerous commodity rates, includ- 
ing those so established, a mere handful of commodity rates, 
selected by a small group representing a minority of the motor 
carriers, would obviously not only disrupt the free flow of com- 
merce between two of the most important industrial states of 
this nation, but would also injure and even ruin a vast number 
of motor common carriers now specializing on fulfilling the 
needs of the shipping public in this area.” 


BOSTON TOW BOAT CO. RIGHTS 


Saying that the findings of Examiner George Esch in his 
proposed report in W-412, Boston Tow Boat Co. Application 
for Exemption, etc. (see Traffic World, March 21, p. 755), in 
connection with the towage of empty barges involved “a very 
serious phase of tug and barge transportation,” the Atlantic 
Coastwise and Inland Water Carriers’ Association, Inc., has 
asked the Commission for leave to intervene in that proceeding. 

The association’s petition noted that the examiner held 
that towage of empty barges should be exempt transportation 
and that the Commission’s order in Ex Parte 147 should be 
amended to include such exemption. It added that the return of 
empty barges for a shipper might well have an important bear- 
ing on the rate charged for transportation of the goods originally 
laden thereon, and that the problems here presented were “of 
utmost importance” to the water industry as a whole. It said 
the examiner’s report contained several erroneous findings and 
conclusions to which the association desired to file a brief of 
exceptions. 


COMMERCIAL BARGE LINES RIGHTS 


Opposing that part of the application which seeks author- 
ity under the “interim” clause of section 309(a) to continue 
operation as a common carrier of general commodities, includ- 
ing automobiles and related articles, between Cincinnati, O., 
Louisville, Ky., and Evansville, Ind., on the one hand, and 
Tennessee River ports, Chattanooga and west, on the other, the 
Arrow Transportation Co. and the Tennessee Valley Sand and 
Gravel Co. have filed a brief in W-751, Commercial Barge Lines, 
Inc., Common Carrier Application (see Traffic World, March 
21). 

The protestants state that they are common carriers of 
general commodities in both bargeload and less-than-bargeloads 
between points on the Tennessee River and between such points, 
on the one hand, and points on the Mississippi River from 
Cairo, Ill., to St. Louis, Mo., inclusive, and points on the Ohio 
River from Cairo, Ill., to Louisville, Ky., inclusive, on the 
other. These protestants contended that the application for the 
authority here involved should be denied because, they said, 
the applicant had failed to serve notice of its application on 
“10 out of 12 known water line competitors seeking operating 
rights on the Tennessee or Tennessee and Ohio rivers, and be- 
cause applicant’s evidence related entirely to joint motor-water, 
water-motor, and motor-water-motor rates and service and had 
nothing to do with port-to-port all-water service.” They averred, 
further, that applicant’s evidence was “completely silent on the 
adequacy—even the existence—of the water carrier service of 
its competitors.” 

“As this is the first important case of inland waterway pub- 
lic convenience and necessity under part III of the act,” said 
the brief, “the principles here set down will be of great im- 
portance.” 

The brief asked for issuance of a proposed report. 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Oklahoma.) The owner of an article 
intended for use in business at destination cannot recover 
special damages for carrier’s unreasonable delay in transporta- 
tion unless he alleges and proves that carrier, when transporta- 
tion contract was made, was informed of special use to which 
article was to be put. 

Proof that carrier had knowledge of general use to which 
article intended for use in business was to be put will not 
ordinarily be sufficient to charge carrier with liability for loss 
of its use or of profits lost on account of unreasonable delays 
in transportation of article. 

The special circumstances requiring care or expedition in 
transporting article by carrier must have been brought to car- 
rier’s attention in such way that its acceptance of article, under 
circumstances, could fairly be said to amount to assumption of 
risks naturally and proximately flowing from its default. 

Carrier’s knowledge of nature of business in which shipper 
is engaged and of other circumstances attending shipment may 
be sufficient to give carrier notice that delay in transportation 
will result in special damages to shipper if circumstances are 
such as would necessarily make this apparent to any person of 
ordinary intelligence. 

A railroad’s knowledge that consignee of carload of springs 
was engaged in manufacturing furniture was not “constructive 
notice” to railroad that delay of seven days beyond usual period 
of transportation would cause special damages to consignee, in 
absence of actual notice that prompt delivery was necessary to 
keep consignee’s plant running. (Alton R. Co. vs. Oklahoma 
Furniture Manufacturing Co., 122 Pac. Rep. 2d 152). 


ELKINS ACT PROSECUTIONS 


It was erroneously reported in the Traffic World of March 14, 
p. 706, under the heading “Elkins Act Prosecutions,” that the 
High Point, Thomasville & Denton Railroad Co. was fined a 
total of $6,500 March 5 by the federal court at Rockingham, 
N. C., on pleas of guilty to information charging the granting, 
soliciting and receiving of concessions in violation of section 1 
of the Elkins act, and falsification of its records in violation of 
section 20 (7) (b) of the interstate commerce act. The railroad 
was fined a total of $3,500 on a plea of guilty to an informa- 
tion of 4 counts, 3 of which charged the granting of concessions 
in violation of section 1 of the Elkins act, and one of which 
charged falsification of the carrier’s records in violation of 
section 20 (7) (b) of the interstate commerce act. The Thomas- 
ville Chair Co. was fined a total of $3,000 on a plea of guilty 
to a 3-count information charging the soliciting and receiving 
of concessions in violation of section 1 of the Elkins act. 


MOTOR CARRIER ACT EVASION 


Secretary Bartel has been advised that, in the federal court 
for the western New York district, at Buffalo, a permanent 
injunction has been entered against Tracy Clark, of Moscher- 
ville, Pa., enjoining and restraining him from transporting 
property in interstate commerce as a motor carrier until he 
has obtained common or contract carrier authority from the 
Commission, until he has filed a tariff or schedule of rates with 
the Commission, and until he has complied with the Commission 
regulations relative to furnishing adequate security for protec- 
tion of the public and to keeping and requiring his drivers to 
keep drivers’ logs. 

In the same court, Secretary Bartel learned, Albert 
Hughes, dba Hughes Coal Co., of Elmira, N. Y., a shipper, 
named as co-defendant in the action instituted against Tracy 
Clark, was permanently enjoined from employing Clark to 
transport property in interstate commerce until Clark had com- 
plied with provisions of the act and the Commission’s regula- 
ions. 

_ The report to the Commission said the basis of the injunc- 
tion proceeding was that between January 1 and March 31, 
1941, Tracy Clark transported coal for compensation for Al- 
bert Hughes from Forksville, Pa., to Elmira, and that for the 
purpose of making it appear that Clark was transporting his 
own property Hughes supplied him with funds prior to the 
transportation, with which Clark purchased the coal in his own 
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name. On delivery of the coal to Hughes at Elmira, Clark 
collected from him $2 a ton as a transportation charge, ac- 
cording to the evidence presented by attorneys for the Com- 
mission’s Bureau of Motor Carriers. 


C. AND N. W. INTEREST PAYMENT 


Charles M. Thomson, trustee, Chicago and North Western, 
received permission in the federal district court at Chicago, 
March 24, to pay $8,034,923 to creditors, representing fixed and 
contingent interest earned in 1941 on new bonds to be allotted 
under the reorganization plan proposed by the Commission. 
The payment will be made subject to the condition that, if the 
reorganization plan is changed, the payment shall be read- 
justed in conformity with such a change. The court in June, 
1941, authorized the trustee to pay to the creditors $9,011,315, 
representing fixed and contingent charges earned in 1939 and 
1940 under the pending plan. The plan provides that the effec- 
tive i of the issuance of new securities shall be January 

The court also authorized the trustee to pay three install- 
ments of principal on a debt of approximately $4,500,000 owed 
to a group of banks holding 15-year collateral security notes. 
The three installments amount to approximately $659,000. 
Authorization to pay the sum was granted despite objections of 
Helen Munsert, counsel for the debtor, who contended that the 
payment of the principal might hamper the Commission in 
promulgating a new plan, if the Supreme Court decided that 
the present plan was unlawful. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


New Jersey district. Frederick H. Duttweiler, of Jeffer- 
sonville, N. Y., dba Jefferson Transfer, a motor common car- 
rier, was fined a total of $4,900 on his plea of guilty to a crim- 
inal information charging him with offering, granting and giv- 
ing rate concessions, failing to issue a receipt or bill of lading, 
and failing to issue a freight or expense bill. The court re- 
quired payment of $50 of the fine, suspended payment of the 
balance and placed the defendant on probation for a year. 
Henry Soodsma & Co., a New Jersey corporation conducting 
a wholesale grocery business, was fined a total of $4,750 after 
entering a plea of guilty to a criminal information charging it 
with soliciting, accepting and receiving rate concessions. The 
court required payment of $500 of the fine, suspended payment 
of the balance and placed the defendant on probation for a 
year. 

Massachusetts district, at Boston. Charles Malone, of 
Waltham, Mass., a motor common carrier, was fined $1,000 
March 24, $300 of which to be paid, the remainder being sus- 
pended and defendant placed on probation for one year, on a 
plea of guilty to granting cash rebates to the Blanchard Lum- 
ber Co. and failing to require operators of his trucks to keep 
drivers’ logs. On February 17 Blanchard was fined $1,250 on 
a plea of guilty to soliciting and accepting the rebates. 


COMMISSION DECISION UPHELD 

A three-judge court for the District of Columbia, in Em- 
pire Trails, Inc., successor in interest to Lincoln Trails System, 
Inc., vs. United States and Interstate Commerce Commission, 
has denied an application for a setting aside of a Commission 
decision denying a certificate to Empire Trails to operate a 
motor passenger line between Columbus, O., and Pittsburgh, 
Pa. 

The certificate was denied on the ground that there were 
now five common carriers between Columbus and Pittsburgh 
and three additional common carriers between various points 
in this territory, the combined lines of which made up a 
through route between Columbus and Pittsburgh. The appli- 
cant was operating in the interim between June 1, 1935, and 
> effective date of the motor carrier act several months 
ater. 

The court said the total number of round trips between 
Columbus and Pittsburgh by those companies the Commission 
concluded was all that was required in the public interest. That, 
the court said, it seemed, was a satisfactory answer, well sup- 
ported by evidence, to plaintiff’s application for leave to estab- 
lish a new service. In the circumstances, the court said, it 
had no other option than to dismiss the complaint. 


MOTOR CARRIER GOES TO COURT 
Doyle Transfer Co., a carrier by motor vehicle, has applied 
to the federal court for the District of Columbia for an order 
setting aside an order of the Commission denying that carrier 
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a permit as a contract carrier between Nashville, Tenn., and 
points in Kentucky. The denial was made in MC 925, Doyle 
Transfer Co. Contract Carrier Application. 

The Commission found that the transportation to be per- 
formed in fact would be common carrier transportation for 
which Doyle already had a certificate. The contract carrier ap- 
plication was based on an express contract between Doyle 
Transfer and a shipper. According to the Commission, the 
contract between Doyle and that shipper provided for the trans- 
portation of not so many commodities as would be embraced 
in a certificate of a common carrier of commodities generally, 
but, the Commission said, all the commodities and all the 
points of origin and destination involved in the application for 
a permit were covered by the certificate which had been issued 
to the Doyle Transfer. The plantiff asked that the order of the 
Commission be set aside on account of errors of law. 





MOTOR JOINT ROUTE LITIGATION 


A three judge federal court for the western district of 
Missouri, southwestern division, has dismissed No. 111, Crown 
Coach Co. vs. United States, Interstate Commerce Commission 
and Mo-Ark Lines, Inc., the latter two being intervening de- 
fendants. It was a suit to set aside an order of the Commission 
refusing to order the restoration of a through route arrange- 
ment between Crown and Mo-Ark, motor common carriers of 
passengers. 

As recited by Judge Reeves, who wrote the court’s opinion, 
the Commission dismissed a complaint by Crown in which it 
sought restoration of a joint route over the lines of Crown and 
Mo-Ark from Kansas City to Springfield, Mo., and points be- 
yond. The Commission was unable to find it was required for 
public convenience and necessity. The court found the Com- 
mission’s finding was well suported by evidence. 


ACCOUNTS OF STEAM ROADS 


The Commission, by division 1, has modified and amended 
its classifications of investment in road and equipment; income, 
profit and loss and general balance sheet accounts; also ac- 
counting bulletin No. 15, interpretations of accounting classifi- 
cations for steam roads. The modifications and amendments 
are to be effective January 1, 1943. 





MOTOR ACCIDENT REPORTS 
The Commission, by division 5, has modified its motor car- 
rier safety regulations, effective May 1, so that Motor carriers 
need report to it accidents involving property damage only in 
the event the apparent damage is $100 or more. As the reg- 
ulations now stand they are required to report accidents where 
the apparent damage is $25 or more. 


FREIGHT INTERCHANGE AT BOSTON 


The Interstate Commerce Commission and the Maritime 
Commission have postponed the hearing assigned for March 26 
at the Lenox Hotel, Boston, Mass., jointly before Examiner 
Prout, of the former body, and Examiner Basham, of the latter, 
in connection with the interchange of freight at piers and 
terminals of Boston, to April 6, at the same place. The pro- 
ceedings are I. C. C. No. 28792, Interchange of Freight at Bos- 
ton Piers, and M. C. No. 617, Interchange of Freight at Boston 
Terminals (see Traffic World, March 14, p. 706). 


WATER CARRIER COMPETITIVE BIDS 

The Commission, by division 4, in Ex Parte 154, has 
amended its regulations pertaining to competitive bids required 
by section 10 of the Clayton anti-trust act so as to make them 
applicable to carriers by water as well as carriers by railroad 
and motor vehicle. The amendment was made in view of the 
fact that carriers by water have been brought under the Com- 
mission’s jurisdiction. The effective date of the amended reg- 
ulations is May 1. 


PETROLEUM TRANSPORTATION 

“Every petroleum tankship sunk, or transferred away from 
the Gulf-to-East-Coast service, means that nearly 100,000 pas- 
senger cars, or 35,000 domestic oil burners, on the Atlantic sea- 
board, have to get their motor fuel or heating oil by some other 
transportation means, or that all users have to share and get 
along with a little less,’ says the American Petroleum In- 
stitute. 

“The average tankship on east coast routes in 1940 carried 
80,000 barrels of petroleum or products, and made a round 
trip to the Gulf or to the Caribbean in 20 days, delivering there- 
fore about 4,000 barrels a day. The 1,500,000 barrels, or 63,- 
000,000 gallons, carried in a year by one tankship is about equal 
to the annual consumption of 100,000 passenger cars at 650 
gallons each, or of 35,000 domestic oil burners at 1,800 gallons 
each,” 


TRAFFIC WORLD 


To meet higher transportation costs involved in using rail- 
road tank cars instead of ocean tankers to maintain adequate 
supplies of petroleum products along the Atlantic seaboard, 
the O. P. A. has issued an order raising maximum prices for 
gasoline and fuel oil in seventeen eastern and southern states 
and the District of Columbia. The order, effective immedi- 
ately (announced March 26), raises maximum prices by the 
following amounts: Gasoline, half a cent a gallon; distillate 
fuel oils, four-tenths of a cent a gallon, and residual fuel oils, 
20 cents a barrel. 

The O. P. A. stated that the oil companies estimated that 
their current additional costs due to the use of railroad tank 
cars instead of ocean tankers were running at the rate of more 
than $100,000,000 annually and were rising rapidly. 

Petroleum Coordinator Ickes recommended the increases, 
stating that unless the oil companies were permitted to recover 
extraordinary expense, the program for using railroad tank 
cars and other substitute transportation facilities to bring petro- 
leum to the eastern seaboard would not be fully effective. 


Oo. P. A. AND PETROLEUM RATES 


In a conference of representatives of Atlantic seaboard 
marketers and shippers of petroleum with officials of the Office 
of Price Administration, in Washington (see Traffic World, 
March 21, p. 772), discussion of the petroleum freight rate in- 
crease authorized in Ex Parte 148 centered on the question of 
the establishment of a new “ceiling” on prices of petroleum and 
petroleum products to make allowance for the rate increase. 

Joseph H. Salmon, of the O. P. A. petroleum division, pre- 
siding, said the O. P. A. wanted to know the average cost a 
gallon of individual petroleum products so as to learn the effect 
of the 6 per cent rate increase on the cost of delivering those 
products. He indicated that the O. P. A. would send question- 
naires to petroleum shippers to obtain that information. Some 
of the oil men present contended that, in fixing maximum prices, 
the O. P. A. should allow for other transportation cost increases 
and cited, as an example, higher war risk insurance rates on 
oil tankers. 


OCEAN PETROLEUM RATES 


Maximum freight rates and surcharges for transportation 
of petroleum products in Caribbean and South American trades 
have been approved by the War Shipping Administration. 

The schedule of rates, based on the time charter scale ap- 
proved by the Maritime Commission on January 5, 1942, as em- 
bodied in General Order No. 49, covers the movement of petro- 
leum products from United States Gulf and Caribbean ports 
to those of Brazil, the River Plata and Chile. They are effec- 
tive as of January 20, 1942. 

To these basic rates the administration has approved the 
application of a 20 ner cent surcharge, effective with loadings on 
or after March 1, 1942, to cover increased wartime operating 
costs. The schedule of rates and surcharge are incorporated in 
General Order No. 3-D. 

The administration also authorized a 25 per cent surcharge 
on the movement of petroleum products to and from United 
States Gulf ports (Port Arthur east to Tampa, inclusive), Cuba, 
Panama, Puerto Rico, Virgin Islands and Aruba. The sur- 
charge, effective March 1, 1942, is embodied in General Order 
No. 3-E. Recently the War Shipping Administration authorized 
a 3714 per cent surcharge on petroleum cargoes between United 
States Gulf and Caribbean ports and North Atlantic ports 
(Miami to Montreal, inclusive). 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 51,662 
freight cars for the week ended March 21, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box, 17,656; auto box, 3,025; 
total box, 20,681; flat, 1,944; gondola, 7,107; hopper, 11,758; 
total coal, 18,865; and miscellaneous, 16,172. 


TRANSPORTATION SERVICE INQUIRY 


Senator Truman, of Missouri, chairman of the Senate 
defense investigating committee, has announced the committee 
will inquire into the adequacy of transportation service in con- 
nection with speeding up construction of ships. Senators have 
expressed concern over the ocean shipping supply situation and 
the question of congestion at ports due to lack of ocean ship- 
ping. Senator George, of Georgia, urged coordination of do- 
mestiec transportation facilities. 

The Senate committee, it was stated at its offices March 21. 
planned to hear Director Eastman, of the Office of Defense 
Transportation, but there was nothing definite as to when he 
would appear as a witness. 
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Penalty Demurrage Suggestions 


Commissioner Johnson, through the Commission’s Bureau 
of Service, is giving serious attention to the possibility of forc- 
ing private tank cars to circulate more rapidly by imposing 
demurrage on such equipment while it is on private tracks. Un- 
der the tariffs now in effect there is a distinct provision to the 
effect that demurrage may not be imposed under such condi- 
tions. That is the result of litigation, in which the question was 
distinctly raised. 

But, under the war powers of the President, it is believed 
that he could take possession of such cars, if the owners re- 
fused to stand for the imposition of demurrage, the object of 
which would be to force cars into use for carrying freight in- 
stead of their use for storage purposes, beyond the free time 
that is generally allowed for loading or unloading. 


Director King of the Bureau of Service has inquired of 
owners of such cars, “merely for information’’ he says, whether 
the recipient of his inquiry believed there would be a possibility 
of obtaining greater efficiency in the use of tank cars “if a 
change were made in the demurrage tariffs by which it would 
be required that private tank cars on private tracks would be 
subject to demurrage.” The inquiry has also been directed to 
the National Industrial Traffic League. The latter has asked 
iis members interested in equipment of that character to sub- 
mit their views on that subject immediately for the benefit of 
its committee on car demurrage and storage. 


A conference on the subject will probably be held by Com- 
missioner Johnson early next week with a view to obtaining 
advice by word of mouth. The great bulk of tank cars are 
privately owned even when they are operated under a trade 
name indicating that the owner was using them as a carrier, 
according to the understanding among Commission men. 

Inquiry is also being made by Commissioner Johnson about 
the possiblity of expediting the movement of refrigerator cars, 
some of which are owned by shippers but many more by car 
companies affiliated with railroad companies. 

In a letter the Commission said the refrigerator car situa- 
tion continued to disturb it. The letter recited that in a con- 
versation with a “couple of men” they said they felt that perhaps 
the Commission ‘‘would be justified in assessing a penalty de- 
murrage charge for the holding of refrigerator cars.” Each 
of the men, independent of each other, the letter said, indi- 
cated he believed it would be beneficial to the general situation, 
and not particularly harmful to anyone, except those who 
refused to unload such cars promptly, if a penalty charge of 
$10 a day were imposed on refrigerator cars after the second 
demurrage day and a further increase to $25 a day on the 
fifth demurrage day. The writer of the letter said he was 
surprised at such a proposal coming from the source it did 
and solicited the views of the addressee as to what, if anything, 
should be done along these lines. The letter added that there 


was no one the writer knew of actually contemplating doing 
these things. 





Revenue Freight Loading 


Loading of revenue freight the week ended March 21, 
totaled 796,640 cars, according to the Association of American 
Railroads. The increase above the corresponding week in 1941 
was 26,656 cars or 3.5 per cent, and above the same week in 
1940 was 176,265 cars or 28.4 per cent. 

Loading of revenue freight the week ended March 21 de- 
creased 2.716 cars or three-tenths of one per cent below the 
preceding week. 

All districts reported increases compared with the corre- 
sponding week in 1941, except the Eastern and Pocahontas. 
All districts reported increases over 1940. 
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1942 1941 1940 

5 weeks of January ...........0.... 3,858,273 3,454,409 3,215,565 
4 weeks of February ............... 3,122,773 2,866,565 2,465,685 
Week Of Maren 7.....-0.6:5.-.0-. FOC 742,617 620,596 
Week of March 14....... 799,356 759,607 619,388 
Week of March 21..... 796,640 769,984 620,375 
jf Re ar . 9,347,739 8,593,182 7,541,609 


Revenue freight loading by districts the week ended March 


21 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,520 and 7,726; live 
stock, 1,038 and 1,083; coal, 31,191 and 35,031; coke, 3,688 and 4,206; 
forest products, 2,198 and 1,881; ore, 2,356 and 2,306; merchandise, 
L. C. L., 39,523 and 41,223; miscellaneous, 79,200 and 81,012; total, 
1942, 165,814; 1941, 174,468; 1940, 137,026. 

Allegheny district: Grain and grain products, 4,636 and 4,588; 
live stock, 909 and 919; coal, 42,933 and 44,119; coke, 6,375 and 6,383; 
forest products, 1,158 and 1,040; ore, 4,500 and 4,524; merchandise, 
L. C. L., 29,393 and 29,606; miscellaneous, 91,876 and 83,087; total, 
1942, 181,780; 1941, 174,266; 1940, 125,580. 

Pocahontas district: Grain and grain products, 259 and 272; live 
stock, 84 and 118; coal, 38,874 and 39,359; coke, 670 and 636; forest 
products, 991 and 712; ore, 65 and 266; merchandise, L. C. L., 4,599 
and 5,820; miscellaneous, 8,479 and 7,516; total, 1942, 54,021; 1941, 
54,699; 1940, 44,799. 

Southern district: Grain and grain products, 2,294 and 3,063; live 
stock, 773 and 777, coal, 19,597 and 24,276; coke, 688 and 450; forest 
products, 15,900 and 12,840; ore, 1,789 and 1,461; merchandise, L. C. L., 
24,962 and 28,207; miscellaneous, 61,358 and 49,031; total, 1942, 127,361; 
1941, 120,105; 1940, 99,965. 

Northwestern district: Grain and grain products, 8,973 and 8,569; 
live stock, 2,105 and 2,411; coal, 6,100 and 7,598; coke, 2,243 and 1,969; 
forest products, 13,415 and 10,626; ore, 1,560 and 474; merchandise, 
L. C. L., 15,536 and 18,830; miscellaneous, 38,091 and 35,022; total, 
1942, 88,017; 1941, 85,499; 1940, 71,987. 

Central Western district: Grain and grain products, 9,024 and 

9,049; live stock, 4,608 and 4,667; coal, 10,510 and 11,866; coke, 234 
and 298; forest products, 8,219 and 7,137; ore, 5,296 and 4,865; mer- 
chandise, L. C. L., 22,071 and 24,733; miscellaneous, 55,288 and 47,129; 
total, 1942, 115,250; 1941, 109,744; 1940, 96,151. 
; Southwestern district: Grain and grain products, 3,902 and 3,646; 
live stock, 928 and 842; coal, 3,702 and 5,263; coke, 176 and 119; forest 
products, 5,588 and 4,650; ore, 397 and 330; merchandise, L. C. L., 
8,900 and 10,242; miscellaneous, 40,804 and 26,111; total, 1942, 64,397; 
1941, 51,203; 1940, 44,867. 


8. D. Trafiie Plan 


Joseph H. Hays, counsel for the Western Association of 
Railway Executives, March 25 telegraphed John J. Murphy, 
chairman of the South Dakota commission, pointing out 
that the western railroads were not promoting any plan to 
have the railroads handle all traffic for distances of over 200 
miles and that they had not requested the South Dakota com- 
mission to make any such ruling. A conference on the sub- 
ject was held in the commission’s offices, at Pierre, S. D., 
March 18, at which representatives of truckers and the rail- 
roads were present. Subsequently, an article in Transport 
Topics, publication of the American Trucking Associations, Inc., 
said that, at the conference, “motor carriers were asked to 
operate no trucks more than two hundred miles unless the 
railroads were unable to handle the freight,” and that “the 
railroads had offered to publish all freight rates to permit the 
motor carriers to forward long-haul shipments by pool car.” 
Chairman Murphy, the article said, was reported “to have 
advocated making such a plan permanent and not just for the 
duration of the war.” 

In his telegram Mr. Hays said that, although the railroads 
had accepted the invitation to send a representative to the 
March 18 conference, they had not made any request for allo- 
cation of long-haul traffic to the railroads and that they were 





Revenue Freight Car Loading—Week Ended Saturday, March 21 


Grain and Live 
Grain Prod. Stock Coal 
( 1942 35.608 10,445 152,907 
Total all roads March 21........ 4 1941 36,913 10,817 167,512 
| 1940 31,441 10,797 118,764 
Preceding week Mar. 14........... 1942 38,233 10,868 155,612 
Per cent increase over............ 1941 
Per cent decrease under.......... 1941 3.5 3.4 8.7 
Per cent increase over .......... 1940 13.3 28.7? 
Per cent decrease under ........ 1940 3.3 
1942 177,839 138,656 1,880,246 
Cumulative 12 weeks to Mar. 21 J 1941 373,707 129,230 1,831,311 
| 1940 369,659 137,155 1,720,588 
Per cent increase over............ 1941 27.9 7.3 2.7 
Per cent decrease under.......... 1941 
Per cent increase over .......... 1940 29.3 1.1 9.3 


Per cent decrease under 





Per cent increase to 15 year average, 111.6. 


Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total 
14,074 47,469 15,963 145,078 375,096 796,640 
14,061 38,886 14,226 158,661 328,908 769,984 
8,540 33,346 10,501 147,685 259,301 620,375 
13,755 47,486 12,710 146,821 373,871 799,356 
Be | ps eS 1223 14.0 3.5 

8.6 
64.8 42.4 52.0 44.7 28.4 

1.8 
170,045 530,936 159,414 1,748,109 4,242,494 9,347,739 
166,035 456,560 153,248 1,802,620 3,680,471 8,593,182 
129,357 364,067 118,735 1,718,849 2,983,199 7,541,609 
2.4 16.3 4.0 15.3 8.8 

3.0 
31.5 45.8 34.3 a ey 12.2 23.9 


40.« 
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not promoting such a plan. The commission, he said, had 
called another conference on the subject for March 31, but, 
since the success of the commission’s effort to conserve tires 
by turning long-haul traffic over to the railroads depended on 
the cooperation of all parties, and since the Transport Topics 
article indicated that truckers and officials of the A. T. A. in- 
tended to oppose it, attendance by railroads at the further con- 
ference would be futile. 

Commissioner Rogers, head of the Office of Defense Trans- 
portation motor carrier section, said, at Washington, that the 
matter had not been discussed with him and that there “was 
nothing on the griddle right now” with reference to such a 
plan. Director Eastman said the South Dakota proposal had 
not been called to his attention. There might be future develop- 
ments, because of the tire situation, he said, but all such mat- 
ters would be handled by Commissioner Rogers. 


Eastman to Trans-Mo. Board 


Addressing the Trans-Missouri-Kansas Shippers Board at 
Kansas City, Mo., March 25, Director Eastman disclosed that 
the Office of Defense Transportation was exploring the problem 
of the best possible use of the trucks “so long as they are 
available.” He visioned the time when, due to the rubber 
shortage, the transportation burden now carried by them would 
be thrown on the railroads, already strained, he indicated, by 
the disappearance of coastwise and intercoastal carriers by 
water. On that point he said: 


Another pressing but far from simple problem is to make the best 
possible use of the trucks so long as they are available. They ought 
not to be used where the railroads can do the work better, or vice 
versa. Generally speaking, the trucks are more efficient on short hauls 
and the railroads on long hauls, but there are many important excep- 
tions to this rule. It cannot wisely be applied arbitrarily. We are 
at work on this problem, and to show what is possible let me cite one 
clear case, which is of particular interest in this territory. As I have 
said, the loss or diversion of coastwise tankers has thrown a great 
burden on the railroads in the movement of petroleum and its prod- 
ucts. Because of the time taken in terminal operations, the tank car 
is very inefficient for short hauls, whereas the tank truck is highly 
efficient. We have found cases when one truck, steadily employed, 
would release several cars for use on longer hauls. We are exploring 
this matter all over the country with the object of making such sub- 
stitutions. If you know of situations of this kind, please correct 
them, if you can, or bring them to our attention. 


Transportation, the Director said, was like the circulation 
of blood in the human body, in other words, the circulatory 
system, in which there must be no hardening of the arteries. 
The number of critical points at this time he said was legion. 


“I make no apologies, therefore in time of war,” said Mr. 
Eastman, “for upholding the cause of transportation to the 
limit of my ability, or for regarding any threatened congestion 
in transportation as a danger as grave to the whole war effort 
as hardened arteries are to the human body.” 

The carriers, he said, had done well, one of the reasons 
for that being the effective cooperation of the shippers and 
such organizations as he was addressing, in keeping cars in 
rapid circulation and loading them as heavily as possible. But, 
he said, he had not come to Kansas City to pat his hearers on 
the back, ‘“‘but rather to point out the hard road that lies 
ahead.” He said he had no desire to be an alarmist but tre 
take stock and that much as had been done there remained 
much more to be done. 

The diversion of traffic from water to the railroads he said 
had imposed a great strain on the railroads. Notwithstanding 
the record figures of transportation achieved in 1941, he said, 
there would have to be more in 1942 and 1943. To illustrate 
the effect of the disappearance of water carriers he pointed 
out that until a short time ago tank cars were almost a drug 
on the market while now there was need for more of them all 
being in active service and the effort was to preserve them 
for the long hauls at which they were more efficient than tank 
trucks. 

“If, because of the rubber shortage, the railroads are ever 
called upon to move the traffic which the trucks now carry, 
and to do the work which the trucks now do,” said the Director, 
“the burden which fell upon them by reason of the diversion 
of waterborne freight will seem of minor consequence in com- 
parison.” 

When it came to passenger traffic, the rubber-tired vehicle, 
said Mr. Eastman, for a long time had a far more important 
factor than the railroads in the movement of the population. 
He said the necessity for maximum use was emphasized time 
and again in the executive order creating the office of which 
he was director. While the shippers had done much, he said, 
they would have to do more, suggesting the heavier loading of 
cars and spreading the level of loading so as to avoid, for in- 
stance, the October peak. He said he hoped “we can bring 


TRAFFIC WORLD 


about some tariff changes which will promote heavier loading, 
but even without such changes, I know there is much room for 
improvement.” 

The problem caused by the rubber shortage obviously was 
to make the existing tires and vehicles for essential purposes 
last until new sources of synthetic or other rubber come into 
full production. That, he added, might take three years. Con- 
tinuing, he said: 


This problem is of huge proportions, and I cannot tell you all that 
must be done to solve it, because neither my present knowledge nor 
my present duty goes that far. I do know that the problem can- 
not be solved without hardship on the civilian population. It is prob- 
able that all unused tires, whatever their present ownership, must be 
requisitioned and so rationed that the best possible use will be made 
of them, from the point of view of the war effort. It is possible, 
also, that various vehicles and their tires, which are not now used 
for essential purposes, may ultimately have to be requisitioned and 
rationed in a similar way. 

Of course the tires, when used must be protected against all un- 
necessary wear and tear. Apart from speed restrictions, that is largely 
a matter of education. Very soon we shall broadcast to bus and truck 
users the best advice we have been able to get on that matter, and also 
on the maintenance of the vehicles themselves, which is equally im- 
portant. All unnecessary or wasteful use of the vehicles must be 
avoided. As an illustration, there are millions of trucks and cars on the 
farms, and such use is essential. Yet it is possible to save a very large 
part of the present use, and we are working in close cooperation with 
the Department of Agriculture on plans for accomplishing that result. 
The same is true of the hundreds of thousands of trucks which are 
employed in the delivery of milk, bread, and similar commodities, 
where a great saving in use is entirely possible. That matter we also 
have in hand. Many movements of trucks and buses are wasteful, and 
this is particularly true of empty truck hauls. Very shortly we shall 
have a field force at work on that problem in cooperation with the 
operators. Rationing of gasoline may be an effective means of curbing 
non-essential use of private automobiles. 

Of paramount importance is the transportation of workers to and 
from the great new war production plants. Some of these plants are 
tributary to existing systems of transportation, but many of them, as I 
have said, have been built out in the open spaces in main reliance on 
the private automobile. We are working on that problem in close co- 
operation with other agencies of the government which are vitally con- 
cerned, and also with the state and local authorities and the companies 
which are operating the plants, many of which are admirably equipped 
for effective help. . . Obviously the thing of prime importance is to keep 
the private automobiles functioning as long as possible. To do that, 
they must be alternated in use and made to carry full loads in both 
directions, and they must be given preference in the rationing of tires 
and maintained in the best possible condition. 

To help out the private automobiles, the bus can be brought into 
play. . . By appropriate staggering of hours, school buses can often be 
made available for the workers, and sight-seeing buses can be added 
to the supply. Plans are also being perfected for trailers of special 
type which can accommodate large numbers, and for the conversion by 
similar construction of motor vehicles which are not now used for 
essential purposes. 


The carriers, Director Eastman said, would need the same 
sort of creative imagination, versatility and ability to impro- 
vise which characterized modern warfare in the field of combat. 
Beyond that, he added, they would need to operate much more 
nearly as a unit than in normal times, to make cooperation 
the watchword instead of competition, to share not only their 
freight cars but their passenger equipment and locomotives 
and to pool their resources in many instances. He said he was 
glad to say the Department of Justice had recognized the need 
for that and had worked out with his office plans whereby such 
union of action could be brought about, the reference being to 
the recent interchange of letters between the Office of De- 
fense Transportation and the Department of Justice. 

Director Eastman told about the plan of his office to bring 
about heavier loading of less-carload freight and said the plan 
for that might be expected from his office soon. 

The director said that the disappearance of the water car- 
riers was followed by a heavy and continually increasing move- 
ment of troops and their impedimenta and of furloughed men 
with a new and abnormal trend of traffic over the long routes 
to the Pacific coast area. 


Betts on Impending Grain Movement 


The problem in grain transportation in the coming summer 
will be largely one of storage, said L. M. Betts, manager, closed 
car section, car service division, Association of American 
Railroads, in remarks on the general transportation situation. 
A regulated movement of grain will “almost certainly be nec- 
essary,” said he, adding: 


Never before has public grain storage space in all markets been so 
nearly full this early in the year. This is true not only in the south 
west, but also in all other sections of the country. Railroad car supply 
must be kept liquid for war transportation needs. Cars simply cannot 
be provided for loading grain or any other commodity unless the rail- 
roads are certain that they will be promptly unloaded at destination. 

This means that, unless there is a marked improvement in the grain 
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storage situation between now ind harvest time, it will be necessary to 
enforce regulations under which no cars of either new or old wheat 
can be loaded unless assurance can be given that space in terminal 
elevators has been assigned to the grain. 

Railroads repeat their pledge of last year that they will provide 
cars for the movement of every bushel of wheat that can be unloaded 
promptly at billed destination. They cannot and will not permit their 
cars to be used for the storage of any commodity of any kind at any 
place. This year there can be no doubt that the new wheat crop prob- 
lem is one of storage, and not of transportation. 


He said railroads, shippers and the government were de- 
termined that there should be no failure of rail service in the 
coming months. So far there had been no such failure, he 
continued, but “the dimensions of the job ahead are undisclosed 
even to the best informed.” It was certain, however, he added, 
that the load could be carried “only by the maximum of effi- 
cient utilization of railroad equipment and services.” In this 
effort, he said, the government, “represented by the Commis- 
sion, the Office of Defense Transportation and the cooperat- 
ing military agencies,” was “helping tremendously.” The rail- 
roads owed a special debt to “the competent and informed 
leadership of Director Eastman and the stimulating aggressive- 
ness of Commissioner Johnson,” he said. 

Others who spoke on the grain situation included J. E. 
Wells Jr., special assistant to the Secretary of Agriculture; 
W. B. Lathrop, regional director, Commodities Credit Corpora- 
tion, and Frank A. Theis, president, Simond-Shields-Theis Grain 
Corporation. 

Reporting as chairman of the board’s committee on car 
efficiency, E. F. Ledwidge said that local committees were 
functioning at nine points in the board’s territory and that ten 
more were in process of organization. Up to the present, he 
said, it had not been necessary to take action against any 
shipper for abuse in the use of cars, but, if it became necessary, 
the general committee would “recommend action against 
habitual offenders.” His report was received, as were others 
from Carl Giessow, as representative of the board to the Na- 
tional Association of Regional Advisory Boards; W. N. Garvin, 
as chairman of the railroad contact committee; S. T. Henson, 
as chairman of the freight loss and damage committee, and 
L. F. Orr, as chairman of the legislative committee. 

J. J. Hayden reported as district manager of the car service 
division, and Joe Marshall, special representative, freight claim 
division, A. A. R., spoke on plans for the 1942 Perfect Shipping 
Month campaign. 

Carloading Forecast 


Reports of commodity carloading committees indicated an 
increase in the total loadings of the 31 commodities covered 
of 4.3 per cent, to 329,571 cars, in the second quarter of 1942, 
over the 315,842 cars actually loaded in the first quarter of 
1941. Heading the predicted increases in percentages was 
chemicals and explosives, 50 per cent, followed in order by coke, 
35 per cent; ore, 26.9 per cent; potatoes, 24.4 per cent; eggs, 
20.2 per cent; poultry, 20 per cent; canned goods, 15 per cent, 
and lime, plaster and gypsum, 14 per cent. Decreases were 
predicted on only two commodities — agricultural implements, 
60 per cent, and stone, sand and gravel, 5.4 per cent. On five 
commodities, the first-quarter 1942 loadings were forecast at 
the 1941 level. They were hay, straw and alfalfa; iron and steel; 
boilers and machinery; petroleum and its preducts, and forest 
products. 

Rex M. Nielson, general chairman of the board, presided. 

At a special grain session, in the afternoon, Commissioner 
Johnson joined with Mr. Wells, in a discussion of grain storage 
and transportation in the southwest. 


ILLINOIS TRAIN SCHEDULES 


The Illinois Commerce Commission, March 25, denied a 
request by counsel for Illinois railroads for permission to dis- 
continue or change any train schedule without giving 30-day 
notice as provided by a generai order of the Commission. Jo- 
seph H. Wright, general attorney, Illinois Central, said the 
authority was necessary to meet emergency demands or facili- 
ties to handle troop movements. Similar authority had been 
granted, he said, in California, Colorado, Arkansas, Missouri, 
and Louisiana. 

Representatives of the railroad brotherhoods opposed the 
motion on the grounds that the railroads had met government 
demands and that the railroads might take advantage of the 
proposed permission to abandon permanently some passenger 
operations. They said they were not opposed, however, to the 
Commission’s granting the request if restricted to cover tem- 
porary discontinuance of passenger services. 

In denying the motion, the Commission said that, on May 
12, it would hold a hearing on the question of whether or not its 
general order requiring 30-day notice should be amended to 
provide for emergency schedule changes in normal as well as 
in the present war period. 
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Defense Transportation Office 


Issuance by Director Eastman of his first general order as 
head of the O. D. T.—that relating to loading of cars carry- 
ing 1. c. 1. civilian freight and calling for carrier plans to 
curb wasteful use of cars in the handling of merchandise— 
raised questions, as to what he had done in that respect when 
he was Federal Coordinator of Transportation and as to what 
his function was then and what it is now. 

The O. D. T. order, as stated therein, was issued by virtue 
of the authority vested in him by the President’s executive or- 
der creating the O. D. T. In that order the O. D. T. is, among 
other things, directed to develop measures designed “to secure 
maximum use of existing domestic transportation facilities.” 

The procedure to be followed with respect to carrier plans 
to curb wasteful use of cars in the handling of merchandise, 
Mr. Eastman pointed out, would meet the requirements laid 
down recently in the agreement between him and Attorney 
General Biddle, with respect to relaxation of the anti-trust 
laws during the war emergency (see Traffic World, Feb. 21, 
p. 511). He stated that an opinion submitted to President 
Roosevelt March 20 held that the O. D. T. had authority to 
issue orders requiring the carriers to enter into pooling ar- 
rangements as a war measure, notwithstanding the provisions 
of section 5 (1) of the interstate commerce act, which for- 
bids such arrangements, except by authority of the Commission. 

The plan embodied in the director’s order had been dis- 
cussed by the O. D. T. with shippers and carriers, it was 
stated. At the A. A. R. no statement was made for publica- 
tion with respect to the order. It was understood certain 
objections had been raised by railroads. 


Eastman as Coordinator 


Director Eastman, while serving as Federal Coordinator of 
Transportation, made a report on merchandise traffic which, he 
said, included less-carload freight, express, and the traffic han- 
dled by forwarders. The report was published in May, 1934. 

In a summary of that report Mr. Eastman said it was 
shown that this traffic had been declining steadily for some 
years; that it was most wastefully handled, at a loss; that the 
trucks in many instances furnished better service; and that the 
rate structure was exceedingly complex and unsuited to the 
competition encountered. 


The conclusion was reached that merchandise should be 
pooled and handled by two nation-wide competing companies, 
resembling the Railway Express Agency and controlled by 
rival groups of railroads concentrating the traffic over the most 
favorable routes with greatly increased loads by the car, and 
moving it at passenger speeds in shock-absorbing equipment, 
for the most part to and from a few hundred rail heads served 
by trucks furnishing store door receipt and delivery. The prin- 
ciples of what was called a new and simplified rate structure 
were outlined, combined with much less onerous packing re- 
quirements. Car forwarders and the express companies, ac- 
cording to the plan, would be eliminated, but their organiza- 
tions and equipment would be retained and used in part. It 
was found by the report that such a plan would realize large 
economies and also attract much additional traffic. 


Conceding that the report in general stated accurately the 
defects and deficiencies in present practice, the coordinating 
committees of the railroads found, according to a summary of 
the matter made by Coordinator Eastman, that the plan pro- 
posed for their correction was too far-reaching and radical for 
voluntary adoption, and eventually referred the report to the 
Association of American Railroads for further study. Pending 
the results of that study, the coordinator’s summary said, Co- 
ordinator Eastman deferred consideration of the issuance of 
an order. 


Duties Under 1933 Act 


When Mr. Eastman was Federal Coordinator of Trans- 
portation under the emergency transportation act of 1933, his 
duties were to encourage and promote or require action on 
the part of the carriers that would avoid unnecessary duplica- 
tion of services and facilities of whatsoever nature and permit 
the joint use of terminals and trackage incident thereto or 
requisite to such joint use; control allowances, accessorial 
services and charges therefor, and other practices affecting 
service or operation, to the end that undue impairment of net 
earnings might be prevented; to avoid other wastes and pre- 
ventable expense; to promote financial reorganization of car- 
riers, and to study other means of improving conditions sur- 
rounding transportation in all its forms and the preparation of 
plans therefor. 

The emergency act of 1933 was passed by Congress with 
a view to bringing about economies in operation to help the 
carriers meet the conditions created by the depression which 
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developed after the fall of 1929, and, generally, to placing the 
railroads on sound operating and financial bases. 

Though he had the power under the act to issue orders to 
bring about the objectives stated in the act, Mr. Eastman early 
held that his hands were tied by the provisions of section 7 (b) 
of the act forbidding the displacement of labor, except within 
limits specified therein, by any authority he might exercise 
under the act. 

Unfortunately, said Mr. Eastman September 28, 1933, most 
of the economies contemplated by the act of 1933 were of the 
labor-saving type. Referring to section 7 (b)—which organ- 
ized railroad labor had put in the act after the Administration 
bill was introduced—he said that, on the one hand, he was told 
to effect economies and, on the other, he was told not to deprive 
men of work. That converted him, said he, to some consider- 
able extent, from the doer of deeds into a prober of possi- 
bilities. 

Coordinator Orders 


As Coordinator, Mr. Eastman issued three orders, two re- 
lating to expenses and property losses growing out of the 
transfer of employes of the Boston and Maine and the Maine 
Central, the second canceling the first, and an order against 
proposed discontinuance of through passenger service over the 
Chicago and Eastern Illinois in connection with the Louisville 
and Nashville. He served notice of intention to issue orders 
requiring unification of terminals at eleven points but President 
Roosevelt asked him not to proceed with carrying that inten- 
tion into effect, pending the outcome of negotiations between 
railroad management and labor as to dismissal compensation. 
Labor opposed continuation of the office of coordinator and 
the office ceased to exist at midnight June 16, 1936. 

Mr. Eastman, as coordinator, and his staff made many 
recommendations to the railroads but, though the railroads 
cooperated in preparing data requested by the coordinator, they 
did not cooperate in making effective recommendations made 
by him and his staff. Legislative recommendations made by 
the Coordinator for Commission regulation of motor carriers 
and domestic water carriers were productive in 1935 and 1940, 
respectively, of legislation providing for such regulation. 

Mr. Eastman did not issue an order requiring reductions 
in salaries of railroad officials but obtained agreement from the 
railroads to establish a maximum of $60,000 a year, effective 
September 1, 1933. This remained the maximum for several 
years but in recent years there have been upward departures 
from it. 

As Federal Coordinator of Transportation Mr. Eastman 
was charged with dealing with the railroads in a period of 
depression to bring about economical operation. As head of the 
O. D. T. he is charged with bringing about “maximum utiliza- 
tion of the domestic transportation facilities of the nation for 
the successful prosecution of the war,” as stated in the Presi- 
dent’s executive order. 


Minimum Loadings Raised 


To release box cars and other railroad equipment for 
the movement of war materials, Director Eastman on March 
24 established minimum weight limits, beginning May 1, on 
loadings of cars carrying less-than-carload civilian freight. At 
the same time, he directed rail carriers to submit to the Office 
of Defense Transportation plans for individual or joint action 
to curb wasteful use of freight cars in the handling of mer- 
chandise. 

In the first general order issued since creation of the O. 
D. T. last December, Mr. Eastman fixed a minimum weight 
limit of 6 tons, effective May 1, on loadings of cars containing 
less-than-carload freight, commonly known as merchandise 
freight. The order raises the minimum allowable weight to 
8 tons per car on July 1, and to 10 tons per car on and after 
September 1. 

Director Eastman issued the following explanatory state- 
ment to accompany General Order No. 1—Merchandise Traffic: 


Present forecasts of traffic which must be carried by our trans- 
portation facilities during 1942 and succeeding years indicate that 
unless ihe existing car supply and motive power are utilized to maxi- 
mun efficiency, the movement of essential military traffic may be 
impeded. This is particularly true of closed cars. 

During 1941, there was a total of 8,041,000 cars containing less 
earload freight (L. C. L.) forwarded from originating or transfer 
stations by Class 1 carriers, and, in addition, 780,000 cars used as trap 
or ferry cars in intra-terminal movement. Merchandise traffic there- 
fore requires the equivalent of over 100,000 closed cars out of a total 
of about 850,000 cars. The L. C. L. tonnage carried is less than 1% 
per cent of total railway tonnage. The intercity cars on the average 
contained approximately 5.3 tons. This is only about 12 per cent of 
the weight capacity of an ordinary box car, and on the average only 
about 25 per cent of the cubic capacity of the car is used. The intra- 
terminal cars averaged only 2 tons per car. 

My vesponsibility to insur? continuous and expeditious movement 
of war traffic requires immediate action to eliminate methods of opera- 
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tion and duplication of parallel services which results in this wasteful 
use of our closed cars. 

A number of railroads already have attained average loads in 
excess of 6 tons per car for their L. C. L. traffic and higher loads fo 
principal merchandise car lines. Freight forwarders, handling traftic 
which in many respects is similar to rail L. C. L. traffic, have attained 
average loads in ¢xcess of 13 tons per car. 

The average load of carriers which have attained this heavier 
loading has been secured by the coordination of rail with highway 
transportation. In many cases, consolidated cars are operated be- 
tween a limited number of concentration points for relatively long 
distances. At these points of concentration, the individual L. C. L 
shipments are concentrated or distributed by motor vehicles fanning 
out over a widespread area. Under this method a large number of 
light loaded car-miles are eliminated and an appreciable part of the 
ton-miles handled by motor vehicles, 

It is my judgment that the average loading of merchandise cars 
should be increased to 12 tons per car, and that the operation of trap 
and ferry cars within terminal districts should be drastically reduced, 
if not eliminated. 

To this end, General Order No. 1, dealing with Merchandise Traffic 
the objective of which is to attain this improved utilization of closed 
cars before the fall peak traffic is upon us, has been issued. 

This order requires rail carriers (1) to observe a minimum load of 
10 net tons per car for merchandise traffic; (2) to divert merchandise 
traffic to other carriers—rail, highway or forwarder—before it has been 
held on hana for forwarding more than 36 hours on account of insuf- 
ficient traffic to load the minimum required. It also requires all types 
of carriers—rail, water, motor and forwarder—to accept and transport 
shipments as diverted. While the order makes only the same require- 
ments with regard to intra-terminal cars, I shall expect the individual 
earriers to take vigorous steps looking to the complete elimination 
of these cars, regardless of tonnage, except where clearly justified 
from a service standpoint. 

I believe that the carriers involved will cooperate fully in at- 
taining the objective of the order. Relying upon this belief, the 
order is much less rigid in its requirements than would otherwise be 
the case. This order makes it possible, if any carrier or group of 
earriers desired, to defeat the objective of the order by taking tech 
nical advantage of the numerous exceptions. This freedom of action 
places a corresponding responsibility upon the carriers to comply with 
the spirit of the order as well as its letter. 

In this connection, particular attention is called to Paragraph 2(b), 
which excepts from the minimum loaded weight cars operated where 
there is no other carrier capable of performing the service. Taken 
literally, this exception would permit the carriers to continue to 
operate peddler or way-freight train cars as they now do. These 
cars have a present average load of approximately one and one-half 
tons, and an average haul of about 110 miles. A technical excuse might 
be found to continue many of these peddler runs because of the possi- 
bility of a shipment to some small stations en route not directly served 
by other carriers—rail or motor. The carriers will be expected to 
examine each one of these situations and ultimately arrange for the 
permanent removal of those cars by substituting some other method 
of service. 


The Office of Defense Transportation will not undertake at this 
time itself to set up a detailed system for the handling of merchandise. 
Section 5 of the order directs the carriers themselves to formulate plans 
for such a system by any one or more of several methods, i. e., (1) 
by establishing alternate car sailing days by competing carriers; (2) 
by two or more carriers agreeing to exchange their merchandise traffic 
movements; (3) two or more carriers joining in a pool of merchandise 
traffic or revenue; (4) two or more carriers arranging for the joint 
loading or joint operation of merchandise service; and (5) any car- 
rier or group of carriers appointing one or more agents to handle 
their merchandise traffic and, so far as necessary, coordinate the move- 
ment. In formulating such plans the carriers should enlist the co- 
operation and collaboration of interested shippers and commercial or- 
ganizations to the end that the service will be improved rather than 
impaired by their operation. These plans are to be submitted to this 
office for considerations after which specific directions with respect 
to such final plan as promulgated by this office will be issued. These 
plans may provide for modiiications of the minimum weight provisions 
of the order whenever that is necessary and will not defeat its purposes. 
For illustration, they may provide for the continued operation of a 
given carline, the average loading of cars in which is in excess ol 
the minimum weight even though individual cars, due to daily fluctua- 
tion in traffic, may fail to meet such requirements. 

Pending the establishment of comprehensive plans, Section 6 re- 
quires the carriers to divert individual shipments upon a day-to-day 
basis and as the occasion arises. This method is neither efficient no! 
economical and is to be resorted to only during the initial period 
pending the development of matured method of handling. Wherever 
this course is followed, the carriers will be required to keep and main- 
tain adequate records of all shipments to avoid their loss or estray. 

It was felt necessary to include a provision for the division of 
revenues where shipments are diverted in the event the carriers were 
unable to agree. It is extremely difficult to fix a basis which will be 
fair under all conditions and for that reason the door is left open for 
modification of the basis provided to meet special conditions. I am 
confident, however, that the carriers will cooperate in solving this 
problem themselves, 

To prevent undue hardship and also to facilitate the making of 
arrangements for merchandise handling, the minimum weight of 10 
tons per car will be reduced to 6 tons during the first two months of 
the order, that is, during May and June, 1942. On July 1, it will 
be increased to 8 tons, which will continue to be the minimum during 
the months of July avd August, and on September 1, the 10-ton mini- 
mum will become effective. Section 7 of the order requires for the 
time being monthly reports of the loading of each merchandise cal- 


Mat 


line. 
possi 
tion | 
the \ 
some 
loade 

I 
insta 
railre 
the | 
jurie 
may 
pect 
ment 
war 
citize 
rely 
affec 
mak 
affec 


low 


8989 
cars 
enti 
men 
utili 
men 
to tl 
(8) 


orc 
by 
war 


tity 
pass 


shal 
or t 
city 
10 } 


con: 
shiy 


inte 
mo} 


arn 
the: 
mil 

son 


ing 
arti 


fro) 
to 
net 


hou 
fina 
or 
exc 
trai 
by 
rou 
Pro 
of 


joir 
sid 
one 
dis 
an} 
mo 
or 

or 

vid 
wa 


acc 
har 


1D 


‘ful 


in 
fo) 
tic 

ned 


vier 
vay 
be- 
One 

L 
ing 
- of 
the 


eal's 
trap 
ced, 


ffic 
sed 


d of 
dise 
een 
isuf- 
ypes 
port 
uire- 
dual 
ition 
ified 


. al- 
the 
e be 
p of 
tech 
ction 
with 


2(b) 

yhere 
aken 
e to 
“hese 
-half 
night 
0SSi- 
orved 
2d to 
r the 
-thod 


this 
idise. 
plans 
(1) 

ca 3 
traffic 
ndise 
joint 
r car- 
andle 
move- 
ie co- 
al or- 
than 
0 this 
aspect 
These 
isions 
poses. 
of a 
ass of 
uctua- 


6 re- 
to-day 
it nol 
period 
erever 
main- 
ay. 
ion of 
; were 
vill be 
en for 
I am 
g this 


ing of 

of 10 
ths of 
it will 
during 
. mini- 
or the 
se cal- 


March 28, 1942 


line. It is contemplated that from these monthly reports it will be 
possible, either by general or specific provisions, to permit the opera- 
tion of individual carlines where the average loading of the cars during 
the week is well in excess of the minimum even though there will be 
some cars or some days in which all cars in the carline will not be 
loaded to the minimum. 

I am not unmindful that the effect of this order may in some 
instances cause inconvenience to the carriers involved, including the 
railroads, the motor carriers and water carriers, and possibly also to 
the shippers of L. C. L. The order was framed to avoid such in- 
juries as far as possible, but because of the effect which the foregoing 
may have upon shippers’ service generally, the carriers will be ex- 
pected to give adequate publicity to both general and specific arrange- 
ments for their revised merchandise service. Upon the other hand, the 
war emergency requires that individual rights or interests of all of our 
citizens be subordinated wherever necessary to the common good. I 
rely upon the patriotism of the carriers and shippers who will be 
affected by this order to cooperate in the highest possible degree in 
making it effective even though it may temporarily appear adversely to 
affect them. 


Text of the Order 


General Order O. D. T. No. 1—Merchandise Traffic, fol- 
lows: 


By virtue of the authority vested in me by the Executive Order No. 
8989, dated December 18, 1941, and in order to make available railway 
cars and other transportation facilities and equipment for the prefer- 
ential transportation of material of war; to prevent shortages of equip- 
ment necessary for such transportation; to conserve and providently 
utilize transportation facilities and service; and to expedite the move- 
ment of freight traffic, the attainment of which purposes is essential 
to the successful prosecution of the war, as contemplated by Section 6 
(8) of the Interstate Commerce Act, as amended: 

IT IS HEREBY ORDERED, That 

1. As used herein: 

1.1 The term ‘Carrier’ includes every carrier for hire, common 
or contract, operating in whole or in part by railroad, by motor vehicle, 
by inland waterways (including coastal canals), or as a freight for- 
warder, 

1.2 The term ‘‘Merchandise’’ includes less-than-carload, any quan- 
tity, and freight forwarder shipments, except shipments carried in 
passenger train cars. 

2. No Carrier by railroad, on and after the effective date hereof, 
shall accept for shipment or forwarding, load or forward from the city 
or town at which such car is originated, or between points in the same 
city or metropolitan area, any railway closed car containing less than 
10 net tons of merchandise except: 

(a) A car loaded to its full legal or visible cubic capacity; 

(b) Where there is no other common carrier or common carriers, 
consistently with the provisions hereof, capable of transporting the 
shipments to be contained within the car; 

(c) A car which, because of construction or design, can not be 
interchanged with other carriers, under M. C. B. rules; 

(d) A refrigerator car loaded in the direction of its normal empty 
movement; 

(e) A car principally containing airplanes, marine equipment, 
armament, artillery, munitions, parts thereof, tools and machinery 
therefor, or materials used in the production thereof, consigned to any 
military, naval or lend-lease agency of the United States or to any per- 
son directly or indirectly engaged in producing, processing or assembly- 
ing any thereof, for any such agency; 

(f) A car containing perishables, or explosives and dangerous 
articles, as the latter are defined in 18 U. S. Code 383; 

(g) A pick-up or concentration car operated between points which, 
from previous experience or actual present knowledge, it is reasonable 
to believe will arrive at destination with a net load of at least 10 
net tons; 

(h) When authorized by special or general permit of this Office. 

3. No Carrier by railroad shall hold, carry over, store, or ware- 
house any shipment of merchandise at any one station, except the 
final destination of the shipment, for longer than 36 hours, or at two 
or more such stations for an aggregate period of more than 48 hours, 
except where there is no other common carrier or carriers capable of 
transporting the shipment consistently with the provisions hereof. 

4. Where necessary to further the purposes hereof, every carrier 
by railroad is authorized and directed to depart from or disregard the 
routing specified in the bill of lading of any merchandise shipment: 
Provided, every such carrier shall keep and maintain adequate records 
of every shipment so diverted. 

5. Every Carrier described in Section 1 hereof, individually or 
jointly promptly shall formulate and submit to this office, for con- 
sideration, plans designed to accomplish the purposes of this order by 
one or more of the methods described below: 

5.0 Establish regular scheduled sailing days for specified merchan- 
dise car lines; ‘ 

5.1 Alternate or stagger merchandise vehicle schedules between 
any two or more points; 

5.2 Reciprocally exchange merchandise shipments between two or 
More points; 


5.3 Pool merchandise traffic, or revenues, or both between any two 
or more points; 


5.4 Jointly load or operate merchandise vehicles between any two 
or more points; 

5.5 Appoint another person or carrier to act as its or their indi- 
vidual, common or joint agent to solicit, concentrate, receive, load, for- 
ward, carry, unload, distribute, deliver merchandise traffic, receive, 
account for, distribute gross or net revenues therefrom, or otherwise 
handle or conduct the carrier’s or carriers’ business as carriers of 
merchandise, upon just and reasonable terms and conditions: 
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Provided, no carrier shall take any action of the character de- 
scribed in Subsections 5.0 to 5.5 inclusive, except as it may hereafter be 
required to take in compliance with a specific order or orders issued by 
this office, pursuant to such final plan or plans as this office may 
formulate and prescribe. 

6. Whenever a Carrier by railroad is unable to hold, load or for- 
ward any shipment of merchandise consistently with the provisions 
hereof, it shall divert such shipment to another carrier, which other 
carrier shall accept such shipment at the consignor’s door or at the 
diverting carrier’s station, as the case may be, and, to the extent 
of its available service capacity, and consistently with the provisions 
hereof load, forward and deliver such shipment as the agent of the 
diverting carrier, pursuant to the tariff rates, rules and regulations and 
upon the billing of the bill-of-lading carrier but via such routes and 
connections as the carrier to whom diverted shall select, upon the 
following terms and conditions: 

6.1 Carrier responsibility to the owner of the property and among 
the participating carriers shall be as provided for initial, terminating, 
intermediate or delivering carriers by Section 20 of the Interstate 
Commerce Act. 

6.2 Except as may be otherwise provided by agreement between the 
interested carriers or prescribed by the Interstate Commerce Commission 
or by this office upon appropriate application, the revenues accruing 
from any shipment diverted hereunder shall be divided as follows: 

(a) The diverting carrier shall receive that percentage of the total 
freight charges (excluding charges of all prior connections) which the 
first-class rail rate from the point at which the diverting carrier re- 
ceived the shipment to the point of diversion bears to the sum of such 
first-class rail rate and the first-class rail rate from the point of di- 
version to destination, and the carrier to whom diverted (and its con- 
nections) shall receive the remainder of such charges subject to a 
minimum of either (1) twenty (20) cents per 100 pounds, for the first 
100 miles (or fraction thereof) of its haul, and ten (10) cents per 100 
pounds for each succeeding 100 miles (or fraction thereof), plus in any 
case five (5) cents per 100 pounds for any pick-up at the door of the 
consignor or delivery to the door of the consignee, which may be per- 
formed by the carrier to whom diverted (any shipment of less than 100 
pounds being taken as weighing 100 pounds); or (2) fifty (50) cents 
per shipment; whichever is the greater; 

(b) Subject to the minima specified in paragraph (a), when the 
shipment is diverted at origin by the bill-of-lading carrier, who per- 
forms no line-haul movenient thereof, such carrier shall receive 10% 
of the revenue or 5c per 100 pounds in case of rates under 50c, and be 
reimbursed for the amount paid by it for the pick-up, if any, of the 
shipment. 

6.3 Unless otherwise agreed, settlements hereunder shall be made 
in cash at the time and place where the shipment is diverted. 

7. Each Carrier by railroad shall record for convenient inspection 
and report within thirty (30) days after the close of each calendar 
month to the undersigned: 

(a) The number of freight cars loaded or forwarded with L. C. L 
freight over each of its merchandise car lines or routes, and the numbe1 
of tons loaded therein; 

(b) A detailed statement of the origin, destination and weight of 
all cars handled during such calendar month loaded or forwarded with 
less than 10 tons of less-than-carload freight, with an indication of the 
particular section or paragraph of this general order authorizing such 
movement. 

8. This general order shall become effective on May 1, 1942: Pro- 
vided, that (without modifying Section 7) unless and until otherwise 
ordered: 

8.1 Between May 1, 1942 and July 1, 1942, a minimum load of 
6 tons per car may be observed in lieu of the load of 10 tons per car 
otherwise required by Section 2 hereof. 

8.2 Between July 1, 1942 and September 1, 1942, a minimum load 
of 8 tons per car may be observed instead of a minimum load of 10 tons 
per car required under the provisions of Section 2. 


Difficulties Pointed Out 


While both shippers and railroads indicated they were in 
full sympathy with Director Eastman’s determination to do 
something to curb wasteful car use in the handling of merchan- 
dise traffic, they pointed out many difficulties they thought 
would be encountered in undertaking to carry out the director’s 
order, which was also termed a directive. 

Although the O. D. T. did not make public anything con- 
cerning the nature of conferences that had been held with ship- 
pers and carriers on the subject it is known shipping interests 
suggested that no order or directive on the matter be put out 
before September 1. Shippers and railroads were provided with 
copies of a proposed order and invited to make comment 
thereon. Postponement to September 1 was suggested by 
shipper interests with a view to having the shippers make an 
effort to increase less-carload weights before the proposed direc- 
tive be issued. 

As to the idea in the order about rail-truck rates, the 
shipper suggestion was that if there were to be such rates, 
the rate structure should be built on the idea that trucks would 
be utilized for short hauls in the vicinity of larger cities and so 
replace the so-called “way-car” on which it would be hard for 
railroads to maintain any high average merchandise loading, 
the railroad to receive such freight as might be picked up by 
the trucks in the vicinity of the larger cities for handling 
between large cities. 

A shipper view was that merchandise service would ve 
detrimentally affected by a 10-ton minimum and that if a 
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7-ton average minimum for each calendar month were estab- 
lished and every shipper made an effort to exceed that figure, 
the result would be better. 

Another shipper idea was that compliance with the order 
or directive would materially increase the cost of handling 
of merchandise and would make necessary the employment of 
larger forces, especially in the preparation of data, at a time 
when it was hard to obtain competent men. 

A railroad view was that to a large extent the cars used 
for less-carload traffic were ones which had brought raw ma- 
terials to manufacturing centers and had to be got back to 
the areas of production of such materials. That being so it 
was suggested that compliance with the directive might mean 
double handling of merchandise; and also that use of cars 
to be sent back for loading in areas of production of raw ma- 
terials, for even light loading was not really wasteful use 
of cars. The railroads, even as the shippers, had the idea that 
compliance with the directive would require the employment 
of more men at a time when competent men were hard to get. 

Commission men noted that Director Eastman’s order 
treated forwarders as carriers by including them in his defini- 
tion of the word “carrier.” In the Freight Forwarding Investi- 
gation, 229 I. C. C. 201, the Commission found that the for- 
warder as described in the record in that case, was a shipper, 
in its relation to the rail lines. In its relation to the public, 
the Commission found it had characteristics of a common car- 
rier transportation agency, and that its regulation, as such, 
was not comprehended within the provisions of either part I 
or part II of the interstate commerce act. A bill for the regu- 
lation of forwarders is pending in Congress. 

The point made in connection with the Commission’s con- 
clusion in that case was that, under Director Eastman’s order, 
one of the agencies that would be a participant in railroad 
traffic would be an agency over which the Commission had no 
power of regulation. 


How It Works in Chicago 


A. H. Schwietert, traffic director, Chicago Association of 
Commerce commented on probable effects of General Order 
No. 1 on established shipping practices. The handling of rail- 
road merchandise traffic out of Chicago has been organized 
beyond that in other centers. Beginning in 1906, the transpor- 
tation department of the Association of Commerce started to 
work toward a schedule of package cars in each of which mer- 
chandise should be gathered at Chicago for a single destina- 
tion. The schedule now numbers more than 1700 cars daily. 
The association’s transportation department, in its publication, 
“Way to Ship,” prints these schedules, and tabulates the results 
of the operations of the package cars in a monthly bulletin. 
Railroads forward numbers of departing cars daily to the 
department, and agents at destinations report times of arrival. 
The monthly report shows the number of cars forwarded, 
the number arriving on time, and those arriving one day and 
more than one day late. In December, 1941, for instance, 33,687 
scheduled package cars were forwarded, of which 29,624, or 
87.94 per cent arrived on time; 3577, or 10.62 per cent one day 
late, and 486, or 1.44 per cent, more than a day late. The 
record was better for December of 1940, when the percentage 
of on-time arrivals was 93.94. For the 423,165 reported cars 
for the year 1941, the on-time arrivals was 90.77 per cent as 
compared with 94.3 per cent in 1940. 

Although reports on these cars do not include the weight 
of shipments contained in them, a special check made for Jan- 
uary, 1942, showed that the average load was over 13,000 
pounds, considerably above the 5.3 ton average for the country 
as a whole mentioned in the general order. 


Discussing modification probable under the service order, 
Mr. Schwietert said that it might be necessary, where package 
cars now moved from Chicago daily to a given destination over 
a number of routes, to eliminate one or more of those now mov- 
ing with light loads and to consolidate those shipments in the 
more heavily loaded cars. Since, as a rule, the more lightly 
loaded cars are those operating on the slower schedules, the effect 
of such consolidation might well be to improve the average 
service on outbound Chicago merchandise as a whole. In 
some cases this will mean the elimination of one car out of 
a number operating from Chicago to a given destination, leav- 
ing the rest in operation. It is possible, also, that, where a single 
car now operates from Chicago to a specified destination and 
the present loading is under the minimum prescribed in the 
general order, the daily service may have to be reduced to 
once every two days or, conceivably, the service may be 
eliminated entirely. 


Users of the Chicago package cars point out that, in effect, 
the system represents pooling of merchandise traffic although, 
up to now the practice has been to add cars to the schedules 
wherever railroads were willing to put them on, regardless of 
whether or not the service was already available by another 
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route. On the other hand, there have been instances where 
experience has proved that adequate loadings of scheduled 
cars have not been heavy enough to warrant their continuance, 
in which cases they have been discontinued. 

Mr. Schwietert has invited freight traffic officers of rail- 
roads serving Chicago to attend a conference with the mer- 
chandise traffic committee of the association’s traffic council 
at the Palmer House March 30. It is expected that the result 
of the meeting will be a complete check of the package car 
schedule against loading statistics so that the service generally 
can be/amended to fit the terms of the service order. 


/ Bus Service Order 


a move to conserve busses and bus equipment for trans- 
poftation of troops and for essential civilian passenger move- 
exts, Director Eastman March 25 issued a general order pro- 
hibiting local transit and railroad companies from substituting 
bus service for street car or train service-on existing rail routes, 
unless authorization forthe substitution was granted by the 
O. D. T. The order (General Order O. D. T. 2) is effective 
April 1. 

Carriers desiring to substitute busses for vehicles operated 
on rails must, under terms of the order, make application to the 
O. D. T., giving a-full statement of all facts, showing the need 
for busses in relation to the successful prosecution of the war, 
and indicating the availability of busses to perform the proposed 
service. 

Commenting on the order, Mr. Eastman said: 

In spite of the need for conservation of buses, tires, and other 
critical equipment and materials, transit companies in some cities are 
going ahead with plans to substitute buses for street cars on existing 
rail routes. Except under unusual circumstances, this practice is 
clearly contrary to the public interest. Accordingly, I have issued 
an order forbidding substitutions of this kind unless authorization is 
granted by this office. 


John L. Rogers, director of division of motor transport in 
the O. D. T., has taken steps toward the unification of the opera- 
tion of intercity busses with the view to extending the life of 
such equipment and keeping it on the road. The step is in 
furtherance of ideas contained in a pamphlet which Mr. Rogers 
sent to the bus operators in February. It urged the elimina- 
tion of unnecessary mileage. 

The bus men were urged to give serious thought to read- 
justing their service wherever it was possible to offer more 
effective assistance to the war effort especially in the areas of 
new war plants. That, he said, might result in handling of 
less local but more important traffic. 


His office, Mr. Rogers said, would request joint action by 
carriers wherever it appeared advantageous. He said he wished 
that each operator would give thought to the saving that could 
be made through joint action with other bus lines and railroads. 
He suggested that the bus companies cut out fast limited bus 
routes. He said that joint action had to be taken under the direc- 
tion of public authority and not by the bus operators acting in 
concert. He pointed out that concerted action without public 
direction would raise questions as to the applicability of the 
anti-trust laws. He said that joint action at the request of the 
O. D. T. would not raise the question about anti-trust laws. 


Transit Industry Committee 

Director Eastman has announced formation of a transit 
industry advisory committee to cooperate with Guy A. Richard- 
son, director of the division of local transport of the O. D. T., 
in dealing with problems of local transportation. The mem- 
bers of the committee are: ‘ ; 

M. R. Boylan, vice-president, in charge of operations, Pub- 
lic Service Coordinated Transport, 80 Park Place, Newark, 
N. J.; Edward Dana, president and general manager, Boston 
Elevated Railway Co., 31 St. James Ave., Boston, Mass.; Wal- 
ter A. Draper, president, Cincinnati Street Railway Co., Dixie 
Terminal Bldg.; Cincinnati, O.; Thomas Conway, Jr., presi- 
dent, Philadelphia & Western Railway Co., 715 Fidelity-Phil- 
adelphia Trust Bldg., Philadelphia, Pa.; George Keegan, com- 
missioner, board of transportation, New York City Transit 
System, 250 Hudson St., New York, N. Y.; E. Roy Fitzgerald, 
president, National City Lines, Inc., 20 N. Wacker Drive, Chi- 
cago, Ill.; Alfred J. Lundberg, president, East Bay Transit Co., 
2129 Grove St., Oakland, Calif.; Charles W. Chase, president, 
Chicago Surface Lines, 231 South La Salle St., Chicago, IIl.; 
Charles Gordon, managing director, American Transit Assocla- 
tion, 292 Madison Ave., New York, N. Y.; Powell C. Croner 
president, Kansas City Public Service Co., 728 Delaware St., 
Kansas City, Mo.; and Roane Waring, president, Memphis 
Street Railway Co., 820 Beale Ave., Memphis, Tenn. 


N. Y. Waterway Committee 


Formation of a New York State waterway operators ad- 
visory committee has been announced by Director Eastman. 
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The committee will cooperate with Edward Clemens, di- 
rector of the division of inland waterways, in dealing with prob- 
lems affecting the New York State Barge Canal. Members of 
the committee represent operators of various types of trans- 
portation services on the canal, including canal barges, oil 
barges, motorships, deck scows, miscellaneous liquid cargo 
barges and canal tugs. 

J. H. Muller, general manager of the Transmarine Trans- 
portation Corporation, New York City, has been named chair- 
man of the committee. Other members are: 

J. F. Herrmann, Conners Marine Co., Inc., New York, N. 
Y.; W. E. Hedger, W. E. Hedger Transportation Co., New York, 
N. Y.; J. H. Dwyer, Dwyer Lighterage, Inc., New York, N. Y.; 
Major J. H. Ross, Oil Transfer Co., New York, N. Y.; Charles 
Kellers, McWilliams Blue Line, New York, N. Y.; E. C. Denby, 
Erie and St. Lawrence Corp., New York, N. Y.; M. J. Cardillo, 
Michigan-Atlantic Corp., New York, N. Y.; L. S. Martin, Fed- 
eral Motorship Corp., New York, N. Y.; F. W. Barth, Murray 
Transportation Co., New York, N. Y.; H. R. Conners, Conners 
Marine Co., Inc., New York, N. Y.; J. F. Belford, Jr., Moran 
Transportation Corp., New York, N. Y. 


MID-WEST CARLOADINGS 


Total loadings of 26 commodities covered by reports of 
carloading committees of the Mid-West Shippers’ Advisory 
Board will be 5 per cent higher in the second quarter of 1942 
than they were in the second quarter of 1941. Actual loadings 
last year were 844,048 cars, and estimated loadings for April, 
May and June of this year are 886,074 cars. The increase in 
loadings of coal and coke, it is predicted, will be over 31,000 
cars, in gravel, sand and stone over 10,000 cars, and in grain, 
also over 10,000 cars. Expressed in percentages, the largest in- 
creases will be in potatoes, 30 per cent; fertilizers, 25 per cent; 
grain, 20 per cent; fresh fruits, 20 per cent; machinery and 
boilers, 20 per cent; coal and coke, 18 per cent, and gravel, 
sand and stone, 18 per cent. Decreases are predicted on auto- 
mobiles, trucks and parts, 66.7 per cent; agricultural imple- 
ments and vehicles, 30 per cent; lime and plaster, 15 per cent; 
brick and clay products, 10 per cent; cement, 5 per cent; petro- 
leum and products, 5 per cent, and lumber and forest products, 
1 per cent. Loadings on fresh vegetables other than potatoes, 
salt and food products are expected to be the same this year 
as last. 

The Mid-West Board will hold its spring meeting at the 
Palmer House, Chicago, April 7. In connection with the meet- 
ing, the public affairs committee of the Traffic Club of Chicago 
has arranged a luncheon, at noon, at which Commissioner John- 
son will speak on “Vigilance.” 


CAR SERVICE PORT EMBARGO 


Because of lack of ships and to prevent accumulation, the 
car service division of the Association of American Railroads 
has issued embargo No. 23 against all freight through the ports 
of Boston, Portland, Me., New York, Philadelphia, Baltimore, 
or Hampton Roads, consigned or to be reconsigned for export 
movement to destinations in Brazil, Argentina, Uruguay, Para- 
guay, Colombia, Ecuador, Peru, Bolivia, Chile, Venezuela, 
British Guiana, French Guiana, Dutch Guiana, and the Dutch 
West Indies. Exceptions follow: Freight consigned to the 
U. S. army or navy; freight moving on U. S. government bills 
of lading; freight moving on commercial bills of lading carry- 
ing reference to contracts made by War, Treasury, or Agricul- 
ture departments, and freight moving on permits issued by 
manager of port traffic, 30 Vesey Street, New York City. 
Chairman Kendall said the issuance of the embargo was in line 
with the policy to place embargoes when ships were not avail- 
able at the ports to take the freight, and to establish the permit 
system to such ports. : 

The car service division in port embargo No. 24 issued 
March 26 has established, in effect, the permit system on all 
freight for movement through Atlantic and Gulf ports (except 
New Orleans, which is covered by port embargo No. 20), con- 
signed or to be reconsigned for export movement to destinations 
in the following South and East African countries: Union of 
South Africa, Transvaal, Portuguese East Africa, Tanganyika, 
and Kenya. In addition to the exceptions set forth in port 
embargo No. 23 as to shipments to South America, port em- 
aeneo No. 24 lists freight for the British Ministry of War 

ransport. 


ORE SHIPPING URGED 
__ Producers of iron ore in the Lake Superior region, faced 
With the task of supplying nearly 90,000,000 tons to the nation’s 
steel furnaces in the current year, have been urged by the War 
Production Board and the Office of Price Administration to be- 
gin iake shipments at the earliest possible moment. 
\t the same time, O. FP. A. disclosed that a price ceiling 
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would be established in the near future for Lake Superior iron 
ore shipped in the 1942 season. 

“Lake shipments of iron ore this year must surpass all 
previous records to keep our iron and steel industry producing 
at maximum rates,” the statement declared. “Lake Superior 
iron ore producers are being asked to supply our steel makers 
with almost 90,000,000 tons in the 1942 season. Nothing must be 
allowed to interfere with the fulfillment of this task. Ship- 
ments must begin at the earliest possible moment and continue 
until ice conditions close the lakes next winter.” 

“About 80 per cent of the iron ore produced in the Lake 
Superior region is mined and used by the large integrated steel 
companies and is not sold on the market. Much of the re- 
mainder is sold under long-term contracts. With the exception 
of between 1,000,000 and 2,000,000 tons that is shipped by 
rail, all Lake Superior ore is moved in ore carriers from 
Duluth and other upperlake ports to lower lake ports such as 
Detroit, Chicago, Cleveland, and Buffalo, where much is made 
into iron and steel. The remainder is forwarded by rail to 
inland furnace centers such as Pittsburgh, Wheeling, and 
Youngstown. In 1941 approximately 80,000,000 tons of ore were 
shipped by ore carrier between the opening and closing of lake 
navigation.” 


N. I. T. L. Special Meeting 


A call for a special meeting of the National Industrial 
Traffic League to be held at the Netherland Plaza Hotel in Cin- 
cinnati, O., April 14, to consider the national transportation 
situation, has been issued by Ralph R. Luddecke, president, 
and E. F. Lacey, executive secretary. 

The objective, it is stated, is to perfect plans, if possible, 
“which will assure adequate transportation for all in con- 
nection with the successful prosecution and winning of the 
war.” 

“Tt has been suggested that this meeting should be held 
in executive session, as a committee of the Whole, so as to 
afford ample opportunity for a free and frank discussion on 
the part of members; therefore, the attendance should be 
limited solely to members of the League,” says the call which 
continues: 


Matters of vital interest to every shipper and receiver will be dis- 
cussed. Steps must be taken to assure adequate transportation facili- 
ties. While the transportation situation is not particularly alarming 
as of this date, grounds for concern for the future exist, and we 
must plan wisely to the end that private operation will be continued. 

The needs of the government come first in the prosecution of the 
war. There are just so many cars to go around. Among the subjects 
to be considered are: 

Should the present free time allowed under the demurrage and 
storage tariffs be reduced? 

Should penalty charges be established and demurrage charges in- 
creased ? 

Should cars be loaded to their safe carrying capacity, irrespective 
of tariff and classification minimum weights? 

Are all shippers cooperating wholeheartedly; is there room for 
further improvement? 

These and other pertinent subjects will be discussed in an en- 
deavor to reach a solution to these perplexing problems. 

Rumors are afloat that it is proposed to lengthen freight train 
schedules; that regional committees are to be established to supervise 
truck transportation with authority to insist that no truck leaves a 
terminal unless loaded to capacity; also that the length of truck hauls 
might be restricted. (This might be broadened to include contract 
and private trucks.) 

Continued private management of our transportation system will 
depend in large measure upon the extent to which shippers and re- 
ceivers are willing to cooperate in securing greater efficiency in the 
use of cars and trucks. If various measures which have been pro- 
posed are impractical, what counter constructive suggestions can ship- 
pers offer? Your suggestions and recommendations are solicited. 


MOTOR REGULATION EXEMPTION 


The Senate interstate commerce committee has favorably 
reported with amendments, S. 975, a bill to amend section 
203(a) of part II of the interstate commerce act, providing for 
exemptions from regulation, by addition of subsection (22) to 
read as follows: 

“The term ‘farm’ includes farms, plantations, ranches, 
nurseries, and ranges used primarily for the raising of agri- 
cultural or horticultural commodities and orchards, including 
stock, dairy products, poultry, fruit, vegetable products, and 
fur-bearing animals.” 

The bill further would amend section 203(b) (4a) of the 
act to read as follows: 

“‘(4a) Motor vehicles controlled and operated by any 
farmer, when used in the transportation of his agricultural or 
horticultural commodities, and products thereof, or in the trans- 
portation of supplies to his farm.” 

Senator Gurney, of South Dakota, author of the bill, said 
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his purpose was to establish the fact that nursery-owned trucks 
carrying nursery stock were farm trucks. He said such trucks 
were so recognized except in the Bureau of Motor Carriers of 
the Commission, the director of which, he said, had repeatedly 
ruled that nursery trucks were not farm trucks and therefore 
did not receive the immunity, privileges, and benefits accruing 
under the law to farm trucks and farm truck drivers. 

Chairman Eastman, writing as chairman of the Commis- 
sion’s legislative committee, some time ago, submitted objec- 
tions to the bill as introduced. The committee, as recom- 
mended by Mr. Eastman, substituted the word “when” for 
“and” in the proposed amendment of section 203(b) (4a) so as 
to make the amendment provide for exemption of farmers’ 
vehicles “when” used, etc. Mr. Eastman objected to the use 
of the word “and,” saying that the phrase would thereby be- 
come merely descriptive instead of restrictive in its effect. The 
committee also amended the definition of the term “farm” as 
originally proposed in the bill. Mr. Eastman had also objected 
to that part of the bill. 


Outlook for Railroads 


“If private enterprise continues to be a form of human 
activity, you can bet your bottom dollar that we’ll be railroad- 
ing—24 hours a day, winter and summer—till the cows come 
home,” said Ernest E. Norris, president of the Southern Rail- 
way System, in an address March 25 before the Bond Club of 
New York, in New York City. 

He said he was not voicing, in those words, a personal hope, 
but a conviction, based on the facts, among others, that “we 
have attained levels of efficiency and economy in the operation 
of this plant that surpass our wildest dreams of only a few 
years ago” and that there was now a degree of cooperation 
between the railroads and shippers that exceeded anything ever 
before recorded in industrial history. 

“So far,” he continued, “not a single shipper in the United 
States (including Uncle Sam and all his family of departments 
and alphabetical agencies—War, Navy, W. P. B., Lend-Lease 
and all the rest) has been told that he cannot have all the rail 
service he asks for, when and where it may be needed. 
“Tomorrrow, the outlook is clouded somewhat by two ques- 
tions. One is our chances for getting the new cars and loco- 
motives we have already ordered, plus the repair and mainte- 
nance materials we must have to continue the dizzy pace at 
which we are now railroading. The other is the extent to which 
our traffic volume will be sharply increased by stepped-up war 
production and by the diversion of more and more tonnage 
from the water and highway carriers. But even these clouds 
have silver linings. 

“On the brighter side of this appraisal we find: (1) a sharp 
decrease in commercial demands for transportation—the con- 
version of the automobile industry is one example; (2) a 
spreading of the entire traffic volume throughout the year— 
which will enable the railroads to handle it with their 20 per 
cent or more of reserve capacity normally idle except for six 
or eight weeks in the fall, and (3) the determination of both 
the railroads and the government to use freight cars only for 
transportation—not for storage purposes. 

“So, if we can get the cars and locomotives and materials 
we need—and we have the assurances of government that we 
will—tomorrow’s rail traffic should be handled as smoothly and 
efficiently as today’s traffic is moving.” 

As to “the day after tomorrow,” he said the raliroads would 
face intense competition, by air, highway and water transporta- 
tion, but that such competition could be met hopefully “be- 
cause we know that not one, or all, of these other forms of 


carriage can do the mass transportation job that the railroads 
can do.” 


TRAVEL BUREAU FUND CUT 


The House appropriations committee in the annuad Interior 
Department appropriation bill has proposed that $9,820 be ap- 
propriated for the travel bureau in the National Park Service 
for the fiscal year beginning July 1 as against an appropriation 
of $75,000 made for the present fiscal year. The Bureau of the 
Budget had recommended $20,000. 

The bureau was set up to stimulate travel in and to the 
United States. Bruce Macnamee told the committee the activi- 
ties of the bureau were now concentrated on intensive coopera- 
tion with the recreational industry in war service “in line 
with the public announcements of the President, Surgeon Gen- 
eral Parran, and others that wholesome recreation is vital to 
our war morale.” 

Representative Johnson, of Oklahoma, asked, inasmuch as 
it must be conceded that travel would be drastically cut, why 
should not the Budget estimate be cut accordingly. 

Mr. Macnamee said he believed the bureau could be of 
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vital assistance to the public and to the travel industry in guidc- 
ing them both in a conservatve recreational program. 

“Do you want to go on with business as usual regardless 
of the war’? asked Mr. Johnson. 

Mr. Macnamee said it would not be that. 

“And not make any sacrifices whatever to the present emer- 
gency”? pursued the congressman. “Is that the idea? Thai 
seems to be the idea of most departments and divisions that 
come before this committee.” 

The congressman was told by a department witness tha 
the item had been cut from $75,000 to $20,000—‘“a very su! 
stantial reduction.” 


ROGERS ON USE OF TANK TRUCKS 

Commissioner Rogers, director of the division of moto; 
transport of the Office of Defense Transportation, in an addre 
March 25 before the Commerce and Industry Association o. 
New York, said that a more efficient gasoline transport serv- 
ice might be provided by the use of tank trucks, rather than 
railroad tank cars, on short hauls. 

Mr. Rogers said that there was now a surplus of tank 
trucks and that tank cars were being used on such hauls, wher. 
the turn-around was slow. He averred that, since the problem 
on the eastern seaboard was not a shortage of gasoline but a 
shortage of transportation for gasoline, it seemed advisable 
to put the tank cars on the long hauls, where they might be 


used most efficiently, and to use the tank trucks on the short 
hauls. 





EMERGENCY TRANSPORTATION LAWS 


Proposed revision of laws governing transportation, includ- 
ing the revamping of the act of 1916 authorizing the President | 
to take over a system or systems of transportation, has not 
been finally approved for submission to Congress for consid- 
eration, Jack G. Scott, counsel for the Office of Defense Trans- 
portation, said in discussing such revision. 

The fact that such legislation was under consideration was 
revealed by Attorney General Biddle in a speech at Chicago 
Merch 2 (see Traffic World, March 7, p. 646). 

The proposed revision, with respect to authority to take 
over transportation systems, it is understood, will make it clear 
that the President may take control of any kind of transporta- 
tion property in the period of the war. Details of the proposed 
iegislation, it was said, would not be made available until it was 
submitted to Congress. 


JAPANESE BEETLE QUARANTINE 


The U. S. Department of Agriculture has revised its Japa- 
nese beetle quarantine regulations, effective March 24. That 
part of the regulated area from which the movement of fruits 
and vegetables is under regulation has been extended to include 
additional districts in Anne Arundel and Baltimore counties, 
Md., and in Berks, Cumberland, Lehigh, Northampton and York 
counties, Pa., Charlottesville, Va., is now included with Toledo, 
O., and Winchester, Va., as isolated regulated points to which 
fruit and vegetable shipments via refrigerator car or motor- 


truck may move only under certification. Shippers of cut A fru 
flowers situated within the regulated area, but outside the had a 
heavily infested part, now are not required to obtain certifica- toes br 
tions for their shipments. Soil-free rooted cuttings and fresh me 
manure are exempt from certification under current regula- suitab] 
tions. the Illi 
<A eel throug! 
CHANDLER ACT RENEWAL our fre 
Representative McLaughlin, of Nebraska, member of the belie 
House judiciary committee, has introduced H. R. 6840, a bill s Cl 
providing substantially for reenactment of the so-called that “ 
Chandler act under which railroads were permitted to effect reply ¢ 
plans as to their finances that enabled them to avoid reorgan- hei 
ization under the federal bankruptcy act. The Baltimore & aa 
Ohio and other roads took advantage of the Chandler act. That Very sé 
act expired July 31, 1940, except in the case of a proceeding 
instituted before that date. There is no limitation date in 
the reenactment proposed by Representative McLaughlin. Re- 
enactment without limitation date, said he, would make the Toh 
act available at any time for carriers wishing to take advantage mendo 
of it. ew a 
y @ 
Depart 
TRANSPORTATION BOARD ia 
F. L. Sears, manager of the bureau of statistics of the Bos- “tvice 
ton and Maine, has been appointed an assistant director ol will ©) 
the transportation board under Professor Cunningham, and station 
will have charge of railroad cost studies. Two other assistant ee 
directors will be appointed to take charge of cost studies for mr epei 
motor and water transportation. Mr. Sears is on leave o! supply 
absence from the Boston and Maine. try ne. 
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Department has been converted into a ( 
Bos- Servicy department. All traffic offices The Illinois Central operates over these routes, 
nl will operate as transportation service connects with more than 150 other American 
and stati : Z railroads. Maintains offices in 86 cities here 
ations—for the duration. They will 


‘operate with all other carriers in 
‘upply ing the transportation our coun- 


ds. 





and abroad, is manned by more than 30,000 
trained and experienced workers, equipped to 
serve shipper or traveler anywhere. 
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Light Merchandise Leading 


Editor The Traffic World: 

In your issue of March 14, pages 709 and 710, you review 
current activities of the Defense Transportation Office. 

On page 710, under the heading, “Heavier Merchandise 
Loading,” you refer to the charge of “scandalously light loading 
of merchandise cars with less-carload traffic.” 

Every traffic man knows that the principal cause of this 
is the fact that the trucks have taken it away from the rail- 
roads, due to a little faster service, and probably better serv- 
ice generally. There is no use kidding ourselves about that. 

However, before this transition occurred we did get along. 

Now we have these trucks hauling the bulk of the less- 
carload merchandise, burning up our available rubber—and it 
is said they must have rubber (until it is all gone), but we 
cannot have suspenders. 

I say we should give up this perfect service by truck on 
less-carload for a while and put most of this less-carload traffic 
back into the merchandise cars which are being hauled every 
night all over the country with 5.3-ton loads. 

But the trouble is that we have not the fortitude to do it, 
and we cannot look the horse in the face for fear of the roar 
from the trucking industry. I guess we will continue the good 
time, at least until the rubber is gone. But the catch will then 
be: Suppose we really need the trucks a year from now to 
repel invasion, and the truckmen say: “Too bad, the tires are 
shot and there is no rubber.” 

A. W. Brown, Traffic Manager, 
The Paraffine Companies, Inc. 
San Francisco, Calif., March 18, 1942. 


Routing of Freight 


Editor The Traffic World: 

Your editorial of March 7 contains a great deal of meat, 
as most of your articles do. There are a great many ways in 
which the routing situation can be viewed. My personal view 
and observation in this matter would be, in so far as to the 
Army needs, which are most vital, and should have the most 
direct routing, with as little hindrance as possible from the 
general public. 

In order to eliminate the congestion on the direct route, 
why not have the Army and national defense operations use 
the direct system and the general public make use of the cir- 
cuitous route with as much freedom as possible, as this would 
relieve the present condition of congestion? 

The one thing that I see that might cause an argument on 
this matter is the possibility of the equipment being held up 
and would not be put back in service as soon as it would on 
the direct routing system, but all agencies cannot use direct 
routing. At the present time, it is practically impossible to 
judge with reasonable length of time the delivery date of a 
car after it leaves the point of origin. 

Policing this system would curtail a large force of people, 
but the government is putting new departments in daily with 
abandon, and one more would not hurt any if it would solve 
the problem. This might even come under the car service 
bureau. The car service as it is today is slipping greatly, due 
to the fact that it is breeding antagonism and lack of coopera- 
tion that it originally had from shippers and receivers. The 
greater percentage of shippers in and around Los Angeles 
district have been very cooperative in releasing cars as soon 
as possible. But, in return, have not received the cooperation 
from other organizations that enter into the deal. Consequently, 
the original idea has slipped by the wayside. 

The only thing that really stands out, in my opinion, is that 
the Army needs traffic management within itself, and not let 
some over energetic officer of no traffic experience try and 
expedite supplies around the country. It is having the same 
results as an editor receiving a commission in the Army and 
endeavoring to mix gun powder into ammunition. Someone 
would get hurt or the bullets would not get out of the barrels. 

In my personal experience and observation, there are 


some very funny things that I am unable to find the answers 
for. I have endeavored to get into the Army for the last year 
and have been very unsuccessful. The local registry states 
that traffic management is greatly needed but the appoint- 
ments have to come out of Washington, and this is practically 
impossible under the present set-up. Some applications have 
gone to Washington and have been returned to local offices 
without due recognition. A number of men that I know per- 
sonally have tried the same thing and have received the same 
answer. There are a group of men of unlimited traffic expe- 
rience and ability and who want to offer their services to the 
government where they would do the most good and be of 
unlimited value to the present needs. They could eliminate 
the congestion, improve car service, and get the most out of 
the facilities at hand. They could also adjust Army truck 
transportation to eliminate duplication of traffic to conserve 
rubber, gas, congestion, and time. At the present time rubber 
and time are of greatest importance. 

It looks very much like it is the old story many times told 
—your ability or experience isn’t what they want, but who 
you know and the political power around you. 

R. L. Allen, Traffic Manager, 
American Wholesale Hardware Co. 
Long Beach, Calif., March 16, 1942. 


Editor The Traffic World: 

It would appear as though the controversy concerning the 
shipper’s right to route his traffic would hinge upon the single 
factor that, if circuitous routes were not provided by the car- 
riers, the complaint of circuitous routing would not have arisen. 

In many class as well as commodity tariffs, routing is not 
provided, though the Commission has admonished the carriers 
to correct this condition. In other instances, circuitous routes 
have been countenanced by the Commission in order to allow 
the longer route to be on a competitive basis with the short 
line route. (As regards the latter condition, competition may 
or may not be a necessity during the war period.) 

The Commission has held a number of times that circuity 
of 70 per cent on short line distances up to 150 miles, 50 per 
cent on distances ranging from 150 to 1000 miles, and 33%; 
per cent on distances over 1000 miles are not excessive. In 
this emergency, why not cut this maximum circuity by 50 per 
cent, issuing a master tariff similar to the one containing the 
Ex Parte 148 increases and make all tariffs subject to the 
routing limitations therein? 





C. L. Bruno, 
Assistant Traffic Manager, Soybean Products Division, 
Spencer Kellogg and Sons, Inc. 
Buffalo, N. Y., March 24 1942. 


Editor The Traffic World: 

I would like to comment briefly on your editorials advo- 
cating the elimination of shipper’s right to route his own 
material when shipped by freight. 

War is an actuality and we realize that methods and prac- 
tices have to be reformed and, in making these reformations, 
penalties will be involved. We also realize that no one is going 
to escape and we, of course, know that business can not be 
done in the usual manner. As a matter of fact, many changes 
have now been effected and many more will be made later on, 
but in spite of this, I am unable to see what advantage it would 
be to anyone to refuse the shipper his right to route his own 
material. I feel it would retard the full utilization of railroad 
cars and cause wasted locomotive time and fuel. ; 

To eliminate shippers’ and receivers’ right to route their 
shipments of carload freight would, I believe, work a hard- 
ship on the railroads as well as the shippers, because the 
traffic departments of most commercial concerns are better 
qualified to route their shipments than the railroads are, oF 
any other agency. They (the shippers) are more familiar with 
the tariffs covering the commodities they ship, as they have 
devoted much time over a period of many years, studying the 
rates and routes via which their shipments move. 

It is not infrequent for us to bill out 25 or 30 carload 
shipments in one day going to nearly as many destinations 10 
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Pere Marquette is on the 
VICTORY BEAM! 


TRAIGHT across Lake Michigan flash the two-way 
§ radio waves of Pere Marquette, as ships talk to 
shore. And in just as straight a line the great Car- 
ferries sail... carrying full trains of freight cars... 
“on the beam"—and no wasting time on round- 
about routes! 


Inan all-out war, every short cut counts... and here's 
a short cut that lops many miles and hours off the 
schedule of commercial and military freight ship- 
ments between the Northwest and the East. At 
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= PERE MARQUETTE 


Ludington, Michigan, and at Milwaukee, Manitowoc 
and Kewaunee, Wisconsin, loaded freight cars are 
switched onto the deck tracks of these great 
steamers. In a few hours they're on the other side 
. .. ready to continue their journey on the main line. 
There's no breaking bulk at either shore. And there's 
no time wasted by detouring around through con- 
gested areas. Daily service takes freight across Pere 
Marquette's "water bridge"... saving hours that 


bring America's victory closer! 
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states from Maine to California and at the present time all 
of the bills of lading carry complete routing and through rate. 
All of our shipments are made over serviceable routes; i.e. 
routes via which we can secure the best service, regardless of 
solicitations from railroad representatives. If these bills of 
lading should be submitted to the railroad agents office un- 
routed, I believe it would require one of his clerks the biggest 
part of a day to figure out the routes, and no doubt, it would 
be necessary to delay these cars while this was being done. 
If, when the cars were pulled from the plant, the waybills 
have not been issued by the railroad, it would be necessary to 
place them in what is termed a “hold track” awaiting billing, 
then after the waybills have been properly made by the rail- 
road, it would require the time of a switch engine and crew 
to reswitch these cars out of the hold track and place them 
in line of service. On the other hand if complete routing and 
rate is inserted in each bill of lading by us, which would re- 
quire about an hour's time of one clerk in our traffic depart- 
ment, the cars could be forwarded promptly and no extra 
switch would be involved. 

Another feature in favor of shippers routing, particularly 
our own, is that a very large portion of our products is for 
national defense, carrying priority rating of A-l-a through 
A-10. When this material is shipped out by us it is absolutely 
essential that it be routed by the fastest available routes and 
given preferred handling by all railroads participating in the 
haul. 

Practically all of our traffic is shipped under creosoting- 
in-transit arrangements and, in order to get the benefit of this, 
it is necessary to observe certain inbound as well as outbound 
routings. If these arrangements were cancelled or made un- 
available by virtue of disallowing shippers the right to route 
their own shipments, it would materially increase the cost of 
our commodities, and this, of course, would be a very strong 
factor in helping toward inflation. 


It is my sincere belief that the adoption of such a rule 
as to eliminate the shipper’s right to route shipments of his 
own carload material would tend to retard the free movement 
of traffic and full utilization of railroad cars. 


L. P. Wilburn, 
Traffic Manager, Southern Wood Preserving Company. 
Atlanta, Ga., March 23, 1942. 


Motor Employes Labor Status 


Mechanics, loaders, and drivers’ helpers are included with 
drivers as the employes of common and contract carriers en- 
gaged in transportation in interstate commerce whom the wage 
and hour division, U. S. Department of Labor, considers exempt 
from the overtime provisions of the fair labor standards act. 

This was announced March 25 by L. Metcalfe Walling, 
administrator, in releasing a revised edition of the division’s 
Interpretative Bulletin No. 9 dealing with the application of 
the wage-hour law to employes of motor carriers. 


In the previous edition of the Interpretative Bulletin, the 
opinion was expressed that only the drivers were subject to 
exemption from overtime. The Commission has made a find- 
ing that mechanics, loaders, and drivers’ helpers also affect 
safety of operation, thus subjecting these employes to hour 
regulations of the I. C. C. 


Mr. Walling emphasized, however, that the overtime ex- 
emption did not apply to mechanics, loaders, and drivers’ help- 
ers employed by private carriers. These employes, if covered 
by the act, must not.only be paid in accordance with the law’s 
minimum wage requirements, but must also receive the over- 
time rate of time and one-half their regular hourly rate of pay 
for work in excess of 40 hours a week, he said. 


Drivers of private carriers engaged in transportation in 
interstate commerce are considered exempt from the overtime 
provisions, since their hours, like those of drivers of common 
and contract carriers engaged in transportation in interstate 
commerce, are regulated by the Commission, according to the 
wage and hour division which added: 


The minimum wage requirements of the law apply at all times to 
all four types of employes. Recent wage orders established for the 
passenger motor carrier industry and the property motor carrier in- 
dustry call for a 40-cent per hour minimum wage rate in both in- 
dustries. 

The revised bulletin is unchanged in other respects, but contains 
a more complete statement of the division’s previously expressed 
opinion that an employe who might otherwise be considered exempt 
is in fact non-exempt in any workweek in which he performs a sub- 
stantial amount of non-exempt work. The bulletin defines the phrase 
“‘a substantial amount of non-exempt work’’ as meaning non-exempt 
work in excess of 20 per cent of the total number of hours worked by 
the employe in the workweek involved. 
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Government Takes T. P. & W. 


The Office of Defense Transportation took possession of 
the Toledo, Peoria and Western Railroad, March 22, in obedi- 
ence to an executive order of the President issued the day 
before. The order was issued shortly after the receipt by the 
President of the text of a letter, written by George P. McNear, 
Jr., president of the T. P. & W., March 19, in response to the 
President's “final appeal” to Mr. McNear to submit the dispute 
between his railroad and the Brotherhood of Railroad Train- 
men and the Brotherhood of Locomotive Firemen and Engine- 
men to arbitration under an earlier order of the National War 
Labor Board (see Traffic World, March 21). 


Mr. McNear’s letter though sent by air mail late March 19, 
had not reached the White House late the next day. The text 
of it was thereupon telegraphed in response to a White House 
request. 


In the letter, Mr. McNear again refused to submit the dis- 
pute to arbitration. As previously, his refusal was based on the 
grounds that he did not feel arbitration would be fairly con- 
ducted under the Board of Mediation and that what was needed 
was a full public discussion of the brotherhoods’ working rules 
in proceedings before an emergency fact-finding board. He also 
pointed out that the order to arbitrate required the reinstate- 
ment of strikers in their jobs. That, he added, would mean the 
discharge of the competent, loyal and satisfied men “now doing 
their utmost to deliver the goods faster and better than ever.” 
He would not be party to proceedings that “might lead to their 
being arbitrated out of their jobs,” he said. 


The need for a full and open discussion of working rules 
had been stated by two emergency boards, he said; the first that 
of 1938, which recommended a frank and candid inquiry into 
them, and the second, that of 1941, which, while it made no 
findings about those before it, said that they might well be the 
subject of inquiry by a special board appointed for that purpose. 

“It is obvious that these impartial public bodies, which 
were appointed by you,” said the letter, “were suggesting that 
something be done to get a fair day’s work for a fair day’s pay 
on the railroads and that the various penalty payments and 
other devices which impede efficient transportation be elimi- 
nated,” said he, adding that his position, repeatedly stated, was 
that there should have been an emergency board appointed to 
consider the dispute between his railroad and the brotherhoods. 

He described operating conditions on the railroad since the 
strike became effective. December 28, 1941. A thousand men 
had sought to take over the jobs of the 100-odd who struck, he 
said, among them “other brotherhood men, also men who have 
come here at the suggestion of neighboring lines.” Continuing, 
he said: 


We now have all the men we need to run our railroad. There 
is no dispute between ou¢ railroad and the men now operating the 
trains. Our rates of pay, rules and working conditions give effect to 
the suggestions of your emergency boards of 1938 and 1941. They 
give substantial increases to individual employes. The rules and 
working ccnditions provide for efficient work with a maximum utiliza- 
tion of manpower. 


The last of the embargoes on the railroad was cancelled 
March 3, he continued, and an announcement made of the in- 
auguration of “freight train service that would be the fastest 
and most complete in the history of the railroad.” Those op- 
erations were begun, he said, but renewed violence by strikers 
caused curtailment and elimination of night operations. 


He told about violence in the early days of the strike, the 
obtaining of a federal injunction against the strikers, compara- 
tive quiet over a period, and, then, resurgence of trouble when 
the dispute was taken over by the War Labor Board. The 
appearance on the scene of representatives of the A. F. of L. 
and the C. I. O., neither of which had men or organizations In- 
volved in the dispute, was apparently for the purpose of con- 
vincing the War Labor Board and the government “that there 1s 
a civil war going on in Peoria, that we cannot handle traffic 
and that, therefore, the government must come in and take 
over this railroad, regardless of the fact that, were it not for the 
violence and interference. the railroad’s operations would be 
better, faster and more efficient than ever.” 


Threats against employes of other railroads, connecting 
with the T. P. & W. at Peoria, “intimidated those employes t0 
such an extent that they are afraid to come on our railroad t0 
deliver important cars to us for handling,” said the letter. The 
T. P. & W. offered to go into the yards of the other railroads to 
take cars, “but the management of these roads advise us that 
they are not in a position to permit us to obtain the cars 1? 
that manner,” it continued, adding that the result was a service 
order of the Commission rerouting cars from connections ove! 
other railroads. 

“Conditions during the past few days have again become 
fairly peaceful. Possibly this is because those interested fee! 
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that violence and interference have accomplished the desired 
purpose in Washington,” it said. 

Director Eastman’s request for arbitration was made 
January 5, after the first siege of violence had abated and the 
federal court had granted the injunction, said the letter. While 
the brotherhoods were trying to beat the railroad “into sub- 
mission,” and while its “loyal people and new men were being 
cruelly treated,” neither Director Eastman nor anyone else 
suggested arbitration, it added. When those “dark days” 
ended, however, it continued, “we were asked to throw over- 
board the brave men who brought this railroad through its 
crisis, return to work those who actually tried to break up 
the railroad, and submit everything to arbitration just as if 
nothing had happened.” 

“Is there any wonder that we were unwilling to accept 
arbitration under such conditions?” asked Mr. McNear. 

The War Labor Board’s order of February 27, ordering 
arbitration, was issued after a brief morning hearing, and “con- 
tained findings with respect to which” the railroad had not 
been permitted to give information, the letter continued, adding 
that “it gave no consideration to other possible forms of arbitra- 
tion” which the railroad had said it was willing to consider. 

While arbitration had been considered generally as a fair 
way to settle labor disputes, the letter said, arbitration under the 
railway labor act “is an entirely different thing.” It pointed 
out, that under that act, when parties could not agree on 
the third member of an arbitration board, that member was 
selected by the National Mediation Board. “Various events” 
had “not inspired” him “with confidence as to the fairness 
and impartiality of that board,’ Mr. McNear said. In the first 
place, he continued, it could have prevented the strike by cer- 
tifying the dispute to the president for an emergency board; 
John F. Murray, board mediator, showed evidences of partiality 
toward the unions in mediation proceedings, and, finally, when 
the War Labor Board issued its order, the same Murray, sent 
to Peoria by the Mediation Board to draw up an arbitration 
agreement, called the conference in the brotherhoods’ meeting 
room. “I think, Mr. President, you can understand why we 
could not attend any such performance as that,” said Mr. 
McNear. 


Authority Questioned 


His letter raised the question of the power of the War 
Labor Board to order arbitration. He said that the executive 
order creating that board “specifically provides that nothing in 
that order shall supersede anything in the railway labor act,” 
and the act expressly states that “failure or refusal of either 
party to submit a controversy to arbitration shall not be con- 
strued as a violation of any legal obligation imposed by the 
terms of the railway labor act or otherwise.” 

Continuing, the letter said: 


The National War Labor Board refers to the national agreement 
between management and labor, mentioned in the second paragraph of 
your executive order. We do not understand that that agreement is 
law. We understand it was made by a selected group to avoid impend- 
ing congressional legislation which the labor people did not like, but 
which otherwise was inevitable because of the strikes, slow-downs and 
other labor interference with our war program. 

If our experience is typical, we hope Congress will proceed in the 
customary and proper manner so that the fundamental principles of 
the right to work and the preservation of law and order can be re- 
established. We believe that the people who want to work efficiently 
should be allowed to continue with their work, so that all of us can 
render every possible service and continue our contributions as tax- 
payers. 

The pressure now being exerted by the brotherhoods upon our gov- 
ernment apparently comes from their fear that if any railroad is per- 
mitted successfully to operate under rules differing from so-called 
standard rules, their carefully protected and ever expanding featherbed 
practices would thereby be endangered. And the brotherhoods have 
been making every attempt to evade the trial of their officials in the 
federal court on the charge of plotting to dynamite one of our largest 
bridges. 

We sincerely regret that the people who were operating the trains 
decided to leave their jobs and go out on strike Decembr 28, 1941. We 
felt they were being misinformed and misled. We did our best to 
correct any misinformation with our circular letter dated December 20. 
The prohibitory features of the railway labor act prevented us from 
expressing ourselves as to how they were being misled, and how the 
brotherhoods were influencing them away from good jobs at high pay 
merely to protect the brotherhoods’ national and organizational policies. 
We were mighty sorry to lose the services of these men, and the 
pleasant association with them. But the railroad had a public duty to 
render efficient transportation service, and it did its best to perform 
that duty. 

Aside from the legal aspects of the order to arbitrate, and our 
objections to the form of arbitration so ordered, it would be difficult 
to develop any agreement for arbitration at this late date. There is 
little left about which to arbitrate. Our present schedules of rates of 
pay, rules and working conditions, which have been lawfully put into 
effect, can only be changed in accordance with the provisions of the 
railway labor act. 

Also, we now have a full complement of competent and well 


as 
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satisfied men running the railroad. They are doing their utmost to 
deliver the goods faster and better than ever and we could not fairly 
take any step that might lead to their being arbitrated out of their jobs 
and turn this railroad over to the inefficient, wasteful featherbeq 
practices where three hours or less is a day’s work and where 83 men 
would be required to do the work which can now be better done by 
50 men. Furthermore, even were we now to arbitrate, while the lengthy 
arbitration proceedings were going on the talk set loose by the 
brotherhoods and the uncertainty of the future would undermine the 
morale of the full complement of competent men now operating our 
trains, and cur organization would become disrupted and our efficiency 
greatly impaired. 

Our operations are row being successfully carried on under the 
protection of the injunction granted by the federal court, except fo; 
the recent curtailment in operation, due to last week’s violence and 
interference. Just prior to the development of this recent violence and 
interference, we announced the fastest and most complete train service 
in the history of the railroad, and we asked Donald Nelson, chairman 
of the War Production Board, for the opportunity of competing fo: 
awards of merit in the field of transportation, in such matters as speed, 
safety, efficiency and utilization of manpower, similar to those proposed 
to speed up industry. 

The soundness of our recently established rates of pay, rules and 
working conditions has already been demonstrated. We strongly fee] 
that the best way by which the T. P. & W. can continue to cooperate 
and render the greatest and most efficient service in the war program 
is for us to continue to operate under the protection of the injunction 
granted by the federal court, with the strict enforcement of that in- 
junction and the preservation of law and order. 

We realize, of course, that it is our patriotic duty to comply with 
your wishes in every way we can. We have every desire to fulfill this 
duty. However, for the reasons above mentioned and which I do not 
believe were clear to you when you addressed us your letter of March 
14, we could not, as long as we are responsible for the opeation of this 
railroad, enter into the arbitration ordered by the National War Labor 
Board. We strongly feel that to do so would be definitely contrary to 
the best interests of our country. With this terrific war now on ou: 
hands, the need for fast and efficient transportation and the effective 
use of manpower is more desperate than ever before. 

We hope you will decide that !aw and order is to be enforced, and 
that arrangements will be made for the local United States Marshal! to 
have the necessary help to enforce the injunction against violence issued 
by the federal court of this district. If given reasonable protection 
against violence, we can and will provide the fastest possible move 


ment of war traffic, with efficient operation and effective utilization of 
manpower. 


Barriger Takes Over 


__ John W. Barriger, III, associate director of the O. D. T. 
division of railway transport, was appointed by Director East- 
man, as federal manager of the T. P. & W. He took possession 
of the railroad March 22, by handing to Mr. McNear, in his 
office at Peoria, an order, as follows: 


I do hereby take possession and assume control over all real and 
personal property, franchses, rights and other assets, tangible and 
intangible, of the Toledo, Peoria and Western Railroad. 

I shall operate or arrange for the operation of said railroad in 
such manner and through or with the aid of such public or private 
agencies as may be necessary for the successful prosecution of the war. 
In view of the war emergency, all officers, agents and employes of 
said railroad, all of its shippers and connections, and the public gen- 
erally are urged to give me the greatest possible degree of cooperation. 


Those who accompanied Mr. Barriger to Peoria, to assist 
in taking over the railroad, were: 


Otto S. Beyer, director of the division of transport personnel. 
O. D. T.; Hallan Huffman, associate general counsel, O. D. T.; George 
Voelkner, member of the O. D. T. transport division; William Hough, 
Commission's accounting division, and George S. Douglas and Law- 
rence H, Allen, both of the Commission’s valuation section. 


It was also reported that Col. H. T. Weber and Maj. N. H. 
Davis, Jr., had been sent to Peoria by Maj. Gen. J. M. Cum- 


mins, commander of the U. S. Army sixth corps area, as “liaison 
officers.” 


Mr. Barriger said that Mr. McNear was “gracious and 
cooperative” and would assist in effecting the transfer of his 
railroad to the government. He said Mr. McNear would prob- 
ably remain as president of the railroad under salary arrange- 
ments to be made with its board of directors. 


President’s Order 


The President, in his executive order directing Director 
Eastman to take over the railroad, said that, while representa- 
tives of the employes had agreed to arbitrate the dispute, the 
“company has refused and continues to refuse to submit the 
dispute to arbitration, despite urgent requests by the National 
War Labor Board and by the President that it do so.” 

Therefore, concluded the President, for the time being and 
under the circumstances set forth it was essential that the road 
be operated by or for the United States in order to assure suc- 
cessful prosecution of the war. 

The order said possession and operation should be con- 
tinued only until the President determined that “such tempo- 
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rary possession and operation are no longer required for suc- 
cessful prosecution of the war.” 


The President conferred with Chairman Davis, of the War 
Labor Board, before the executive order was issued. Chairman 


Davis issued the following statement about the President’s 
action: 


This action has been taken after a delay of many days awaiting 
a reply from Mr. McNear. His answer, when finally received, raised 
the question of the authority of the federal government to settle the 
dispute, and brought up again many issues which had been decided by 
the National War Labor Board. It also discussed the merits of the 
controversy which the Railway Mediation Board, the director of trans- 
portation, the conciliation service, and finally, the War Labor Board, 
had recommended should be referred to arbitration. 

The War Labor Board proposed that any further review of the 
merits should be before an arbitration board. This was accepted by 
the employes; it was rejected by Mr. McNear on behalf of the rail- 
road. 

In view of the refusal of Mr. McNear to arbitrate, there seemed no 
other possible action except to take over the operation of the railroad. 


Director Eastman said that wages and working conditions 
to be put in effect on the railroad would be those that existed 
prior to December 29, 1941, the day after the strike began. 
With certain exceptions, said he, all train and engine service 
employes who, prior to December 29, left the service of the 
railroad company “with the approval of the chief executives of 
the Brotherhood of Locomotive Firemen and Enginemen and 
the Brotherhood of Railroad Trainmen, in protest of the action 
by the company changing their rates of pay and working con- 
ditions, will be reinstated, upon application, with all their 
seniority rights unimpaired, subiect to call for service.” 

“Wages and working conditions put into effect by Mr. 
Eastman will remain effective pending such termination of the 
existing labor dispute as may be approved by the National War 
Labor Board,” said the O. D. T. 

Questions were asked as to what was meant by taking 
back striking employes “with certain exceptions,” and as to 
whether the director would keep the present employes. It was 
stated that Director Eastman did not wish to expand on the 
statement given out by him as set forth in the foreging para- 
graphs. 

The text of the executive order follows: 


Whereas, the national interest and security demands that there 
be no interruption in the flow of goods essential to effective prosecu- 
tion of the war, and 

Whereas, representatives of labor and industry, meeting at the 
eall of the President, have agreed that there shall be no strikes or 
lockouts during the period of the war and that all labor disputes shall 
be settled by peaceful means, and, to further that agreement, the 
National War Labor Board has been established by executive order 
No. 9017 to bring about the peaceful settlement of all such labor dis- 
putes, and 

Whereas. a labor dispute has existed between the employes and 
the management of the Toledo, Peoria and Western Railroad Company 
since December 29, 1941, and has interrupted the transportation of 
goods essential for the prosecution of the war, and 

Whereas, the National War Labor Board, by order dated February 
27. 1942. directed that the dispute be submitted to arbitration under 
the terms of Section 8 of the Railway Labor Act, and the representa- 
tives of the employes have agreed thereto, but the company has re- 
fused and continues to refuse to submit the dispute to arbitration, 
despite urgent requests by the National War Labor Board and by the 
President that it do so; and 

Whereas, for the time being and under the circumstances set forth, 
it is essential that the Toledo, Peoria and Western Railroad Company 
be operated by or for the United States in order to assure successful 
prosecution of the war; 

Now, therefore, by virtue of the authority vested in me by the 
Constitution and laws of the United States, and as President of the 
United States and as Commander in Chief of the Army and Navy, it 
is hereby ordered: 

1. The Director of the Office of Defense Transportation is di- 
rected to take immediate possession of all real and personal property, 
franchises, rights and other assets, tangible and intangible, of the 
Toledo, Peoria and Western Railroad Company, and to operate or 
arrange for the operation of such railroad in such manner as he deems 
necessary for the successful prosecution of the war, through or with 
the aid of such public or private agencies, persons or corporations, 
including the armed forces of the United States, as he may designate. 

2. Such real and personal property, franchises, rights and other 
assets, tangible and intangible, of the Toledo, Peoria and Western Rail- 
road Company as the Director of the Office of Defense Transportation 
deems unnecessary to carry on the operation of such railroad may, 
from time to time, in his discretion, he returned to the Toledo, Peoria 
and Western Railroad Company. 

3. The Director of the Office of Defense Transportation shall man- 
age or arrange for the management of said railroad under such terms 
and conditions of employment as he jieems advisable and proper, 
pending such termination of the existing labor dispute as may be 
approved by the National War Labor Board. Nothing herein shall be 
deemed to render inapplicable existing state or Federal laws concern- 
ing the health, safety, security and employment standards of the 
employes of said railroad. 

4. Except with the prior written consent of the Director of the 
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Office of Defense Transportation, no attachment by mesne or gar. 
nishee process or on execution shall be levied on or against any of 
the real and personal property, franchises, rights and other assets, 
tangible and intangible, of the Toledo, Peoria and Western Railroad 
Company in the possession of the Director. 

5. Possession and operation hereunder shall be continued only 
until the President determines that such temporary possession and 
operation are no longer required for successful prosecution of the war. 


Eastman Men Running Road 


When Mr. Barriger and others of Director Eastman’s staff 
took over the Toledo, Peoria and Western they retained their 
positions on that staff. So far as known now that situation 
will continue indefinitely. That is to say, they will continue 
as Eastman men. They are being aided by men from the Com- 
mission’s bureaus of accounting and valuation in what might 
be called the bookkeeping work—that is, of making an in- 
ventory of the real and personal property and thereby setting 
up books for the accounting that will have to be made some 
time between the government and the railroad corporation. 

Director Eastman talked with President McNear of the 
T. P. & W. over the telephone but no arrangements, he said, 
were talked about as to the status of officers of the company in 
the new set-up. His idea was that the precedents set when the 
railroads were taken over by the government in the first world 
war period would be followed. As officers of the railroad cor- 
porations, the property of which was in the hands of the gov- 
ernment, they were not on the government pay roll unless 
appointed as federal managers or members of his staff. The 
corporations were at liberty to make arrangements for paying 
the officers out of their funds as compensation for such cor- 
poration functions as they might perform. 

__ Director Eastman’s statement that all the old employes, 
with certain exceptions, would be restored to their places, was 
understood to mean that men who had been arrested under 
accusations of violence would not get back their old jobs unless 
cleared in the court (see Traffic World, January 31, p. 304). 

At Peoria, Mr. Barriger said that, with those exceptions, 

the strikers were scheduled to return to work on the railroad 
at 12:01 a. m., March 25. He said the men who had been hired 
to replace the strikers would be placed at the bottom of the 
seniority list. 
; As to the importance of the Toledo, Peoria & Western 
in national defense transportation, Director Eastman, about a 
month before the taking over, expressed the view that he did 
not deem it indispensable to national defense (see Traffic World, 
February 14, p. 443), so he declined to ask the War Labor 
Board to intervene in the strike, although he did not wholly 
divest himself of concern in the matter. He wrote letters to 
the Department of Labor and the War Labor Board ex- 
pressing the view that the latter might well go into the matter. 
In answer to a question as to the taking over notwithstanding 
that view, he said, army officers were of a different opinion. 


Routing Over T. P. & W. 


At the request of the O. D. T., the Commission has va- 
cated its service order No. 72, the vacation order effective at 
12:01 a. m., March 25. The order, which went into effect 
March 14, authorized lines connecting with the T. P. & W. to 
disregard shippers’ routing orders over that railroad (see 
Traffic World, March 21, p. 781). 


Strikers Return—McNear Out 


By the end of this week, train service workers on the 
T. P. & W. who had been hired to replace the strikers, had been 
completely displaced by rehired members of the striking broth- 
erhoods. Among those rehired were a number of men men- 
tioned in the federal injunction as having been responsible 
for violence. 

The strikers returned to work under working rules in 
effect before the strike. It was, thus, possible to operate the 
railroad without the additional men that will be needed should 
the government’s settlement with the men be on the basis of 
the so-called “standard” rules, including the make-work and 
“featherbed” provisions in effect on the other railroads. It 
was the demand on the part of the brotherhoods for these 
standard rules, in place of those under which they had been 
working, which were less restrictive as to the types of work 
permitted to be performed by individual workers, that brought 
on the strike. Earlier, Mr. McNear had estimated that the 
substitution of the standard rules for those in effect on his 
railroad would require the hiring of 55 additional men. Direc- 
tor Eastman’s order taking over the railroad specified that the 
men return to work under the rules and at the wages in effect 
before the strike began. Under it, therefore. the union men 
were compelled to resume their jobs at rates of pay consid- 
erably lower than those that had been offered to them by the 
railroad and that have been paid to the men hired to replace 
the strikers. 


Although Mr. McNear had offered his services to the fed- 
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eral manager in any way they could be used, he was notified 
in writing to vacate his office at 9:00 a. m. March 25. His 
salary as head of the railroad was terminated as of March 1, 
though he had continued on the job until the federal manager 
appeared at Peoria on March 22. He has established an office 
in downtown Peoria and remains as head of the railroad cor- 
poration which-now has no railroad to operate and no other 
assets. The federal manager, in accordance with the order 
of the head of the O. D. T., took over all of the assets of the 
corporation, including its bank accounts. 

The Brotherhood of Railroad Trainmen and the Brotherhood 
of Locomotive Firemen and Enginemen have served formal 
notice on the federal manager of a demand for standard work- 
ing rules and the rates of pay contained in the Washington 
agreement of last fall. Whether or not these demands will be 
treated as initiating a new proceeding or whether, in response 
to them, the earlier proceeding, which the National Mediation 
Board had declared closed as long ago as last November, will 
be reopened was a matter for speculation at the time this was 
written. 

Mr. McNear said he would open with Mr. Eastman shortly 
the question of compensation to be paid the corporation by 
the government. He said he and the railroad’s attorneys had 
been busy this week with the prosecution of contempt cases 
in the federal court at Peoria against three men, alleged to 
have conspired to blow up a bridge on the railroad. At that 
trial, William J Wheeler, an ex-convict, testified that $1,500 
had been offered to him to destroy the bridge, that he had 
taken the information to the railroad attorneys, and that, as 
a result, D. G. Newdigate, chairman of the Brotherhood of 
Railroad Trainmen on the T. P. & W., was arrested in the 
vicinity of the bridge with dynamite in his automobile. 

Others on trial with Newdigate were Paul Brokaw, pub- 
licity man for the Brotherhood of Locomotive Firemen and 
Enginemen, alleged to have made the offer to Wheeler, and 
H. J. Dilley, one of the striking firemen. The defense sub- 
poenaed Mr. McNear as a witness to show that he had paid 
Wheeler $600, alleging that this was payment for his testi- 
mony. Mr. McNear testified the money had been paid to 
Wheeler at various times since January 27, the date of the 
alleged attempt on the bridge, to pay his living expenses. 
Final arguments in the case began the afternoon of March 26. 


Shipper’s Views 


Mr. McNear has received many communications from 
shippers and others commending his stand. Of several hundred 
letters and telegrams, he said, about one in six was condemna- 
tory and that most of those were anonymous. Many of the 
shippers asked his advice as to whether or not his interests 
would best be served by refraining from routing over the 
T. P. & W. while it is being operated by the government. He 
says he has consistently refused to advise such a course. 

A. W. Vogtle, president of the National Association of 
Shippers Advisory Boards, has written a letter to Mr. Barriger, 
the federal manager, wishing him success in the operation of 
the railroad. He sent copies of the letter to Mr. Eastman and 
Mr. McNear. The letter refers to Mr. Barriger’s formal com- 
munication taking over, in which he asks for the “greatest 
possible degree of cooperation” from “all shippers and connec- 
tions, and the public generally.” Mr. Vogtle, in his letter, 
offered to Mr. Barriger, “freely and eagerly every assistance 
in the power of the advisory boards.” 


Union Men Guilty 


The jury in the case in federal court found the three de- 
fendants guilty of contempt of court after less than a half-hour 
of deliberation March 26. Under the law, each may be sen- 
tenced to six months’ imprisonment and a fine of $2,000. 
Judge J. Leroy Adair, before whom the case was tried, deferred 
sentence to permit defense attorneys to make a motion for a 
new trial. He was scheduled to hear that motion March 27. 


Attorney Expresses Views 


Allegations, such as that made by Senator Mead last week, 
that the trouble on the T. P. & W. began with a “lockout of 
employes,” are “attempts to drag a red herring across the 
railroad,” said Austin C. Knetzger, St. Louis, Mo., attorney, 
in a letter to President Roosevelt and Senator Mead. The gov- 
ernment’s action, he says, is based on the position that the 
railroad is a vital link in wartime transportation, but “if it has 
become a vital link, it is only because the vision, ability, and 
hard work of a sound-headed, practical American business 
man has made it so, and it is unconscionable that at this time” 
the President should intervene in a matter which, aside from 
the labor policies the President has espoused, “has no im- 
portance and has not and will not in any manner affect 
national defense.” 


Labor has the right to organize, says he, and is entitled 
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to its day in court, but “there is no right, morally or legally, 
for the nation to throw its weight in the scales against the 
efficient operators of the T. P. & W. and to coerce them into 
a compromise of a situation not of their own making.” 

The letter discusses at length “the right of a man to work,” 
and insists that that is also a right of those who went to work 
on the railroad after the unions struck. 

Referring to the remarks of Senator Mead, he says they 
indicate that the senator “thinks less of the lives of all of our 
people than of the prerogatives of union labor.” His reference 
is to violence against workers on the T. P. & W. The govern- 
ment should be concerned with justice, he adds, urging the ap- 
prehension of the guilty parties. “They can be discovered,” 
says he, “and they can be convicted if such conviction is sought 
without fear or prejudice.” 

The T. P. & W. dispute is “a local family quarrel” with- 
out “national significance,” he says, and the President ought 
not to waste time on it when his attention “should be concen- 
trated on matters of national defense.” 

“Permit the rights of the parties to be determined by the 
courts or by any one of the multifarious and expensive bureaus 
which have been established and which may have jurisdiction 
in this matter,” he concludes. Whatever personal interest the 
President may have in the matter should extend no further 
than to assure himself “that the Department of Justice 
promptly, diligently and without hesitation or failure appre- 
hend those criminals who have violated that most basic of all 
our laws and of all religion—‘thou shalt not kill.’” 


R. R. PENSIONS AND MILITARY SERVICE 


The Senate interstate commerce committee has favorably 
reported H. R. 6387, including war-time service of railroad 
employes in the armed forces of the United States as time 


served in computing annuity rights under the railroad retire- 
ment act. 


FORWARDER EMPLOYES’ WAGE CASE 


The Universal Carloading & Distributing Co., Inc., and the 
National Carloading Corporation, of New York City, and the 
Brotherhood of Railway and Steamship Clerks, etc., have agreed 
to submit to arbitration a demand of the brotherhood for a 10 
cents an hour wage increase, according to a National War 
Labor Board announcement. 

“The agreement for voluntary arbitration, which affects 
a total of 5,000 employes of both companies,” said the announce- 
ment, “provides that the arbitrators will be picked in the fol- 
lowing manner: Within five days the companies and the union 
will select one arbitrator; the board will name three persons 
from which the companies and the union shall select one as 
impartial chairman of the arbitration board; failure to agree 
on the third arbitrator within three days will result in his 
designation by the (National War Labor) Board.” ’ 

The board said the wage demand was the sole issue in 
dispute. 


Midwest Truck Wage Settlement 


The National War Labor Board on March 26 issued a 
unanimous decision which, it said, settled the final point in 
dispute—definition of the term “owner-operators”—between 
the Central States Employers Negotiating Committee and the 
International Brotherhood of Teamsters, etc., involving a 
union wage contract affecting 225,000 employes of about 800 
truck lines in 12 midwestern states (see Traffic World, Jan. 
10, p. 118). 

“The main issues in dispute—wages and vacations—were 
decided by a six-man arbitration panel of the National Defense 
Mediation Board January 3,” said the N. W. L. B. announce- 
ment. “The Mediation Board refused to make an award on 
13 other disputed points, most of which concerned working 
rules, which the board stated ‘could most realistically be de- 
cided by the employes and employers themselves.’ These the 
board referred back to the parties for further negotiations. 
All 13 issues were settled except the one concerning rules gov- 
erning the hiring and leasing of equipment. This was re- 
ferred to the National War Labor Board for a final and bind- 
ing decision.” 

The announcement said a hearing on this issue was held 
in February before a N. W. L. B. panel composed of Ralph T. 
Seward, representing the public; Roger D. Lapham, repre- 
— employers, and Martin P. Durkin, representing em- 
ployes. 

The decision, written by Wayne L. Morse, public member, 
said the issue arose from the union’s demand for inclusion in 
the contract of a clause governing the conditions under which 
owner-operators of motor trucks might lease their equipment 
to operating companies and setting the minimum rates at 
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T opay, more than ever, industrial organizations 
in selecting a new plant location must critically 
ue in investigate every detail influencing the manufactur- 
ing abilities of their organization. Accessibility to 
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@ An Ideal climatic condition elim- 
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summer temperatures. 
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labor Is plentiful. Because living 
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Mae sylvania R. R. and the Baltimore & Ohio R. R. to the North location—a critical analysis free from the usual generalities in 

S gov- and West and with the Atlantic Coast Line and the Seaboard terms of your own industrial location problem. Address, 

as re- Air Line to the South. John B. Mordecai, Traffic Manager, Richmond, Virginia. 
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which such equipment might be leased. It said the union’s 
purpose in making that demand was to assure the payment of 
the union scale of wages as provided in the agreement and “to 
prohibit the operating companies from carrying out any plans 
or schemes which would circumvent the payment of this wage 
scale.” It observed that the operators objected to the clauses 
at first proposed by the union on the grounds that they might 
be in conflict with the Sherman anti-trust law, and that the 
parties thereupon made a joint effort to redraft the leased 
equipment article, with the result that two definitions of 
“owner-operators” were drawn up. The first draft, it was 
shown, limited the definition to owner-drivers only, while the 
other broadened the application of the term to apply to two 
pieces of equipment owned but not driven by such owner- 
operator in addition to the equipment driven by him. The 
union, said the decision, regarded both drafts as legal and ex- 
plained that it preferred the second draft but would desire the 
first if the second draft should be declared illegal. Both parties, 
it said, had stated they would be bound by the N. W. L. B. 
decision on this question. 

“The National War Labor Board,” said the decision, “does 
not have jurisdiction or authority to issue a binding ruling 
upon the question of whether or not either one of the proposed 
drafts . .. would violate the Sherman anti-trust law.” 

However, it said, it did have jurisdiction over the dispute 
and was charged with finally determining it, its extraordinary 
powers in that respect stemming from the war powers of the 
President. It said it was essential “to the interests of the 
prosecution of the war” that the dispute be settled without 
further delay; that it was the board’s determination that 
“draft exhibit A” (defining owner-operators as owner-drivers 
only and excluding equipment except that owned and driven 
by such owner-driver) constituted a fair and reasonable set- 
tlement of the issue, and that it should be made part of the 
collective bargaining agreement. 

“Hence, the parties to this dispute are hereby requested,” 
the decision concluded, ‘‘to adopt the language of proposed 
article 24, as set forth in draft exhibit A, unless they can 
mutually agree, without further delay, to other language 
more acceptable to them.” 


Motor Freight Loading 


Two hundred and twenty-seven for higher motor carriers 
operating in 42 states reported to the American Trucking As- 
sociations, Inc., that they hauled 1,440,067 tons of freight in 
February—a decrease of 3.9 per cent under January and an 
increase of 13.5 over February, 1941. The A. T. A. index figure 
for February, based on the monthly average tonnage of 1,001,- 
664 for the last three years as representing 100, was 143.76. 
The January index was 152.56. 








TRUCK PRODUCTION RESTRICTIONS 


The War Production Board has modified truck production 
restrictions so that tires and tubes will be made available for 
heavy off-the-highway vehicles designed to transport materials 
on mining, construction, logging or petroleum development 
projects. J. S. Knowlson, director of industry operations, tele- 
graphed manufacturers that vehicles weighing 24,000 pounds or 
more and produced under March production quotas might be 
equipped with tires and tubes, if they were designed for use 
on the projects specified. 





CONTRACT CARRIERS AND A. T. A. 

Members of the contract carrier division of the American 
Trucking Associations, Inc., will meet at the Stevens Hotel, 
Chicago, April 2. It is reported that a considerable group of 
contract motor truck operators favor the withdrawal of the 
group from the A. T. A. and the setting up of an independent 
national organization. The meeting was called to discuss that 
subject. 





HIGHWAY USERS’ PAMPHLETS 

The National Highway Users Conference has issued two 
pamphlets, one entitled, “Save the Federal Aid Highway Prin- 
ciple,” and the other, “Inherent Advantages of Motor Trans- 
portation.” The first contains an explanation and defense of 
federal-aid highways, the federal outlay being matched by the 
gress appropriates money for distribution among the states for 
federal-aid highways, the federal outlay being matched by the 
states until 1942 “when the federal share was increased to 
75 per cent because expenditures were dominantly for defense 
and limited to highways of military importance.” The principle 
is now under attack, says the conference, and the pamphlet 
deals with that and sets forth reasons why it believes the 
principle should be preserved. 

The other pamphlet contains a study made by Harry E. 
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Stocker, director of Harry E. Stocker Associates Transport 
Counsel and assistant professor of transportation, New York 
University. The important inherent advantages of motor trans- 
portation considered in the study, it is stated in the conclusions, 
are: Speed, ability of the motor vehicle to use any highway or 
road or none at all; wide variations in vehicle sizes; capacity 
to shift from one type of service to another; expeditious pick-up 
and delivery service; investment in equipment can be readily 
relocated; gigantic overhead capitalization unnecessary be- 
cause roadbed is paid for “as you go”; large used vehicle mar- 
ket with instalment payments; no “profit motive” in construc- 
tion of highways and roads; no interest charges on highway 
and road costs except on outstanding securities; no dividends 
to be provided for on the capital cost of highways and roads; 
a portion of such cost borne by all beneficiaries; mass produc- 
tion of vehicles; physical flexibility in the operation of the 
motor vehicle other than that above listed; economic flexi- 
bility in the operation of the motor vehicle other than that as 
above listed; unlimited radius of operation, and low cost trans- 
portation. 


M. C. Decentralization 


Admiral Howard L. Vickery, vice-chairman of the Maritime 
Commission, has announced a voluntary decentralization move 
of some of the commission’s personnel in order to facilitate the 
vastly increased program of construction and delivery of 
merchant ships in the United Nations’ war effort. He stated 
that four complete regional offices, responsible for construction 
of merchant vessels, would be established in San Francisco, 
New Orleans, Chicago and Baltimore. These points were selected 
because of their central location in the shipbuilding areas of 
the country. 

The personnel of these new offices will consist of employes 
of the construction division and the plan approval section of the 
technical division, together with part of the audit control section 
of the finance division. 

Approximately 200 Washington employes will be asked to 
move starting April 1. Each of the four regional offices will be 
complete, with approximately 400 employes. The larger part 
of these will be made up from Maritime Commission field rep- 
resentatives already working at the various shipbuilding yards. 
The move was made necessary by the greatly increased ship- 
building program of the commission. 

The west coast area, with offices in San Francisco, will be 
under the direction of Carl W. Flesher, now acting director of 
the construction division. The Gulf coast area, with head- 
quarters in New Orleans, will be under L. E. Sanford, at present 
chief of the inspection section. The east coast, with offices at 
Baltimore, will be directed by J. F. McInnis, chief of the hull 
plan approval section. The Great Lakes area, with offices in 
Chicago, will be under the direction of W. E. Spofford, who for 
the past two years has been with the Consolidated Shipbuilding 
Corporation. 

In announcing the decentralization plan, Admiral Vickery 
stated that in view of our war effort, there would be no release 
of personnel to other agencies and that all employes were ex- 
pected to remain with the commission. The personnel to be 
moved had already been selected, and arrangements had been 
completed between Admiral Vickery and the newly appointed 
regional directors, said he. 


MERCURY TRACTOR-TRAILER BOOKLET 
The Mercury Manufacturing Company, Chicago, has pub- 
lished a booklet pointing out benefits derived from the use of 
tractor-trailer systems in handling freight at terminals. It 
contains information on methods of determining the practica- 
bility of improving delivery service, increasing terminal ca- 
pacity, reducing loss and damage claims, and decreasing cost 

by use of tractor-trailers in various types of terminals. 


N. Y. SUNDAY AND HOLIDAY MOTOR PICK-UP 

The New York state commission has suspended tariffs of 
motor carriers assessing penalty charges ranging from $12 to 
$25 for pick-up and delivery services on Sundays and holidays. 
It has set March 30 as the date for a hearing on the reasonable- 
ness of the charges. The tariffs were filed by the Atlantic 
States Motor Carrier Conference, Inc., on behalf of a number 
of its member lines, and by a number of truck lines indi- 
vidually. 


TRUCKING SUPPLIES THROUGH CANADA 


Prompt approval by the Canadian government of the Amer- 
ican proposal to save time, gasoline, and tires by trucking war 
supplies and other freight across Ontario between Michigan 
and eastern seaboard points is predicted by Allen Dean, trans- 
portation expert of the Detroit Board of Commerce. 

The joint war production committee of the United States 
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INTER-STATE SYSTEM 


Central Michigan Trucking, Inc. 
Eastern Michigan Freight Lines 
Inter-State Motor Freight System 


Unexcelled transportation over fast, direct, 
scheduled routes through 19 industrial states. 
Brawn C. Sproul, G. T. M. . 
2866 Penobscot Bldg., Detroit, Mich. 
Terminals and warehouses in principal cities. 





CLEMANS TRUCK LINE, INC. 


OVERNITE SERVICE 
Grand. Rapids to Indianapolis. 
All intermediate points served between 
Indianapolis and Grand Rapids, Mich. 
General Office: 815 E. Penna. Ave. 
South Bend, Indiana 





WOLVERINE EXPRESS, INC. 


B. F. Deyman, Pres. G. D. Elliott, Tr. Mgr. 


Serving Ohio, Michigan, Indiana and 
Illinois 
General Offices: 701 Erie Ave., Muskegon, Mich. 


Offices and terminals at Canton, Cleveland, Toledo, 


Warren and Youngstown, Ohio; Chicago, Ul., Hammond, 

Michigan City, Ind.; Traverse City, Manistee, Ludington, 

Whitehall, Muskegon, Grand Haven, Holland, Benton 

Harbor, South Haven, Grand Rapids, Lansing, Kalamazoo, 
Battle Creek, Mich. 





TIDEWATER EXPRESS LINES, INC. 


Serving Maryland, Pennsylvania, Dis- 
trict of Columbia and Virginia 


J. T. Bennett, Traffic Manager 
Warner & West Streets, Baltimore, Md. 





THE WESTERN EXPRESS CO. 


Serving New York, Ohio and 
Pennsylvania 
J. ©. DeVenne, President 
General Offices: 1277 E. 40th Street 
Cleveland, Ohio 


Offices in Buffalo, Cleveland, Erie, Rochester, 
Syracuse and Toledo 





TRANSAMERICAN FREIGHT 
LINES, INC. 


R. B. Gotfredson, President 
General Offices: 751-15th St., Detroit, Mich. 


Offices in Dayton, Cincinnati, Cleveland, Columbus, 

Toledo, Springfield, Chicago, Peoria, Milwaukee, Indian- 

apolis, Fort Wayne, St. Louis, Kansas City, Louisville, 

Pittsburgh, Philadelphia, Erle, Buffalo, New York City, 

Jamestown, Rochester, Syracuse, Saginaw, Pontiac, Flint, 
Bay City and Detroit. 





SUBURBAN MOTOR FREIGHT, INC. 


Serving Ohio, Michigan, West Virginia, 
Indiana and Illinois 
J. R. Riley, Pres. 
General Offices: 888 W. Goodale Blvd. 
Columbus, Ohio 


Offices in Detroit, Wheeling, Dayton, Indianapolis, 


Chicago 
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The motor transportation industry is amply prepared to me 


the requirements demanded of it by a Nation at War. Eve 
possible measure in the utilization of operation efficiencies 
being taken to insure the even flow of materials and supplis 


essential to the successful conclusion of the War Progray 


Because of the vital part transportation plays in maintaini 
American Industry at top production, PERFECT SHIPPIN 
AND CAREFUL HANDLING takes on added significance t 
year. Industry must not fail . . . truck-trailer transportati 
coordinates the flow of materials and supplies to insure uni 


terrupted all-out production! 


In providing a dependable and flexible form of transportatia 


the motor transportation industry is every day provingi 
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THE DAVIDSON TRANSFER & ANDERSON MOTOR SERVIC 
STORAGE CO. COMPANY 
Serving Industrial Areas of New York, Phila- Serving Ohio, Indiana, Illinois, Miss 
delphia, Baltimore and Washington, D. C. Kansas, Nebraska. Oklahoma, Tex4 
Joseph Davidson, V. P. and Genl. Mar. and Colorado 
General Offices: 6201 Philadelphia Rd. R. A. Anderson, President 
Baltimore, Md. General Offices: 1516 N. 14th St 
Offices in New York, Philadelphia, Baltimore and St. Louis, Mo. 
Washington Offices in Cleveland, Akron, Ohio; Indic 
PROVEN DEPENDABILITY SINCE 1896 Ind.; Chicago, Ill.; St. Louis and Kansas City 
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APEX EXPRESS, INC. 


Serving New York, New Jersey, Phila- 
delphia, Pa., Baltimore, Md., and 
Washington, D. C. 

N. A. Shevell, President 


General Offices: 455 Seaman Ave. 
Perth Amboy, N. J. 


reful Handling! 





THE SAVIN EXPRESS COMPANY 


General Offices: 24 Hamilton Street 
New London, Conn. 





Daily Service between New York and 
Northern New Jersey and New England 





A 


umatched value. Through its flexibility, maneuverability and 
Evegspeed of transit it is fitted directly to the complex demands of 


to me 





Fred B. Wines, Owner 


Main Office: 129 Plymouth Ave. N. 
Minneapolis, Minn. 
OVER-NITE EVERY-NITE SERVICE BE- 
TWEEN CHICAGO AND MINNEAPOLIS 


FASTEST GROWING TRUCK LINE IN 
THE NORTHWEST 


ncies #rapidly changing transportation and distribution requirements. 


suppli 


rogral Prompt pick-up, careful loading, safe and expedient transit, 


— a innnniaal 


dependable delivery and particular attention to all details, 





ntainin plus helpful service in the planning of freight movements, MOTOR AGE TRANSIT LINES 


IPPIN@ are just added reasons why every class of business, both large General Office: 15 Foundry St. 


Buffalo, N. Y. 
nce tifand small, is served efficiently by motor freight carriers the iain: saci ieee ili ital 


ortati’ PERFECT SHIPPING AND CAREFUL HANDLING way. ee 


Pittsburgh Terminal: 3428 Smaliman St. 





re ull 
The following responsible motor freight lines are solidly 
THE NORWALK TRUCK LINE CO. 


behind the PERFECT SHIPPING AND CAREFUL HANDLING Overnight service to South Bend, Ft. Wayne, 


ortatiog effort to promote the most efficient transportation and distri- Sy SE SE SO ee 


walk, Fremont, Elyria, Cleveland, Akron, 
Mansfield, Detroit, Monroe, Saginaw, Flint. 





ving i§ bution of freight for shippers and consignees alike. 
John F. Ernsthausen, Pres. 
General Offices: Norwalk, Ohio 


UNITED SHIPPING COMPANY 





WEST SHORE TRANSPORT CO. 


ipflruck « Ship by Truck anhleaimees 


CHICAGO MILWAUKEE SHEBOYGAN 
KENOSHA RACINE 








| __ @*rving Michigan, Ohio, New York, Penn- FREIGHT ‘CORP. “Time-Table Service” Between Michi- 
~ ae yivania, West Virginia, Indiana, Chicago Serving North Carolina, South Carolina gan, Ohio, Indiana and Illinois Points 
oa General Offices: Parkman Rd. at Airport and Georgia 
lent Warren, Ohio General Offices: smc Main St., General Offices: 108 Market Ave. 
14th SiR Branch Offices: 2427 Schaeffer Highway, High Point, N. C. Grand Rapids, Mich. 
Detroit: Junction Routes Nos. 22 and 7, . : tenes itt 
>: Indian Steubenville, O.; and Neville Island, Offices in Greensboro, Charlotte, Greenville, (Write home office for literature 


SERVICE AETNA FREIGHT LINES, INC. LEWIS & HOLMES MOTOR ASSOCIATED TRUCK LINES, INC. | 


ansas City Pittsburgh, Pa. Columbia, Augusta and Atlanta about our facilities.) 
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and Canada, headed by Milo Perkins, is understood to have 
adopted a resolution last week approving the plan. Before the 
plan can go into effect, however, the Canadian government 
must approve it and amend customs regulations accordingly. 

Dean, who returned to Detroit March 23 after interviewing 
Canadian officials, said he was assured that the proposal, sought 
for more than a year, “is about to be ratified.” 

‘Now that the joint war production committee of the two 
nations has approved the plan,” he said, ‘‘Canadian officials 
tell me they see no reason why there should be any further 
delay.” 

Harvey Campbell, executive vice-president of the Detroit 
Board of Commerce, 10 days ago focused attention on the trans- 
Ontario truck plan by charging that C. D. Howe, former Ca- 
nadian minister of munitions and supplies and persistent oppo- 
nent of the plan, was a “one-man bottleneck.” 

If the plan is approved, American merchandise may be 
shipped over Ontario highways in bonded trucks, thus avoiding 
the long haul through Ohio and Pennsylvania. The plan will 
save from one to two days traveling time each way, proponents 
say. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 


MC 7323, Thomas A. Baumfalk, common carrier application. 


MOTOR CARRIER RATE CUTTING 

The Commission, believing its minimum rate orders in Ex 
Parte MC-20, 21, 22, and 23 have substantially done away with 
destructive rate-cutting among motor carriers, has asked those 
interested to show cause, not later than April 27, why the 
orders should not be suspended. The idea of suspension is that 
the proposing of changes in motor rates might well be put on 
the basis of having tariffs filed without prior modification of 
the minimum orders. 


AIR SERVICE SUSPENSION 


In an application filed with the Civil Aeronautics Board and 
docketed as No. 725, the United Air Lines Transport Corpora- 
tion asks authority to suspend temporarily service to and from 
Rock Springs, Wyo. 


LONG BEACH TEMPORARY AIR SERVICE 

The Civil Aeronautics Board has granted authority to 
American Airlines, Inc., Transcontinental & Western Air, Inc., 
and United Air Lines Transport Corporation to include Long 
Beach, Calif., as an intermediate point on their respective routes 
between Dallas, Tex., and Los Angeles, Calif., between New 
York, N. Y.-Newark, N. J., and Los Angeles, and between 
Seattle, Wash., and San Diego, Calif., “with respect to persons 
enrolled in or employed by the armed services on a flag stop 
basis until such time as the board shall determine that the need 
for such authorization in the interest of national defense has 
terminated.” The order required the three airlines named to 
file monthly reports with the board showing the number of 
passengers to and from Long Beach, the revenue received there- 
for, and the origin and destination of such traffic separated as 
between military, other governmental, and civilian traffic. 


JANUARY AIR EXPRESS RECORD 


Air express shipments in January, 1942, set a new all-time 
monthly record, according to the Air Express Division of the 
Railway Express Agency. The number of shipments in the 
month was 109,446, and the total weight of those shipments, 
1,384,910 pounds. The increase was 16.7 per cent over Jan- 
uary, 1941. 





CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





FOR SALE—U. S. Supreme Court Reports, 1920 to 1931 inclusive: 


I. C. C. Reports, Vol. 1 to Vol. 160, inclusive; also office desk and 
chair, sectional bookcases, steel cabinets, file cabinets. Box 54, Traffic 
World. 

SITUATION WANTED—Rai! traffic officer, employed, seeks greater 
opportunity industrial field. 25 years’ experience, registered practi- 
tioner’ since 1929 participant numerous cases. Authorized representa- 
tive monthly legislative rate meetings. Inquiries confidential. Starting 
Salary $6,000. Address Box 55, Traffic World. 
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Personal Notes 





James E. Gorman, trustee for the Chicago, Rock Island 
and Pacific, died at Evanston, Ill., March 25, at the age of 78. 
He had a 65-year service record with the railroads. He was 
elected president of the Rock Island in 1917 and was appointed 
as a trustee in 1933. 

M. L. Mowry will retire April 1 as general agent, pas- 
senger department, Rock Island Lines, New York. He has 
served 48 years with the railroads. C. P. Bradley has been 
appointed his successor. Other appointments include: R. E. 
King, general agent, passenger department, Detroit, and 
Robert Voigtmann, district freight and passenger agent, Indi- 
anapolis. 

J. F. Weibel has been appointed general agent for the New 
York Central at Erie, Pa., succeeding W. F. Gleason, who has 
retired after serving with the company 43 years. 

Charles F. McTague will retire April 1 as general freight 
traffic manager for the Lackawanna Railroad, New York. He 
has served with the company nearly 50 years. 

Truck operators in the central states will join in an “ap- 
preciatory dinner” to Chester G. Moore, chairman of the board 
of the Central Motor Freight Association and executive direc- 
tor of the Central States Motor Freight Bureau, at the Morri- 
son Hotel April 7. The affair is in recognition of the work done 
by Mr. Moore as unofficial liaison man between the trucking 
industry and the Office of Defense Transportation on which 
he has spent most of his time in recent months. There will be 
brief addresses and a floor show. 

Frank DeGroat has been promoted from the position of 
traffic manager to that of general traffic manager for the 
Schlitz Brewing Company, Milwaukee, Wis. 

Elmer V. Ashton, Certain-Teed Products Corporation, New 
York, and Adolph Katz, Public Utility Commission of New Jer- 
sey, Newark, N. J., have won awards for distinguished scholas- 
tic attainment at the Academy of Advanced Traffic, New York. 
Geraldine Kaye, director of the academy, spoke at graduation 
exercises held recently. 


J. H. Hampton has been appointed traveling freight agent 
for the Atlantic Coast Line Railroad at Fayetteville, N. C. 


T. B. Ollis has been appointed acting superintendent of 
transportation at Houston, Tex., for the Southern Pacific Lines 
in Texas and Louisiana, succeeding O. C. Castle, who retired. 
G. M. Cage has been appointed acting assistant superintendent 
of transportation, Houston. 


Edward O. Eckert has been appointed trainmaster, Kansas 
City Division, for the Milwaukee Road, at Davenport, Ia. Ken- 
neth R. Schwartz has been appointed terminal trainmaster, 
Dubuque and Illinois Division, Davenport. 

C. H. Dunn, general freight and passenger agent, Yadkin 
Railroad, has been transferred from Atlanta, Ga., to Charlotte, 
N. C. He holds the same position for the Blue Ridge, the Dan- 
ville and Western, the Carolina and Northwestern, and the 
High Point, Randleman, Asheboro and Southern Railroads. 

A. J. McCarthy, vice-president, United States Lines, has 
been elected a director of those lines and of the International 
Mercantile Marine Company. 

Samuel A. Boyer, who has been manager of publicity and 
advertising for the New York, New Haven and Hartford Rail- 
way since 1935, has been appointed manager of public rela- 
tions for that railroad, with offices at Boston and New York. 

T. H. Thompson has been appointed district freight rep- 
resentative at Milwaukee for the Baltimore and Ohio-Alton, 
succeeding M. R. Scanlon, who died. 

Mark Litton has been appointed city ticket agent at Cin- 
cinnati for the Louisville and Nashville Railroad, succeeding 
H. S. Darnell, who retired. C. G. VanFlandern has been ap- 
pointed assistant city ticket agent at Cincinnati. Both ap- 
pointments are effective April 1. 

Paul W. Johnston, assistant vice-president, Erie Railroad op- 
erating department, has been made a colonel in the U. S. Army 
and assigned to duty in the transportation division. H. M. 
Shepard, chief draftsman, engineering department, and A. J. 
Sanok, trainmaster, of the Erie staff, will be associated with 
Colonel Johnston in war service. Changes made in the Erie’s 
operating department as the result of Colonel Johnston’s de- 
parture are announced as follows: Dennis J. Maley becomes 
assistant vice-president, with headquarters in Cleveland, a 
promotion from the office of general manager, western district, 
Youngstown, O.; A. E. Kriesien becomes general manager at 
Youngstown, promoted from assistant general manager, eastern 
district, Jersey City, N. J.; M. G. McIness is transferred from 
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position of assistant general manager, Youngstown, to succeed 
Mr. Kriesien at Jersey City; H. V. Bordwell is promoted from 
superintendent, Kent Division, Marion, O., to assistant general 
manager, Youngstown, and V. J. McMullen goes to Marion as 
superintendent from his previous position as assistant superin- 
tendent in Chicago. H. H. Clark is promoted from trainmaster 
at Meadville to assistant superintendent at Chicago, and F. X. 
Garland is promoted to assistant superintendent at Youngstown 
from position of chief trainmaster. Colonel Johnston has been 
furloughed by the Erie for the duration of the war. 

J. R. McClurken has been appointed general freight agent 
for the Kansas City Southern and the Louisiana and Arkansas 
Railways at St. Louis, Mo. 


1. Cc. C. Rules of Practice 


Believing it “wholly improper for any department or bu- 
reau of the government to appear and take part in proceedings 
before another administrative department of the government 
as a general proposition,” the Traffic Council of the Indiana 
State Chamber of Commerce objects to amendments to Rules 
16 and 26(a) of the Commission’s Rules of Practice requiring 
additional copies of pleadings for transmission to the Secretary 
of Agriculture and the “CConsumers’ Council.” 

The amendments would require additional copies for them. 

In addition to what has been quoted the Traffic Council 
said it felt the Commission “should be reluctant to permit 
other departments to intervene in proceedings before it unless 
it is shown that such intervention is for the welfare and interest 
of the people as a whole and not for certain interests alone.” 
It added that the obvious result of intervention of another 
department in proceedings before the Commission was nor- 
mally to prefer the interests of certain citizens of the nation, 
and most frequently to the prejudice of other citizens who 
might be proper parties to such procedure. 

“If at any time it should appear necessary,” said the In- 
diana body, “or proper for a department or bureau of the gov- 
ernment to intervene, certainly it should be treated the same 
as any ordinary party and should be allowed to participate only 
under the same conditions, namely, by filing petitions for leave 
to interevene, and be permitted to intervene only when it is 
shown that such permission would be for the welfare and in- 
terest of the nation as a whole. Certainly it is to be expected 
that the government, or any branch or bureau thereof, should 
represent and equally favor all citizens and interests of the 
nation and not a limited few or particular classes of industry, 
to the prejudice or detriment of other citizens or industries.” 

The Traffic Council said its view of this subject was con- 
cisely and clearly expressed in an address by Chairman East- 
man of the Commission before the Association of Interstate 
Commerce Commission Practitioners at its annual meeting in 
New York October 9, 1941. It added it strongly objected to 
any interests being permitted or encouraged to require gov- 
ernment departments or agencies to fight their battle at the 
government's expense and normally to the prejudice of other 
interests. All interests, it said, should be self-reliant, employ 
their own counsel, and fight their own battles at their own 
expense, “just the same as the rest of the citizens’ interests are 
now doing and will be required to do.” 


The Indiana council said it felt its position was further 
emphasized by the recent action of the Office of Price Admin- 
istration in Ex Parte 148. 


“After what was probably the most widely attended hear- 
ing of all interests throughout the nation ever coming before 
the Commission,” said the council, “we find this agency of the 
government, presumed to represent all the people, coming forth 
with a petition for the benefit of a few interests and commodi- 
ties and rather frankly announcing that it would withhold 
opposition to the carriers’ petition because of some arrange- 
ments which it had made prior to the hearings with the carriers 
in behalf of such few and special interests and commodities. 
In the light of these facts, we believe and feel that this is a 
reprehensible practice, that it is most destructive of the ordi- 
nary judicial procedure, and the fair and equitable procedure 
which we have every reason to expect of the Commission and 
all other government departments and agencies with respect to 
their particular duties in behalf of the citizens as a whole.” 

Rene A. Siiegler, of New Orleans, La., submitted that there 
was an urgent necessity for a revision of the rules of practice 
pertaining to violations of section 4 of the interstate commerce 
act. He called attention to the way fourth section application 
B-1788, filed by J. R. Peel, dated October 2, 1941, was handled 
in F. S. A. Nos. 19339 and 19341. 

In that application, Mr. Stiegler said, reference was made 
to freight rates that were supposed to be applicable in connec- 
tion with barge lines in I. and S. No. 4737, reference being 
made to a movement of about 5,000 tons a year of tin plate 
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from St. Louis to Houston, Tex., as a reason for reduced rai] 
rates. After full hearing at Houston, Mr. Stiegler said, it was 
found that the movement from St. Louis, instead of being 
5,000 tons a year, had consisted of one barge movement of 
about 411 tons in a period of four years. 

Mr. Stiegler also referred to I. and S. No. 5077, Engines 
from Milwaukee, Wis., to Texas Points, also involving rail and 
barge rates. He said that in this case, as in the other, a barge 
line was being used as an excuse to cut freight rates and that 
the barge line was not notified of what was going on. He said 
he expected the Commission later would correct the situation 
resulting from relief granted to the railroads on account of 
such representations. But, unfortunately, he said, even though 
the Commission did make a correction, on account of the mis- 
information furnished by the railroad there would not be any 
way for the Commission to make restitution for the injury that 
had been done to the barge line through permitting the rail 
lines to have rates that were lower than necessary to meet 
barge competition. The low rates made by the railroads, Mr. 
Stiegler indicated, were made under temporary fourth section 
relief. He said that relief could not have been obtained if suit- 
able rules had been in effect for notification of barge lines 
about such proceedings. 

























































































I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: Lester C. Anderson, Metter, Ga.; Ralph E. 
Becker, Port Chester, N. Y.; Sydney L. Bleicher, New York, 
N. Y.; Roger J. Boylan, Chicago, Ill.; Hoyt Bryson, Woodbury, 
Tenn.; Herbert M. Burns, Duluth, Minn.; William C. Clay, Jr., 
Mt. Sterling, Ky.; Robert W. Collins, Jackson, Miss.; Herbert J. 
Connell; Portland, Me.; William Claiborne Coupland, Norfolk, 
Va.; Joseph Gerard Crane, Boston, Mass.; George McLean 
Curtis, Washington, D. C.; Charles Davidson, Great Falls, 
Mont.; William Gist Finley, York, S. C.; Alfred Gardner, Bos- 
ton, Mass.; Arthur John Gentholts, Cleveland, O.; James A. 
Geroulis, Chicago, Ill.; Eugene Joseph Graber, Chicago, IIL; 
Sheldon Zachary Kaplan, Boston, Mass.; Herman M. Katcher, 
St. Louis, Mo.; C. F. Kelsch, Bismarck, N. D.; Sidney J. Kwass, 
Bluefield, W. Va.; William H. Loesche, Jr., Philadelphia, Pa.; 
James A. Lydick, St. Joseph, Mo.; Thomas Baldwin Martin, 
Macon, Ga.; Ralph Curtis Masterman, Bar Harbor, Me.; LeRoy 
S. Maxwell, Waynesboro, Pa.; Robert L. McDougal, Denver, 
Colo.; B. Hudson Milner, Louisville, Ky.; Owen D. Nee, New 
York, N. Y.; William Gesmon Neville, Statesboro, Ga.; Hugh F. 
Oldenburg, Madison. Wis.; Abner Clinton Payne, Taylorsville, 
N. C.; Carl E. Peterson, Menomonie, Wis.; Joseph A. Porter, 
Elizabeth, N. J.; Harold Francis Porterfield, Bluefield, W. Va.; 
Robert Jerry Randolph, Mount Airy, N. C.; James A. Riley, 
Eau Claire, Wis.; Malcolm Riley, Eau Claire, Wis.; Stanley D. 
Schuval, New York, N. Y.; Alexander Seifert, Springfield, 
Minn.; Michael Silver, Newark, N. J.; Ira O. Slocum, 
Menomonie, Wis.; Julius D. Slutzky, Chicago, IIll.; J. C. Trap- 
nell, Metter, Ga.; Flavius Burfoot Walker, Jr., Richmond, Va.; 
Charles B. Waller, Wilkes-Barre, Pa.; Stuard Stratton Weg- 
ener, Cincinnati, O.; S. Jeanette Weiner, St. Louis, Mo.; Wil- 
liam L. Wilson, Owensboro, Ky. 



































































































































OCEAN FREIGHT SURCHARGES 


The War Shipping Administration has announced that it 
has authorized a maximum freight surcharge of 35 per cent for 
the shipping trade between Atlantic and Gulf ports of the 
United States and ports in Brazil, Argentina and Uruguay, and 
a maximum rate on plywood of $15 a ton for the trade from 
Pacific coast ports of the United States to ports on the coast of 
South America. 

The 35 per cent surcharge, according to the W. S. A., “is 
required to offset increased costs of operation due to war 
conditions.” It was pointed out that earnings of the carriers 
had been reduced as a result of a change in the type of cargoes | 
available in the trade, and export restrictions brought about 
by the war. 

In the case of a maximum basic rate on plywood, the 
W. S. A. stated that the present rate from U. S. Pacific coast 
ports was $12 a ton, as compared to the $15 a ton rate from 
Atlantic and Gulf ports. The decision of the W. S. A. was 
based on the fact that the voyages from the Pacific ports were 
longer and that Panama Canal tolls must be paid by vessels 
from the Pacific coast. 

The War Shipping Administration has announced that it 
has authorized a maximum freight surcharge of 40 per cent 
for the shipping trade between Atlantic and Gulf ports in the 
United States and ports in India and Ceylon. 

The surcharge is applicable on basic freight rates no higher 
than those authorized by the Maritime Commission on January 
30, 1942, for vessels sailing from the United States to India and 
Ceylon on and after March 1, 1942. Its purpose is to help ship 
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operators meet increasing war risk insurance rates and “other 
items of expense” reSulting from war conditions. 

The new surcharge represents an increase over the 25 per 
cent surcharge authorized by the Maritime Commission on Jan- 
uary 30, 1942, for the trade from United States Atlantic and 
Gulf ports to India and Ceylon, and the 20 per cent surcharge 
authorized by the Commission on the same date for the trade 
from India and Ceylon to Atlantic and Gulf ports in the United 
States. These original surcharges were applicable on rates not 
in excess of those in effect September 1, 1940. 


IMPROVEMENT OF WATERWAYS 


The Chief of Engineers of the army has reported that 
$52,287,900 for new work and $50,885,310 for maintenance, 
could be profitably expended for river and harbor work in the 
fiscal year beginning July 1. Such estimates are submitted 
annually by him. 

The Senate has passed the annual War Department civil 
appropriation bill carrying $66,802,500 for river and harbor 
work in the fiscal year beginning July 1. This includes 
$9,300,000 for the construction of the Soo Canal lock and 
auxiliary works at Sault Ste. Marie on the St. Marys River, 
Mich., which was not in the bill when it was passed by the 
House. The measure was sent to conference between the Sen- 
ate and House for adjustment of differences. 


ST. LAWRENCE WATERWAY 


Senator Davis, of Pennsylvania, told the Senate March 23 
he had consistently opposed the St. Lawrence waterway project 
—that he was opposed to it now for all the reasons he had 
opposed it in the past—but that he was opposed to it now also 
for a number of reasons which had become urgent since the 
beginning of the war effort which he indicated in the following: 


We are told that we do not have enough steel for guns, tanks, 
planes, and battleships; and yet those who propose to build the St. 
Lawrence waterway are asking that vast quantities of steel be diverted 
from war production to undertake a project that cannot possibly be 
completed for 5 or 6 years. 

We are told that we do not have enough rubber to enable citizens 
to keep their automobiles in operation; and yet the advocates of the 
St. Lawrence waterway propose to use truck service to haul materials 
to the site of this vast building project. 

We are told that we lack skilled workers, engineers, and mechanics 
to win the war; and yet the advocates of the St. Lawrence waterway 
proposed to divert numbers of these necessary production experts to a 
task not now required of us. 

We are told that we must double and triple our tax rates and buy 
large additional amounts of defense bonds to win the war; and yet 
those who advocate the building of the St. Lawrence waterway want 
to add to a tax burden already great beyond the mind of man to 
understand. 


The New York Commerce and Industry Association has 
sent a letter to members of the.New York assembly asking 
support for a resolution, introduced by Assemblyman F. J. 
Caffery, opposing the authorization of federal funds for the 
St. Lawrence seaway and power project. The association’s 
letter says the construction of the project would be a “tragic 
dissipation” of man power in war time, that it would use large 
amounts of aluminum, copper, steel and other vital war mate- 
rial, and that it would be an “indefensible use of public 
money” at a time when new taxes were being contemplated 
to defray the cost of the war. 


MORE SPEED, W. S. A. KEYNOTE 

Rear Admiral Emory S. Land, Maritime Commission 
chairman and War Shipping Administration head, in a radio 
address March 24 called for greater speed in ship construction 
and for faster turn-around time in operation of ships, after 
charging that “loafers” constituted a serious problem now in 
the shipbuilding industry. He asserted that every person who 
was putting forth less than his maximum effort was a loafer 
and that every loafer was ‘a saboteur of morale, giving di- 
rect aid to the enemy.” ~ 

He said the Maritime Commission’s shipbuilding program 
had been progressively doubled each year since 1938; that 
more than 800 ships were to be built in 1942 and that the sched- 
ule called for 1,500 ships in 1943. He observed that much time 
was saved by the fact that the ships now being built in 
America were 85 per cent welded, instead of riveted. 

Time was being saved, also, he said, in expediting the turn- 
around of ships, “that is, the time it takes for a ship to unload 
at a port, reload and start on its return journey.” In one dis- 
tant war zone, for example, he added, this turn-around time 
had been reduced by six days. 

“But,” he said, “we must do better—and ‘we’ means every 
government and private agency concerned with transportation.” 

He said this was ‘“‘a war of transportation, primarily salt- 
water transportation,” and that there were “no historical prece- 
dents in this war of ships.” 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken frem Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





. 


(District Court, W. D. New York.) Where cargo of corn 
which would have reached its destination in Oswego, N. Y., on 
December 4, 1939, was damaged in transit because of carrier's 
fault, and parties agreed that cargo should be delivered at 
Buffalo and shipper should pay freight to Oswego, and on 
December 4, the only available means of transportation for 
such cargo was by rail, the cost of carriage of corn from 
Buffalo to Oswego which was part of damages recoverable by 
shipper was required to be based on the rail rate, which was 
higher than the boat rate stipulated in charter. 

Where cargo of corn which would have reached its destina- 
tion in Oswego, N. Y., on December 4, 1939, was damaged in 
transit because of carrier’s fault, and parties agreed that cargo 
should be delivered at Buffalo and shipper should pay freight 
to Oswego and on December 4, the market price of corn at 
Oswego was dependent upon market price at Buffalo plus the 
cost of transportation, shipper’s damages were properly com- 
puted on basis of market price of corn at Buffalo on December 
4 plus cost of transportation to Oswego, notwithstanding sub- 
sequent advance in market price at Buffalo. (The Buckeye 
State, 42 Fed. Supp. 715). 





(District Court, S. D. New York.) Where initial carriers, 
under terms of original transhipment bills of lading, were to 
act as shipper’s forwarding agents for transportation of cargo 
from Los Angeles to New York, option Boston, and were liable 
for damage occurring only while cargo was in their possession, 
and libelant seeking to recover for damages to cargo did not 
allege that carriers were negligent in contracting with another 
carrier and should therefore be held primarily liable, initial 
carriers had no grounds for filing an impleading petition con- 
tending that they could be indemnified in event it should be 
held on trial that they were primarily liable to libelant for 
damage caused by the other carrier. Admiralty Rule 56, 28 
U. S. C. A. following section 723. (Armand Schmoll, Inc. vs. 
Oceanic S. S. Co., 42 Fed. Supp. 759). 


BULK COAL RATES AND SURCHARGES 


War Shipping Administrator Land in a report in what was 
formerly M. C. No. 615, Surcharge-Coastwise Bulk Coal Rates, 
has fixed the following maximum rates and surcharges which 
respondents will be required to observe as a condition to re- 
ceiving ship warrants for vessels, excluding barges, usual con- 
ditions in trade to apply: 


For Hampton Roads or Philadelphia loading: 


Vessels Vessels 

carrying carrying 
5,000 tons over 

or less 5,000 tons 

Rate per Rate per 

gross ton gross ton 
To Boston (including Lynn, Salem and Beverly). .$1.50 $1.25 
To Portsmouth, N. H., and Portland, Me. ....... 1.65 1.40 
To ports east of Portland, Me. .........cccccee0ss 1.85 1.60 
To Philadelphia and New York .................. 1.25 1.00 


2 GA BR TOE DOTS ois cs cic nce sccdccuces 1.35 1.10 
To Thames River ports above New London...... 1.50 1,25 


To these base rates there may be added a surcharge, to cover 
cost of war risk insurance on hull and life, crew bonuses, and ex- 
pense of extended voyage due to war-time operation, not to exceed 
73 cents per gross ton. Charges are to be made for these items only 
to the extent such expenses are actually incurred. 


SHIP CONSTRUCTION 


Award of contracts for construction of 26 tankers, of which 
14 will be the Cimarron tanker type and 12 the coastal tanker 
type, have been announced by the Maritime Commission. 

The 14 Cimarron type, one of the largest and fastest tankers 
afloat, will be built by the Bethitehem Steel Company in its yard 
at Sparrows Point, Md. The commission has awarded contracts 
for 181 of the large types of tankers since it launched its emer- 
gency shipbuilding program a year ago. There are also 48 
under order on private contract. 

Eight of the coastal tankers will be constructed by Gray’s 
Iron Works, Inc.., of Galveston, Tex., and four will be built by 
the Barnes-Duluth Shipbuilding Company of Duluth, Minn. 
These contracts make a total of 28 coastal tankers ordered by 





























































































































eee 


of corn 

Y., on 
Carrier's 
ered at 
and on 
tion for 
n from 
‘able by 
ich was 


destina- 
aged in 
it cargo 
freight 
corn at 
lus the 
ly com- 
cember 
ng sub- 
3uckeye 


arriers, 
Vere to 
f cargo 
e liable 
Session, 
did not 
another 
initial 
on con- 
uld be 
ant for 
56, 28 
Ine. vs. 


at was 
Rates, 
which 
to re- 
al con- 


‘essels 
rrying 
over 
0 tons 
te per 
ss ton 
1.25 
1.40 
1.60 
1.00 
1.10 
1.25 


) cover 
nd ex- 
exceed 
is only 


which 
anker 


inkers 
; yard 
tracts 
emer- 
so 48 


sray's 
ilt by 
Minn. 
od by 


DURYEA 3.4 UNDERFRAME 
makes PERFECT SHIPPING possible 


HOW DURYEA CUSHIONING lessens shock. Left: Block of wood (sill) 
against wall will crack when hit with sledge. Right: With spring 
allowing block (sill) to slide, the hardest blows won't cause damage. 


PHANTOM VIEW shows floating 
center sills, springs that lessen 
each blow. Duryea Cushion Gear 
lasts for the entire life of the car. 


MR. RAILROAD DIRECTOR! Dur- 
yea gear cuts maintenance on 
all parts of car, reduces damage 
claims, pays for itself quickly! 


Your “perfect ship- 
ping” problem would be 
vastly simplified if all railroad cars 


were equipped with Duryea Cushion Underframes. 


To meet war schedules, rail freight is moving faster 
now than it ever has before. This extra speed means 
harder jolts—impacts which only Duryea cars can 


absorb without damage to lading. 


Duryea cushioning gives your shipment shockproof 
protection by letting the car body float through each 
wallop instead of being held rigid against it. In addi- 
tion, you save on packing and bracing, and load and 


unload cars more quickly. 


For more perfect shipping, urge the adoption of the 
Duryea Cushion Gear on all new cars. Wherever possi- 
ble, ship via Duryea-Cushioned cars and see for yourself 


why shockproof shipping is perfect shipping. 


0. C. DURYEA CORPORATION, 30 Rockefeller Plaza, 
New York, N. Y. Field Building, Chicago, Ill. 
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the commission since the beginning of the current program. 
The length of a coastal tanker is 220 feet, its beam 37 feet, 
and its draft 12 feet, 10 inches. It is Diesel propelled. 

The commission announced it had awarded a contract also 
for 32 emergency cargo vessels, known as Liberty Ships, and 
the facilities to build them. They are to be built by the Rheem 
Manufacturing Company of Richmond, Calif., in a shipyard to 
be constructed at Providence, R. I. This makes a total of 
1,488 Liberty ships ordered by the commission. 

The Maritime Commission on March 25 announced awards 
of additional ship contracts, including contracts for 56 tankers, 
each 503 feet long and 39 feet deep, with a beam of 69 feet, to 
be built in a new shipyard of the Kaiser Co. at Swan Island, 
near Portland, Ore., and 60 emergency cargo vessels of the 
Liberty ship type, of which 30 would be built at the Kaiser 
yard at Vancouver, Wash., and the other 30 at the Brunswick 
Marine Construction Corporation’s yard at Brunswick, Ga. 

The announcement said there were now 313 tankers in the 
American shipbuilding program, and that the contracts now 
awarded brought the total of Liberty ships ordered by the com- 
mission to 1,478. 


WAR RISK INSURANCE 


The War Shipping Administration has announced a revi- 
sion of rules and regulations covering its underwriting of war 
risk insurance on American merchant ships, cargoes, and crews 
as incorporated in General Order No. 6. 

These new regulations are published in detail in Bulletin 
No. 1 of a series to be issued by the administration’s wartime 
insurance committee to keep the shipping trade and the insur- 
ance companies informed of the administration’s activities in 
the field of war risk insurance. Copies of this first bulletin 
and those to follow may be obtained from the War Shipping 
Administration in Washington, D. C. 

Included in the revisions is an order that hereafter tele- 
graphic applications to the administration for war r’sk insur- 
ance must not contain names of vessels and sailing dates. 
This information is to be forwarded to the administrat‘on by 
airmail letter. 

The administration announced also that Galveston, Tex., 
Mobile, Ala., Philadelphia, Pa., and Boston, Mass., have been 
added to those cities in which premiums on war risk insurance 
which it underwrites may be paid to its representatives. 

The W. S. A. on March 25 issued its rate bulletin H-1, 
covering war risk insurance rates on American flag vessels 
and their crews, according to provisions of its general order No. 
6. These rates, said the W. S. A., held good if accepted by a 
shipowner for all his vessels, or a percentage interest in all 
his vessels, prior to noon on March 28, and were subject to 
all rules of the W. S. A. as set forth in general bulletin No. 
1, issued March 24. It said the time risk rates listed in the 
bulletin were for the period from April 1 to May 1, while the 
round trip rates applied to any vessel sailing from her first 
outward port of loading between April 1 and May 1. 


NEW COMPLAINTS FILED 


No. 28801, Standard Oil Co. (Indiana), Chicago, Ill., vs. Abilene & 
Southern et al. 

Alleges that rates on fuel oil, road oil and asphalt from com- 
plainant’s refineries and shipping terminals at specified points in 
Ind., Ill., Mo., Wis., Minn., S. D. and Ia. to distributing stations 
and customers in Ind., Mich., fll., Wis., Minn., N. D., S. D., Ia., 
Neb., Kan. and Mo, violate sections 1 and 3, the undue preference 
alleged being for complainant’s competitors, producers and ship- 
pers of like commodities, in Kan., Okla., Tex., Ark., and La. Asks 
that this complaint and the complaints in No. 28760 and associated 
Sub. Nos. 1 to 5 inclusive, and No. 28782 be heard and disposed of on 
consolidated record and that hearing in No. 28760 and Sub. Nos. 1 
to 5, inclusive, scheduled for March 19, at Chicago, be deferred 
for consolidation with this proceding. Asks, also, cease and desist 
order and establishment for the future of reasonable rates. (Felix 
T. Graham, Standard Oil Co. [Indiana], 910 South Michigan Avenue, 
Chicago, Ill.) 

No. 28802, The Weston Paper & Manufacturing Co., Dayton, O., vs. 
Atchison, Topeka & Santa Fe et al. 

Alleges that rates on strawboard, shipped between complainant’s 
plant at Terre Haute, Ind., and Sand Springs, Okla., violate sec- 
tions 1 and 3, the undue preference alleged being for cémplainant’s 
competitors at such points as Alton, Ill., Hutchinson, Kan., Monroe, 
La., and other points in the southeast and southwestern territories. 
Asks cease and desist order, establishment for the future of 
reasonable rates, and reparation. (H. A. Hollopeter, Second Floor, 
Board of Trade Bldg., Indianapolis, Ind.) 

No. 28803, Canada Glue Co., Ltd., Brantford, Ontario, Canada, vs. 
Canadian National, Chicago & North Western et al. 

Alleges that rate charged (99 cents a hundred pounds as per 
applicable tariffs then on file with Commission) on carload of 
magnesite shipped Oct. 14, 1939, for complainant’s account from 
Ingomar, Calif., to Brantford, Ontario, violated section 1 to extent 
of excess over rate of 72 cents. Asks cease and desist order, repara- 
tion of $216 and interest. (Milton P. Bauman, 140 Cedar Street, 
New York, N. Y.) 
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Questions and Answers 


e In this column will be answered questions of both legal and 
practical nature that confront persons dealing with trafic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
Se Se ae ee ee ae See See ae ee ee ee 
work, 

The right is reserved to refuse to answer in this column any 
question, legal or trafic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Harle Building, Washington, D. C. 


Transfer of Overloaded Cars 


Maryland.—Question: Will you please advise if a carrier 
has authority to make a charge for handling and removing 
contents of overloaded car. The car is loaded to visible ca- 
pacity and the tariff provides a minimum of 90 per cent of 
marked capacity, except when car is loaded to full cubical or 
visible capacity—actual weight to apply. There are no scales 
at point of origin and the car was weighed in transit at the 
first railroad track scales and found to be overloaded and a 
charge was assessed for handling the amount overloaded. 

Has the Interstate Commerce Commission ever ruled in a 
case of this kind? 

Answer: In Memphis Freight Bureau vs. St. L. S. W. Ry 
Co., 115 I. C. C. 409, the Commission held that a rule naming 
charges on overloaded cars and charges assessed thereunder 
was not unreasonable or otherwise unlawful. The Commission 
in this case said: 


In American Licorice Co. vs. C. M. & St. P. Ry. Co., 95 I. C. C. 
525, the shipper attacked as unreasonable the failure of tariffs to im- 
pose upon the initial carrier the duty of directing the shipper’s at- 
tention to a tariff requirement that a certificate be made on bill of 
lading that packages used conformed to requirements of the classifi- 
cation rule. The fact that the bill of lading did not bear the certificate 
was not discovered until after the shipment arrived at destination. 
The packages complied fully with the prescribed requirements. We 
found such failure not unreasonable and quoted from our report in 
Good-Hopkins Lumber Co. vs. G. N. Ry. Co., 51 I. C. C. 99, in which we 
said: 

‘The law imposes upon shippers the duty of ascertaining the rates 
and conditions under which they ship, and noncompliance by a shipper 
with tariff rules affords no basis for a finding that the rate, legally 
applicable, was or is unreasonable or unjustly discriminatory.”’ 

The carrier is obligated to furnish proper equipment for the safe 
transportation of goods which it holds itself out to carry. It is the 
corresponding duty of the shipper to load his goods properly for ship- 
ment and to observe carriers’ rules which have as their object the 
protection of such equipment. 


Liability of Carrier for Damage to Property Adjacent to 
Private Sidetracks Resulting from Carrier’s 
Operation on Such Tracks 


Michigan.—Question: In February, after a heavy snow- 
fall, a loaded freight car being handled on a switch track lead- 
ing into one of our properties was derailed and crashed into 
the corner of a building, damaging it. 

Claim was presented to the carrier but payment was re- 
fused on the ground*that the derailment occurred on our own 
track and while the latter was covered with snow. The building 
damaged was part of a plant which is reached by a switch con- 
nection from the main line of the C Railway, which connection 
is quite long. Leading off the main line it crosses a public 
thoroughfare and enters our plant between two buildings rather 
close together. The portion of the switch which is our prop- 
erty begins with the near side of the public thoroughfare and 
extends in a curve, probably 200 feet into our property. 

The foreman of our plant damaged alleges that the switch- 
ing was done at an excessive speed, but the railway company 
makes no mention of any circumstances except the fact that the 
track was covered with snow. 

Will you advise as to our rights in the matter? 


Answer: As a rule, the operation of a carrier over a side- 
track serving an industry, whether the tracks are located on 
the property of the carrier or on the property of the industry, 
is covered by a sidetrack agreement under which the carrier 
requires a release or indemnity from the industry against loss 
or damage to property of the industry resulting from the 
operation of the carrier’s trains on such tracks. See, for in- 
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“for want of a nail a 
shoe was lost; for want 
of a shoe a horse was 
lost; for want of a horse 
a soldier was lost; for 
want of a soldier a vic- 
tory was lost; for want 
of a victory a kingdom 
was lost.”’ 


Every material counts in wartime! Kraft paper is no exception. Don't waste 
it! Use the minimum of gummed tape, bearing in mind that you can make 
Planet Blue Star Sealing Tape go farther without taking any chances on your 
shipments. A little bit goes an extra long way! 


Guard against waste in the use of gummed tape —and follow these simple 


rules for economizing: 








A. Overlap of not 
more than 3 in. 


B. Proper seal over 
joint. 


‘Economical 


It is good practice to 
reinforce corners by 
placing this 3” strip 
around the outside. 
Bear in mind that 
gummed tape stuck 
on the side of the 
container, like a 
postage stamp stuck on an envelope, does nothing 
to strengthen the container. Under every section of 
tape 3” or longer there should be some kind of a joint 
Gummed tape is made expressly fo seal joints. 


C. Overlap on con- 
fainer end too long. 
A 3" lap exceeds the 
minimum permitted 
by Freight and Ex- 
press classifications. 


roo rer — 


1 

( 
| Wasleful | 
a 
D. Extra tape bands 
unnecessary. Sealing 
strip DD can be made 
to meet all require- 
ments (See B above.) 


E. Crooked tape application wasteful. Tape ineffective unless 
centered over joint. 


F. Encircling band necessary only on parcel post shipments. 


McLAURIN-JONES CO. 
BROOKFIELD, MASS. 
OFFICES: 
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3852 Miles of 
Daily Service 
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Equipment of the most modern design, fully maintained 
in accordance with America’s great conservation pro- 
gram, plus operation skill efficiently moves your freight 
on fast schedules, over the shortest possible routes, 
between strategic midwestern centers. Just route your 
freight via MERCHANTS—fully reliable, 100% respon- 
sible—and be assured of Perfect Shipping and 
Careful Handling. 


NMERCHA ntTs 


moToR FREIGHT isi oe 


cena tRNA eect annnnnnnnnnneet NBR 





DON'T MARK IT RUSH ... MARK IT MERCHANTS! 


MERCHANTS MOTOR FREIGHT, INC. 


General Offices: St. Paul, Minn. 
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ROUTE VIA 


GALVESTON 


AND 


Be assured of 


CAREFUL HANDLING 
and 


QUICK DISPATCH 


GALVESTON WHARVES 


Est. 1854 


Interior Offices: 434 Board of Trade Bidg., Kansas City 
and 1009 Cotton Exchange Building, Dallas 


Geo. Sealy, Chairman F. W. Parker, General Manager 
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stance, West Virginia Pulp & Paper Co. vs. Baltimore & O. 
R. Co., 84 S. E. 334; Mayfield vs. Southern Railway Company, 
67 S. E. 132; Porter vs. N. Y. N. H. & H. Ry. Co., 91 N. E. 
875; Chickley vs. Illinois Central, 100 N. E. 942, and Bates Coa] 
— & Mercantile Co. vs. Mo. Pac. R. Company, 296 N. W. 

In the latter case it was held that a provision of the con- 
tract between the coal company and the railroad which con- 
structed a private switch, under which the company agreed to 
release the railroad from liability for injury to its property 
by the railroad company while operating locomotives and cars 
on such tracks, exonerated the railroad from liability for in- 
jury to a tipple and loading chute due to negligent switching 
of a box car over a private switch. 

In the event that your company has executed a sidetrack 
agreement of the above nature, necessarily the carrier’s liabil- 
ity would be governed by the provisions thereof, if given effect 
by the court in which suit were brought against the carrier. 

We can locate no case dealing with the question where 
there are no contractual provisions. Seemingly, however, a 
carrier would be liable for negligence in the operation of its 
locomotives and cars on such track in the absence of a con- 
tractual provision, but would not be liable where the injury 
resulted from the failure of the owner of the sidetrack to 
maintain the track in safe operating condition, if proper 
maintenance of the track devolves upon the owner thereof. 


Liability of Carrier—Act of God 


South Carolina.—Question: Can you readily cite us any 
case or cases where carriers claim a loss or damage was an 
act of God, while claimants took the attitude that it was an 
act of negligence, or at least contributory negligence, on the 
part of the carrier, specifically where shipments were damaged 
or destroyed by flood, tidal wave, or storm, where such ship- 
ments were in transport despite warnings by the United States 
Weather Bureau. 

Answer: A carrier is ordinarily under no duty to guard 
against a flood far in excess of all previous floods until it 

ecomes apparent that the flood probably would become dan- 
gerously excessive, and is not negligent because it fails to guard 
against a rise of water not reasonably to be expected. On the 
other hand, an unprecedented flood is not the proximate cause 
of loss, so as to relieve a carrier of liability therefor, if the 
carrier has notice of the danger in time to avert the loss by an 
exercise of the care and diligence which the circumstances and 
its relation to the owner demand, and negligently fails to do so. 
Louisville & N. R. Co. vs. Finlay, 170 Sou. 207. It follows that 
the carrier cannot relieve itself from liability for loss or injury 
caused by an extraordinary or unprecedented flood, if, by the 
reasonable exercise of diligence, it could have anticipated that 
such loss or injury would occur, or if it fails to exercise reason- 
able care to preserve the goods from loss or injury after the 
occurrence of the flood. Chicago & E. I. R. Co. vs. Collins 
Produce Co., 235 Fed. 857, affirmed 249 U. S. 186, 39 S. Ct. 189; 
Ithaca Roller Mills vs. Ann Arbor R. Co., 186 N. W. 516; Toledo 
& O. C. Ry. Co. vs. S. J. Kibler & Bros. Co., 119 N. E. 733, 
certiorari denied, 248 U. S. 569, 39 S. Ct. 10. Accordingly, the 
carrier is responsible for injuries to freight by a flood, where 
at the date the goods were delivered the office in charge of the 
U. S. Weather Bureau notified all railroad companies of the 
coming flood and warned them to guard their property in the 
lowlands, and the carrier exposed the goods negligently to injury 
(Wabash vs. Sharpe, 107 N. W. 758); nor is inaccuracy in the 
weather bureau’s forecast a defense, where the carrier showed no 
reasonable activity to protect the shipment after being warned 
of the impending flood (National Rice Milling Co. vs. New 
Orleans, etc. R. Co., 61 Sou. 708). If the carrier failed to act 
promptly on an alarm of impending apparent danger by a rising 
flood and failed to have the goods moved to a place of safety 
before the flood reached them, and the goods are consequently 
ruined, the carrier is liable for the loss (Nustrot-Calahan Co. 
vs. Missouri, K. & T. Ry Co. of Texas, 209 S. W. 775), and the 
fact that the storm which occasioned the loss was unprecedented 
will not relieve the carrier from liability in such case. 

So, the carrier is liable where the transportation of certain 
goods was delayed by the unusually high water and it did not 
appear that the carrier, knowing that a delay would result in 
their loss, made any effort to send them by another route. 
Chicago, etc., R. Co. vs. Manning, 37 N. W. 462. In view of the 
rule of no liability for acts of God, however, the carrier is not 
liable if it did everything within reason to protect the goods 
after discovery of the danger, and was not negligent. Arm- 
strong vs. Illinois Cent. R. Co., 109 Pac. 216; Nustrot-Calahan 
Co. vs. Missouri, K. & T. Ry. of Texas, 209 S. W. 775. 

The fact that a storm was unprecedented would not relieve 
a carrier from liability for loss of goods, where, after the storm 
had begun and the water was rising in docks so that there was 
apparent danger that they would reach and injure the goods, 
the carrier could by use of reasonable diligence have removed 
the goods to a place of safety. 
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PORT Ut 
LOS ANGELES 


LABEL FOR SPEED 


UNIFIED CONTROL of port facilities assures the SHIP- 
PER... SPEED and CAREFUL HANDLING of cargo. 


We invite your routing VIA... 


The Port of Los Angeles 


A Municipal Enterprise Devoted to Public Service 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, CALIFORNIA 
189 City Hall M. G. Rouse, Secretary 
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“Remember Pearl Harhor—drop one for me!” was the prayer of every 
American when he saw this news photo of Air Corps boys 
loading the bomb bays of a huge Boeing Flying Fortress. “Keep 
*em flying” is no longer a slogan—it’s a promise to every man in 
uniform. This is everybody's war—there are duties for every 


individual—every business. 





Buy Defense Bonds for your business—as well as for personal invest- 


ment. Save metals, paper, rubber and other strategic mate- 
ae 

One precious material that can never be reclaimed is lost time. 
To create extra time, take a tip from Boeing Aircraft Co., where 
unlimited production schedules demand herculean effort from 
every man and woman in the “front office” as well as the shop. 
(Boeing exceeded production schedules unbelievably for De- 
cember.) 

“We use every tool that can speed Flying Fortresses on their 
way,” says T. E. “Tory” Gamlen, project engineer of the famous 
Boeing Flying Fortress. “By dictating letters, orders, memoranda, 
etc., to Ediphones we save time, promote office efficiency and cut 
out costly interruptions.” 

Executives using Ediphones turn out an estimated 100,000 extra 
man-hours of accomplishment per day. Secretaries become 
assistants. Nerve-strain is minimized—waste motion eliminated. 


Discover how Ediphone Voice Writing adds to your efficiency. 


Phone ''Ediphone"’ (your city) or write 
Dept. X3, Thomas A. Edison, Inc., West 
Orange, N. J., or Thomas A. Edison of 
Canada, Ltd., 610 Bay Street, Toronto. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THs Trarric Wort goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for ét 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THs Trarric WoL. 





Arthur H. Schwietert was elected president of the Traffic 
Club of Chicago March 26, and inducted at the club’s annual 
dinner meeting the evening of that day. 
He was born at St. James, Minn., and 
received his primary education at But- 
terfield, Minn. At the age of thirteen, 
he went to work for the local telephone 
company and, after holding various 
jobs, first became identified with trans- 
portation, at the age of seventeen, in 
1913, as freight trucker for the Chicago 
and North Western at Tracy, Minn. 
Subsequently, he held jobs as baggage 
man and local agent at Tracy and 
Butterfield for the North Western and 
the C. St. P. M. & O. In 1916, he was 
transferred to the joint rate depart- 
ment of those railroads at Sioux City. 
He remained there until 1921, with a 
19-months’ interruption for service as 
a rad‘o operator in the United States 
Navy in the World War, and then became rate clerk for the 
traffic bureau of the Sioux City Chamber of Commerce. A 
year later he joined the traffic department of the Chicago Asso- 
ciation of Commerce, charged with installing its rate depart- 
ment. He continued his education with evening work with the 
La Salle Extension University, the College of Advanced Traffic, 
and the Chicago Central Y.M.C.A., and took an LL.B. degree 
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at the John Marshall Law School in 1930. Meanwhile, in 1928, 
he had been appointed assistant traffic director for the associa- 
tion and, in 1940, was made traffic director. In 1923, when the 
Junior Traffic Club of Chicago was organized, he was elected 
its first president and served until 1925. He is now president 
of the Illinois Territory Industrial Traffic League; general 
chairman of the car vigilance committees of the Mid-West 
Shippers’ Advisory Board, and a director of the Associated 
Traffic Clubs of America. Elected to serve with him, as officers 
of the Traffic Club of Chicago, are: First vice-president, E. B. 
Finegan, chief traffic officer, Milwaukee Road; second vice- 
president, S. L. Felton, general traffic manager, Acme Stee! 
Company; third vice-president, J. H. Burke, vice-president and 
general manager, Chicago Tunnel Transport Company, Chicago 
Tunnel Company, and Chicago Warehouse and Terminal Com- 
pany; secretary, George H. Weiss, shipping editor, Chicago 
Journal of Commerce; treasurer, R. J. Wallace, traffic man- 
ager, Jaques Manufacturing Company; members, board of di- 
rectors, for two years, William Haywood, Freight Traffic man- 
ager, Illinois Central; D. W. C. Becker, director, traffic manage- 
ment department, La Salle Extension University; Tom Wall, 
general agent, passenger department, Canadian Pacific-Soo 
Line, and F. J. Wasson, general traffic and industrial manager, 
Chicago and Western Indiana Railroad and Belt Railway of 
Chicago. 





The Central Ohio Traffic Club will hold its annual dinner 
and election at the Hotel Harding, Marion, O., April 15. Alfred 
F. Dowd, warden of the Indiana State Prison, Michigan City, 
will speak. J. B. Ellis, agent, New York Central, Marion, is 
general chairman of committees in charge of arrangements. 





The Traffic Club of New England held an athletic night 
dinner meeting, March 26, at which there were a number of 
amateur boxing bouts. 





The El Paso, Tex., Traffic Club sent a telegram, signed 
by all members, to President Roosevelt and members of the 
House and Senate, March 18, urging that the government “stop 
the bickering between labor and capital or other special privi- 
leged groups,” take steps to put all war production facilities 
on a 168-hour weekly work basis, and assure that General 
Douglas MacArthur receive all essential supplies. Copies of the 
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UNION PACIFIC RAILROAD 


March 28, 1942 


MF rout materials, parts, machinery and tools, 
industry cannot meet our Nation’s demands for 
armament, munitions and supplies. Dependable 
transportation must be welded to production 
so that everything industry requires will be on 


hand when needed. 


Union Pacific supplies that vital need for 
dependable transportation. Over its “‘strategic 
middle route,”’ planned by Abraham Lincoln to 
connect the East with the West, gigantic loco- 
motives haul not only vast shipments of indus- 
trial materials but also the finished products 
flowing out of production and assembly plants. 
We're keeping ’em rolling to “‘keep ’em flying.” 





The Sitalegue Middle Koule 
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Wr America is fighting an offensive war. An 
i ii American victory depends upon the smooth 
Ki Will 


operation of its supply lines. Huge, constantly 
increasing quantities of raw materials from fields, forests 
and mines must be moved swiftly and efficiently to war 
plants throughout the vast expanse of this land, and the 
finished fighting machines and supplies must be delivered 


to destinations safely, without damage or delay. 


Improper crating and loading of freight causes damage; 





improperly addressing merchandise causes costly delays; 
partially loading cars is wasteful—all definitely retard the 
nation’s war effort. In April, the Norfolk and Western, the 
other railroads of the country and their patrons, unite for a 
Perfect Shipping Month—an all-out offensive to make every 
crate stand up, to load every car properly, and to fill every 


car to its full offensive load. 


America is betting that the railroads will continue to do 












a top-notch job. With the continued 


support and cooperation of the ship- 07 

, <S 

ping public, the railroads will con- & ? 
tinue to do the job—the greatest trans- 4 = 
portation job in the history of the % = 


land. 


Norfolk’ sia Western 
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message have been sent to all other traffic clubs with the sug- 
gestion that they take similar action in contacting government 
officials. 





The sound film “Empire on Parade” was shown by ar- 
rangement with the Great Northern at a luncheon meeting of 
the Traffic Club of Minneapolis March 26. C. L. Fuller was 
chairman. 





J. E. Hayden of the Commission’s motor carrier bureau 
spoke on truck rationing at a luncheon meeting of the Trans- 
portation Club of Dallas, Tex., March 23. 





Thomas H. North, North Aviation Company, White Bear 
Lake, Minn., discussed the training of pilots at a luncheon 
meeting of the Transportation Club of St. Paul, Minn., 
March 24. 





John H. Coupin, general agent, Western Pacific, San Fran- 
cisco, spoke on “Character Analysis” at a meeting of the Tues- 
day traffic forum of the Pacific Traffic Association of San Fran- 
cisco March 24, 





Play in the annual golf tournament of the Traffic Club of 
St. Louis will begin at the Norwood Country Club April 21. 
Additional matches will be played at the Sunset Country Club, 
May 19, and at the Norwood course June 16. At a luncheon 
meeting, March 30, the National League’s baseball motion pic- 
ture, “Safe at Home,” was shown by arrangement with the 
St. Louis Cardinals baseball club. 





At a meeting of the Women’s Traffic and Transportation 
Club of Portland, Ore., April 8, R. B. Ambrose, president, Co- 
lumbia Empire Industries, will speak on ‘“Everybody’s Busi- 
ness.” There will be a program of piano music by Ruth Davis 
Olsen. At the annual ensemble dinner, March 27, Margaret 
Bondfield, member of the British Parliament, was guest speaker. 
The club’s annual election will be held April 22. 

At a dinner meeting of the Women’s Traffic Club of Fort 
Worth, Texas, March 23, Ima Love Kuykendall, supervisor, 
Fort Worth public schools, was the speaker. The club is or- 
ganizing a Red Cross first aid class. 

Paul M. Plunkett, assistant attorney, United States De- 
partment of Justice, Chicago, spoke on activities of the depart- 
ment, at a recent monthly meeting of the Calumet Transporta- 





eep ‘em 


TODAY, in the national emergency, the Soo Line is serving the 
great Northwest and Western Canada with an ‘‘all-out’’ program 
of cooperation in expediting the movement of commodities and 
men throughout this important part of the nation. 

New equipment and fast schedules enable the Soo Line to 
‘*Keep 'em rolling’’—whether it’s merchandise, war materials, in 
fact anything entrusted to us for fast, efficient movement. 


TRAFFIC WORLD 


tion Association, East Chicago, Ind. The club’s new American 
flag was dedicated by a color guard from the Hammond, Ind., 
Post of the American Legion. 





Arthur F. Corey, director of public relations, southern dis- 
trict, California Teachers’ Association, spoke on “A Street 
Worth Defending” at a luncheon meeting of the Los Angeles 
Transportation Club March 23. T. O. Grounds, rate division 
California Railroad Commission, was chairman. 

The Transportation Club of Louisville will hold its annual 
spring dance at the Kentucky Hotel April 18. Members of the 
club will occupy a special section of the grandstand at the open- 
ing baseball game of the American Association, between Louis- 
ville and Toledo, April 16. The club will hold a luncheon meet- 
ing at the Kentucky Hotel April 14. 


CHANGES IN DOCKET 


Hearing MC 102609, March 28, Brooklyn, N. Y., postponed in- 
definitely. 

Hearing MC 37629 Sub. 3, March 26, Detroit, Mich., canceled. 

Hearing W-608, March 28, Brooklyn, N. Y., postponed to date to 
be fixed. 

No. 28792, Interchange of Freight at Boston Piers, should have 
been shown as set for hearing at Boston, March 28 instead of April 6. 

Hearing I. & S. M-1620, March 24, Sioux Falls, S. D., canceled. 

Hearing 1. & S. 5097, March 26, Kansas City, Mo., postponed to 
date to be fixed. 


Hearing, MC 37391 Sub. 1, C. S. Borggaard, Somerville, Mass., set 
for March 27, Boston. 


LAND GRANT RATE REPEAL 


Chairman Lea, of the House committee on interstate and 
foreign commerce, said the bill to repeal the land-grant rate 
deductions on government military and naval traffic might be 
taken up in the House the week beginning March 30 if the 
House were in session. 


H. & D. SEALING AND STORING BOOKLETS 

Two booklets on methods of simplifying shipping, packing, 
and storing so as to conserve time, space, and material have 
been published by the Hinde and Dauch Paper Company, 
Sandusky, O. The booklet, ‘““How to Seal,” tells how to pack 
and seal efficiently, and the booklet, ““How to Stack and Load,” 
contains suggestions for efficient storing methods. Both book- 
lets provide information helpful in preventing loss and damage 
to shipments. 
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Good packing, secure 
loading and careful 
handling will conserve 
time, materials, money, 
and will help win the 
wor. We can't afford 
waste now. 
















March 2 


rk 


—_—_ 








to 


ve 


to 


cure 
eful 
erve 
ney 
the 
ford 








March 28, 1942 895 


EI I II III III III AAAI AAA AAA AAS AI ASDA AAS ASDA AAA AAA AAA ASS SSACS SSIS IAAI ISAAC AACA A I HK 


—_—_ 


_ > Line 


OFFERING WORLD-WIDE FREIGHT SERVICE 


ISTEIMIAN STEAMSIEIIP COMPANY 


71 BROADWAY, NEW YORK e BOWLING GREEN 9-6800 


BALTIMORE e BUFFALO e CHICAGO e CLEVELAND 
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RAILROAD RAILROAD 
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While a straight line is the shortest dis- the fastest route. Avoid congested termi- 
tance between any two given points, when nals, which will expedite your freight and 
it comes to freight service it is not always improve the handling. 


ILLINOIS TERMINAL RAILROAD COMPANY 


With the inauguration of its new high-speed locomotives offers exceptionally fast freight 
service between St. Louis, Peoria, and other points on its line. 





l 
TELEPHONE: CENTRAL 5300 @ 710 NORTH 12TH BOULEVARD @_ ST. LOUIS, MISSOURI 
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DOCKET OF THE COMMISSION 


March 30—Boise, Ida.—Boise Hotel—Examiner Stiles: 
|. & S. 5061—Fresh green vegetables from Idaho and Ore. 


March 30—Brooklyn, N. Y.—Hotel St. George—Examiner Schubert: 
MC 5132 Sub. 1—Fort Lee Transportation, Rochelle Park, N. J., per- 
mit to extend operations. 
MC 20110 Sub. 3—Messinger Trucking & Warehouse Corp., 
York, N. Y., permit to extend operations. 
March 30—Brooklyn, N. Y.—Hotel St. George—Examiner Hall: 
W-108—Mallory Transport Lines, Inc. 
W-754—Marine Transport Lines, Inc., contract carrier application. 


March 30—Brooklyn, N. Y.—St. George Hotel—Examiner Badian: 
MC 66302—Elco Delivery Service, New York, N. Y., certificate or 
permit. 
MC 72074 Sub. 1—Glen Cove Motor Express Lines, Glen Cove, N. Y., 
certificate to extend operations. 


March 30—Columbia, S. C.—Wade Hampton Hotel-—-Examiner Werner: 

MC 84404 Sub. 11—Kelly Motor Lines, Sumter, S. C., certificate to 
extend operations. 

MC 89617 Sub. 6—Lewis Truck Lines, Conway, S. C., certificate to 
extend operations. 


March 30—Jackson, Miss.—Robert E. Lee Hotel—Examiner Bradford: 
MC 15105 Sub. 2—J. M. English Truck Line, Houston, Tex., certificate 
to extend operations. 
March 30—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 5486, Sub. 3—Edmonds Truck Line, McLouth, Kan., certificate to 
extend operations. 
March 30—Omaha, Neb.—Fontenelle Hotel—Examiner Mackley: 
1. & S. 5095—Petroleum products, Omaha to Milwaukee. 
March 30—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 192: 
MC 58955—W. D. Cross Transfer, Sidney, Ia., certificate or permit. 
March 30—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 120: 
MC 60580 Sub. 4—Horlacher Delivery Service, Inc., Philadelphia, Pa., 
certificate to extend operations. 
March 30—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 67: 
MC 60580 Sub. 3—Horlacher Delivery Service, Inc., Philadelphia. 
March 30—Philadelphia, Pa.—Hotel Adelphia—Examiner Seaman: 
MC 60580 Sub. 2—Horlacher Delivery Service, Inc., Philadelphia. 
March 30—Portland, Me.—Federal Court—Examiner Dunn: 
MC 3323 Sub. 1—C. W. Whittemore, Skowhegan, Me., certificate. 
MC 103252—C. S. Stuart, Mechanic Falls, Me., certificate. 
March 30—Portland, Ore.—Multnomah Hotel—Jt. Bd. 5 and 11: 
MC 69584—Cascade Fast Freight, Los Angeles, Calif. 
MC 69584 Sub. 1—Cascade Fast Freight, Los Angeles, Calif. 
March 30—Richmond, Va.—Hotel Richmond—Examiner Card: 


MC F-1799—Virginia Stage Lines, Inc., purchase, Patrick Henry 
Transfer Co., Inc. 


New 









The Traffic Man’s Supplement to Routing Guides, Point 
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March 30—Springfield, 1i1.—Centennial Bldg.—Examiner Colfer: 
MC 25766 Sub. 1—E. L. Knicley, Hunt, Ill., certificate to exteng 
operations. 
MC 59309 Sub. 1—Harry L. Tanner, Toledo, O. 
March 30—Syracuse, N. Y.—U. S. Court—Examiner Clifford: 
~ F-1744—Western Express Co., purchase, B. & S. Transportation 
0., Inc. 
March 31—Akron, O.—Mayflower Hotel—Examiner Hanrahan: 
1. & S. M-1871—Split pick-up and delivery rule in central territory, 
March 31—Baltimore, Md.—Public Service Comm.—Jt. Bd. 74: 
MC =_—" Horton Motor Lines, Inc., Charlotte, N. C., certificate o, 
permit, 
March 31—Brooklyn, N. Y.—Hotel St. George—Examiner Schubert: 
MC 96463—Jcseph Fusco, Bronx, N. Y., certificate. 
March 31—Brooklyn, N. Y.—St. George Hotel—Examiner Badian: 
MC 10934—John A, Patterson Trucking Corp., New York, N. Y.., per- 
mit. 
March 31—Columbia, S. C.—Wade Hampton Hotel—Examiner Werner: 
MC 103003—Orr Land Carrier, Chester, S. C., certificate. 
March 31—Detroit, Mich.—Hotel Ft. Shelby—Examiner Disque: 
28190—New automobiles in interstate commerce. 
March 31—Indianapolis, Ind.—Public Service Comm.—Jt. Bd. 21: 
MC 23323, Sub. 1—C. Potter, Dana, Ind., certificate to extend opera. 
ations. 
MC 90911, Sub. 2—Gasper Transfer, Greencastle, Ind., certificate to 
extend operations. 
March 31—Jackson, Miss.—Robert E. Lee Hotel—Jt. Bd. 28 and 97: 
MC 42145 Sub. 19—Bond Motor Lines, Jackson, Miss., certificate to 
extend operations. 
MC 42145 Sub. 21—Bond Motor Lines, Jackson, Miss., certificate to 
extend operations. 


March 31—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 65967, Sub. 4—Wilson Truck Co., Inc., South Nashville, Tenn., 
certificate to extend operations. 


MC 63344, Sub. 3—Cyrus Petroleum Truck Line, Iola, Kan., permit to 
extend operations. 


March 31—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 24: 
MC 66788 Sub. 3—Raymond Bros. Motor Transportation, Inc., St 
Cloud, Minn., certificate to extend operations. 
March 31—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 182: 
MC 33531 Sub. 1—E. Hattig, Laurel, Neb., certificate to extend opera- 
tions. 
MC 63506 Sub. 1—A. J. Seeman, Westpoint, Neb., certificate to extend 
operations. 


March 31—Providence, R. !.—Narragansett Hotel—Examiner Dunn: 


MC 78175 Sub. 1—Pelletier Trucking Co., Pawtucket, R. I., certificate 
to extend operations. 


MC 46365—P. W. Lincoln, Seekonk, Mass., certificate. 


Cards and Highway Tariffs. 


TO SAVE TIME 





over 4500 “over-the-highway” Regular, Irregular, and 
Specific Commodities Common Carriers. Gives general in- 
formation, corporate setup, ownership, area of operation, 
size, terminals, insurance, tariff concurrences, through rate 
connections, etc., etc. 


Contains: 


@ Simplified Routing Section for controlled routing from any point 
of origin right on through to destination. 


@ Copyrighted Gateway and Transfer Point Charts. 

@ Long Haul Routing Tables showing through service at a glance. 

@ Map Section with maps, terminals, and Point Lists of many major 
carriers. 


By Subscription $12.00 per year (2 issues)—March and September 


NATIONAL HIGHWAY CARRIERS DIRECTORY, INC. 


KEOGH BUILDING 


CHICAGO, ILLINOIS 
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~] ST. LAWRENCE WAREHOUSE ING. 


He : Fast, Efficient Distribution to Your Canadian Customers 


A : SPECIAL DEPARTMENT COVERING SALES, CUSTOMS and 
verner: | £ TRAFFIC INFORMATION for U. S. SHIPPERS to CANADA 


be 





| Opera- 
icate to 
Boo Oil in increasing volume moves from the 
0 
fields of the Gulf Coast to the nations strug- 
jente te gling to down the Axis. 
Tenn., Texas produces 55 per cent of the necessary 
2rmit to supply. 


Picture of modern oil terminal. 


= : CANADIAN CUSTOMS BOND, PRIVATE SIDING—8 CAR CA- 
v open 4; PAGITY—FREE SWITCHING. ALL RAILWAY CONNECTIONS 


) ae : FRANK J. TULLY, Special Representative 


a 277 Broadway New York City 


Telephone—Worth 2-0428 


J. Russell Wait, Director of the Port 


Houston, Texas 
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vill 20 LOCOMOTIVES HIGHLY DEVELOPED FREIGHT SERVICE 
i ae Close working arrangements with connections listed below, makes this an ideal 
The Del and Hudson has ju 1 ’ 
fast ole aonadon - Pen of 20 soos d= _— bewshang route on traffic between the New England States and the South and West, and 
nce. freight locomotives. Weighing with fom der nearly between Montreal and Eastern Canada and the South. 
y major _ million pounds, these tremendously powerful new Canadian Pacific Railway...............0000: iaR Point, N. Y 
| locomotives have been developed to provide a loco- Canadian National EE a ee Ve eee seers r, 7 
| ° ° Boston & Main ia Mechanicville, N. Y 
or motive capable of hauling heavy tonnage safely at toe ie yo TUUTECTEOERTLT ETL bs Aeeee, 1 Y’ e ° 
maximum speed. The assignment of this new equip- so ccvcenneenarsensnnacesedsn Apo 
: ment to the railroad’s fast freight service, will enable a aw Sie ate Cc CCRM ea we weed he tebe ws via Wilkes-Barre, Pa. 
INC. | it to meet the needs of modern transportation for —- i ” Ne Jereeesecerececeeeeseeeees via Binghamton, N. Y 
‘nes | fast and dependable through freight service. ET iva cwis dalenaadsnwssd ness nes ra 
aL Rea | ere ee ee eee via Owego, N. Y. 
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UNITED FRUIT 
x COMPANY « 


Regular Established Services 


from 


NORTH ATLANTIC, SOUTH ATLANTIC 
AND GULF PORTS 


CUBA 


COLOMBIA 


JAMAICA - GUATEMALA * HONDURAS 
COSTA RICA - PANAMA °- NICARAGUA 
WEST COAST of CENTRAL and 
SOUTH AMERICA 


For information consult 


FREIGHT BOOKING DEPARTMENT 


Pier 2, North River, New York 
321 St. Charles St., New Orleans 





provides you 
with a brand 


Try this improved rate book for ten days — 
if it hasn’t sold itself then, just return it. 


Shippers and transportation men have 
used this book for twenty-eight years 
— we have published it from the begin- 
ning — 1914. They have had, and you 
will have, rates to inland and prepaid 
towns of 100 population and over, and 
to all agency stations. 


And they bave always bad, and they and 
Suture subscribers will bave, rate changes 
on or before effective dates. Wouldn't that 
help? Subscribers get easily inserted 
supplements monthly, more often when 
necessary. We also send monthly a 
complete list of effective pages so you 
can check the latest revised pages at 
any time. 

Now you will get a still more improved 
book — larger pages, 84"x11", con- 





3c per week 


new rate book 










forming to I. C. C. standards, and a 
book that has states and towns alpha- 
betically arranged and is so indexed. 


Our twenty-eight years of successful 
publishing are the result of three things: 
first, accuracy of our information; 
second, promptness of our service; 
third, the ease, speed, and convenience 
with which subscribers find the informa- 
tion they want. 


The best way to find out if you have 
been missing something is to try the 
book. Write us on your business letter- 
head and we will send the book for you 
to use for ten days. Then, if you decide 
you don’t want it, send it back without 
obligation. The cost of the service 
averages only 53c a week (plus 4c a 
week for express and parcel post rates.) 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 
Publishing Rates Successfully Since 1914 


MOTOR LINES—Use the book for checking inter-line bits- 
ing; it saves hours otherwise spent looting through tariffs. 
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March 3i1—Reno, Nev.—Chamber of Commerce—Jt. Bd. 128: 
MC 78786, Sub. 84—Pacific Motor Trucking Co., San Francisco, Calit. 
certificate to extend operations. 
March 31—Springfield, I1l.—Centennial Bldg.—Examiner Colfer and Jt. 
Bd. 54: 
MC 53865—F. M. James & Son, Springfield, Ill. 
MC 69981 Sub. 2—J. Borlin, Carrollton, Ill., certificate to extend op.- 
erations. 
March 31—Washington, D. C.—Examiner Weems: 
1. & S. 5065—Foreign woods, Va. to N. C. 
Fourth section ap. 19296—Foreign woods from Va. to N. C. 
April 1—Akron, O.—Mayflower Hotel—Jt. Bd. 117: 
MC 30311, Sub. 1—Freight, Inc., Akron, O., certificate to extend ope; 
ations. 
April 1—Brooklyn, N. Y.—Hotel St. George—Examiner Schubert: 
MC 96427—Gustave Sobo, Newark, N. J., permit. 
MC 102981—Sylvester Barone, Jersey City, N. J., permit. 
April 1—Brooklyn, N. Y.—St. George Hotel—Examiner Hall: 
28710—Great Lakes Transit Corporation et al, vs. Arcade & Attica 
et al. 
April 1—Brooklyn, N. Y.—St. George Hotel—Examiner Badian: ‘ 
MC 103139—C. Buchen, Brooklyn, N. Y., permit. f 


April 1—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
Finance 13569—Application of trustees of Erie for permission to aban- 
don a ferry between Jersey City, N. J., and West 23rd St., New 
York, N. Y. 


April 1—Columbia, S. C.—Wade Hampton Hotel—Examiner Werner: 
MC 102752 EX—C, D. Blalock, Union, S. C., certificate of exception. 
April 1—Indianapolis, Ind.—Public Service Comm.—Jt. Bd. 9: 
MC 59625, Sub. 1—Delaware Trucking Co., Inc., Muncie, Ind., certifi- 
cate to extend operations. 


April 1—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 52 and 36: 
MC 38183, Sub. 5—Wheelock Bros., Inc., Kansas City, Mo., certificate 
to extend operations. 
MC 75320, Sub. 15—Campbell Sixty-Six Express, Inc., 
Mo., certificate to extend operations. 
April 1—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 103173—W. S. Satterlee, Omaha, Neb., certificate. 
April 1—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 206: 
MC 102616 Sub. 6—Coastal Tank Lines Inc., York, Pa., certificate to 
extend operations. 
April 1—Providence, R. |.—Narragansett Hotel—Examiner Dunn: 
MC 35896 Sub. 1—D. M. Knight, Cranston, R. I., certificate. 
MC 59829 Sub. 1—A. I. Anderson, Falmouth, Mass., certificate to ex- 
tend operations. 
MC 59829—A. I. Anderson, Falmouth, Mass., common carrier applica- 
tion. 
MC 59829 Sub. 2—A. I. Anderson, 
extend operations. 


April 1—Reno, Nev.—Chamber of Commerce—Jt. Bds. 128 and 78: 
MC 45057—Dale McLeod, Reno, Nev., certificate to extend operations. 
April 1—Sioux City, la.—Warrior Hotel—Examiner Mackley: 
W-431—Sioux City and New Orleans Barge Lines, Inc., common car- 
rier application certificate. 


April 2—Akron, O.—Mayflower Hotel—Examiner Handahan: 
MC 79382, Sub. 2—R. E. Hutton, Akron, O., permit to extend opera- 
tions. 
April 2—Baltimore, Md.—Public Service Comm.—Jt. Bd. 199: 
MC 90623 Sub. 1—M. E. Biemiller, Baltimore, Md., permit to extend 
operations. 


April 2—Boise, |da.—Boise Hotel—Examiner Stiles: 
1. & S. 5109—Unloading live stock at north Pacific Coast points. 
1. & S. 5109, 1st Sup.—Unloading live stock at north Pacific coast 
points. 
April 2—Brooklyn, N. Y.—Hotel St. George—Examiner Schubert: 
MC 12251—Mike Krasilovsky, Contractors, Inc., New York, N. Y., 
license, 
April 2—Brooklyn, N. Y.—St. George Hotel—Examiner Badian: 
MC 103177—Vogt Bros. Trucking Co., Newark, N. J., permit. 
MC 1151 Sub. 1—Port Jervis Trucking Co., Inc., Port Jervis, N. Y. 
certificate to extend operations. 
April 2—Columbia, S. C.—Wade Hampton Hotel—Jt. Bd. 131: 
MC 38925 Sub. 5—New South Express Lines, Inc., Columbia, S. C. 
April 2—Danville, Va.—U. S. Court—Examiner Wilkins: 
28711—Danville Chamber of Commerce, Inc., et al. vs. B. & O. et al. 
April 2—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 179: 
MC 44609, Sub. 11—Mo. Pac. R. R. Co., St. Louis, Mo., 
extend operations. 


April 2—Memphis, Tenn.—Peabody Hotel—Jt. Bd. 38: 


MC 76929 Sub. 2—G. S. Fraps, Jr., Jonesboro, Ark., certificate to ex- 
tend operations. 


April 2—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 24: 
MC 103127—West Brothers, Menahga, Minn., certificate. 

April 2—Omaha, Neb.—Hotel Fontenelle—Examiner Henderson: 

1. & S. M-1926—Highway Trans. Co., minimum charges, Neb. and Ia., 
to Colo. 

April 2—Providence, R. !.—Narragansett Hotel—Examiner Dunn: 
MC 103168—..lmeida’s Bus Service, New Bedford, Mass., certificate. 
MC 101872—Joyce’s Motor Line, New Bedford, Mass. 

April 2—Reno, Nev.—Chamber of Commerce—Jt. Bd. 78: 

MC 66562, Sub. 379—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 

April 2—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 

MC 7357, Sub. 1—Seattle Terminals University Warehouse, Inc. 
Seattle, Wash., certificate to extend operations. 

MC 67020, Sub. 1—Seattle Transfer Co., Seattle, Wash., certificate to 
extend operations. 

April 2—Springfield, 111.—Centennial Bldg.—Jt. Bds. 160 and 21: 

MC 67243—Union Funeral Assn., Gillespie, Ill., certificate or permit. 
MC 96474—A. Murray, Flat Rock, Tll., certificate. 
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im. HOW TO SHIP YOUR 
end Op- 
PRODUCTS Faster— 
woe MORE ECONOMICALLY 
- Aways = 
vise EEA THE 
sit HOW DIRECT THE ROE Te — ; . : 
SANNA GHICAOD ¢ MPORTANT savings in man-hours are being made by 
E Attica POSS aehemmens: OREN OA scores of General All-Bound box users. Although two- 
, thirds assembled, General All-Bounds shipped and stored 
f flat—take up less than one-fifth of the space necessary for 
mpf: s 8 s made up containers. Assembly is completed easily and 
“ —_ ' Fifi A | e nt Hand | i n quickly. After packing they can be closed and sealed fast, 
g simply by bending wire loops. 
Werner: a ® 
ception, General All-Bounds are used for nearly every type of 
—, product in shipments up to 500 lbs. Selected, light weight 
» certifi- ° ° ° Pie 
wood with steel wire reinforcement assures minimum tare 
: weight and maximum protection. 
rtificate The Green Bay & Western lines provide an impor- ? ; 
7 For large or heavy products, crates and special containers 
ae, tant link for freight moving between the East and designed in the General Box laboratories are providing the 
means of keeping shipping in step with faster production 
4 i i ight : é : 
meee eretel and expedient heading ay er and holding costs down at the same time. Write today for 
ficate to assures dependable, on-time deliveries. complete details. 
n: 
GREEN BAY & WESTERN LINES 
2 too , GENERAL BOX COMPANY 
nine General Office: Green Bay, Wis. - L. C. Jorgensen, Traffic Mgr. General Offices: 50 W. Illinois Street, Chicago, Ill. 
District Offices and Plants: Brooklyn, Cincinnati, Detroit, East St. Louis, Kansas 
— City, Louisville, Milwaukee, New Orleans, Sheboygan, Winchendon. 
cate to Continental Box Company, Inc.: Houston . Dallas 
id 78: 
2rations 
==} Seals That Pledge Protection 
d opera 
> extend Perfect 
Shipping 
nts. 
fic coast 
rt: 
B® 
n: @ Look at the 
“ ‘ “Signode”’ that seals 
sai a steel-strapped 
shipment and the 
a, S.C seal that symbolizes 
Perfect Shipping 
O. et al. Month. Both stand WAR ON 
for the same thing: TERRE HAUTE 
ficate to “unremitting care . ; 
in the proper pack- Direc l 
aging, packing, marking and loading of Socks for U.S. 
te to ex: merchandiseof every nature” —to protect Army S E R V I bs E MT.VERNON 
America’s production. A 
As Perfect Shipping Month, April, 1942, is HARRISBURG 
" a good month to let a Signode engineer Representatives 
and Ia., give you new help from his wide experi- Prinet = ane 
li ence under today’s new requirements. Throughout a Te 
t 
rtificate. SIGNODE STEEL STRAPPING CO. United States rae 
2613 N. Western Ave. Chicago, Ill. an ?° OKLAHOMA CITY 
Brooklyn, N. ¥.: 364 Furman Street | 
a. 2 San Francisco, Calif.: 461 Bryant Street 
x, JACKSON 
TENN. 
se, Inc., ae EERE ei ce RNR NR an RR aE - 
* VIKING FREIGHT CO., General Offices, ST. LOUIS 
ficate to 25 Years of CHICAGO DAYTON INDIANAPOLIS MEMPHIS 
Packing OKLAHOMA CITY PADUCAH TULSA MT. VERNON, ILL 
permit. Improvement 











HAULING FAST FREIGHT ON TIME THROUGH 
THE GATEWAYS (Minneapolis-St. Paul Gate- 
way, serving the Northwest, and the Peoria 
Gateway, serving the West, East and South) 
is the job the M. & St. L. is performing with 
utmost efficiency. 

The M. & St. L. is discharging its responsibil- 
ity in the war program by speeding the line 
haul over an excellent roadbed with modern 
equipment for dependable and careful han- 
dling of freight. 

During the past four years, the M. & St. L. 
has brought its rail line up to modern operat- 
ing efficiency by means of, among other things, 
washed gravel ballast, new treated ties, new 
steel rails and plates and fastenings to enable 
maintaining modern freight train speed. 

At the close of 1941, the M. & St. L. had in 
service 3,700 units of first class equipment 
ready to be loaded at a moment’s notice with 
revenue freight. An equipment program for 
1942 is well under way and by the end of the 
year 600 additional units of freight hauling 
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equipment will be added, making a total of 
4,300 cars in service. 

M. & St. L. is anxious to shoulder its share of 
the transportation responsibility and is tak- 
ing every measure to insure fast, dependable 
freight deliveries for all-out war production. 


MINNEAPOLIS & ST. LOUIS RAILROAD 
H. W. Ward, General Traffic Manager 
General Offices: 
Northwestern Bank Building, Minneapolis, Minn. J 
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between the Minneapolis-St. Paul 
Gateway and the Peoria Gateway 


1. W. Devins, General Manager LL. C. Sprague, President 
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SH 00000 heartily Endorses [)iiliitiiltitiitintinininntiitire 


PERFECT SHIPPING MONTH 


Shippers are assured of expeditious and careful han- 
dling of freight routed via Chicago & Illinois Mid- 
land Railway through the Peoria-Springfield gateway. 


n 


Inquiries Are Invited 


Vv. H. WILLIAMS, General Traffic Manager 


CHICAGO & ILLINOIS MIDLAND RAILWAY COMPANY 


709 Illinois Building, SPRINGFIELD, ILLINOIS 


JOLT LULL. GLAL LLL. ULAC ALAGOAS. LULU Ue USDOL LU 


Manufacturers of 


STEEL STRAPPING 


Nailless 
Nailed on 


Car Banding 


STRAPPING TOOLS 


* 
THE STANLEY WORKS 


Steel Strapping Division 


New Britain, Conn. 


TRADE MARK 





TRAFFIC WORLD 


April 3—Akron, O.—Mayflower Hotel—Examiner Hanrahan: 

MC 3379, Sub. 1—Koontz Motor Freight, Inc., Akron, O., certificate 
to extend operations. 

April 3—Boston, Mass.—Hotel Manger—Examiner Dunn: 

MC C-196—New England Motor Rate Bureau, Inc., vs. H. B. Church 
Truck Service Co. 
April 3—Brooklyn, N. Y.—Hotel St. George—Examiner Schubert: 
MC 17054 Sub. 1—Kenworthy Brothers, Inc., Kearny, N. J. certificate. 
MC 102917—F. W. Van Wagner, Jr., Mineola, L. I., N. Y., certificate. 
MC 2191 Sub. 1—Albert Burdge & Son, Red Bank, N. J., certificate 
to extend operations. 

MC 96448—W. Luca, Hillsdale, N. J., certificate. 

MC 46074 Sub. 1—A. I. Scott Trucking Co., Montgomery, N. Y., cer- 
tificate to extend operations. 

April 3—Brooklyn, N. Y.—St. George Hotel—Examiner Badian: 

MC 96465—E. G. Trucking Service, Brooklyn, N. Y., certificate. 
MC 6183 Sub. 1—B. Levine, New York, N. Y., certificate. 

April 3—Memphis, Tenn.—Peabody Hotel—Examiner Bradford: 
MC 11220 Sub. 9—Gordons Transports, Inc., Memphis, Tenn. 

April 3—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 74 and 67: 

MC 49071 Sub. 1—J. Konopka, Philadelphia, Pa., permit to extend 
operations. 
MC 103298—A. H. Andrews, Walnutport, Pa., certificate. 

April 3—Reno, Nev.—Chamber of Commerce—Jt. Bd. 75: 

MC 30005, Sub. 2—Nevada-California Transportation Co., Reno, Nev., 
certificate to extend operations. 

April 3—Reno, Nev.—Chamber of Commerce—Jt. Bd. 78: 

MC 78787 Sub. 23—Pacific Motor Trucking Co., San Francisco, Calif. 

April 3—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 

MC 100277, Sub. 1—Tacoma-Port Angeles Auto Freight, Inc., Tacoma, 
Wash., certificate to extend operations. 
MC 103384—Dunsford’s Auto Freight, Vashon, Wash., certificate. 
April 3—Springfield, 11!.—Centennial Bldg.—Jt. Bd. 149: 
MC 66562 Subs. 387 and 388—Railway Express Agency, Inc., New 
York, N. Y., certificate to extend operations. 
April 3—Washington, D. C.—Argument: 
1. & S. M-1791—Interchangeable scrip coupon tickets. 
28672—Kasle Iron and Metal Co. vs. W. & L. E. et al. 

April 4—Boston, Mass.—Manger Hotel—Examiner Dunn: 

1. & S. M-1983—Beverages, containers, to and from Boston and Brook- 
lyn. 

April 4—Brooklyn, N. Y.—St. George Hotel—Examiner Badian: 

MC 102186—Desbab Truckers, Maspeth, N. Y., certificate. 

April 4—Minneapolis, Minn.—Hotel Nicollet-—Examiner Mackley: 
28766—Elliott and Co., vs. C. & N. W. et al. 

28766 Sub. 1—Minneapolis Traffic Association vs. C. & N. W. et al. 
28500—Minneapolis Hide and Tallow Co., vs. C. & N. W. et al. 

April 4—Minneapolis, Minn.—Hotel Nicollet-—Examiner Mackley: 
28766, Sub. 2—Oscar Mayer & Co. vs. C. & N. W. et al. 

April 4—Philadeiphia, Pa.—Hotel Adelphia—Examiner Seaman: 

MC 103267—E. J. Laing, Bristol Pa., certificate. 

April 4—Reno, Nev.—Chamber of Commerce—Jt. Bd. 78: 
MC 102720—B. & P. Truck Lines, Loyalton, Calif., permit 

April 6—Akron, O.—Mayflower Hotel—Examiner Hanrahan: 

MC 65200, Sub. 1—Reynolds Motor Express, Inc., Massillon, O., cer- 
tificate to extend operations. 
1. & S. M-1978—Floor covering, East Walpole, Mass., to Chicago, Ill. 

April 6—Atlanta, Ga.—Hotel Atlanta Biltmore—Examiner Wilkins: 

1. & S. 5075 and ist Sup.—Rule 34, tires within the south. 

April 6—Boston, Mass.—Hotel Lenox—Examiner Prout: 

1. & S. 5103—Shoes, Brockton, Mass., to Brooklyn, N. Y. 

April 6—Boston, Mass.—Lenox Hotel—Examiner Prout: 
28792—Interchange of freight at Boston piers. 

April 6—Brooklyn, N. Y.—Hotel St. George—Examiner Schubert: 

MC 3890 Sub. 1—General Delivery Service Co., New York, N. Y., cer- 
tificate to extend operations. 

MC 14979 Sub. 2—Great Eastern Trucking Corp., Brooklyn, N. Y., 
certificate to extend operations. 

April 6—Brooklyn, N. Y.—St. George Hotel—Examiner Badian: 

MC 36548—Binns Trucking Co., Passaic, N. J., certificate or permit. 
MC 88471 Sub. 1—Gradiny Delivery Service, Inc., New York, N. Y., 
permit to extend operations. 

April 6—Columbia, S. C.—Wade Hampton Hote]—Examiner Werner: 
MC 46016—Huckabee Transport Corporation, Columbia, S. C. 

MC 46016 Sub. 2—Huckabee Transport Corporation, Columbia, S. C., 
certificate to extend operations. 

April 6—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 

MC 41432 Sub. 21—East Texas Motor Freight Lines, Dallas, Tex., 
certificate to extend operations. 

MC 1968 Sub. 14—D. C. Hall Motor Transportation, Fort Worth, Tex., 
certificate to extend operations. 


April 6—Fort Wayne, Ind.—U. S. Court—Examiner Colfer: 
MC 22497 Sub. 2—Allisbaugh Trucking Co., Wabash, Ind., permit 
to extend operations. 
MC 74588 Sub. 7—Marion Trucking Co., Inc., Marion, Ind., permit 
to extend operations. 
April 6—Lincoin, Neb.—State Comm.—Examiner Henderson: 
MC 61957—G. J. Fackler, Burwell, Neb., certificate or permit. 
MC 90714 Sub. 1—Archer Transfer Co., Ogallala, Neb., certificate. 
April 6—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 26: 
MC 58929 Sub. 4—G. & P. Transportation Co., Aberdeen, S. D., cer- 
tificate to extend operations. 
April 6—Philadeiphia, Pa.—Hotel Adelphia—Jt. Bd. 65: 
MC 59957 Sub. 1—Motor Freight Express Inc., York, Pa., certificate 
to extend operations. 
April 6—San Francisco, Calif.—Empire Hotel—Jt. Bd. 78: 
MC 936, Sub. 4—Valley Motor Lines, Inc., Fresno, Calif., certificate 
to extend operations. 
April 6—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 76012 Sub. 2—Whidby-Camano Auto Freight, Oak Harbor, Wash.., 
certificate to extend operations. 
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Mexico via— 


Dependable Co-ordinated 
Service Maintained From 


* = ® * 


* * EASTERN CENTRAL AND MIDWESTERN 
TERRITORIES ALSO SERVICE FROM 
PHILADELPHIA AND SEABOARD TERRI- 
TORY VIA SOUTHERN STEAMSHIP 
COMPANY 


Receiving stations located in principal cities 





“FAST COURTEOUS PERSONAL SERVICE” 


Shippers are Pleased! 


Expressions of their enthusiasm about the 
new Mileage Guide are indicated in a letter 
quoted below—one of many in our files: 





o, We take this opportunity to compliment 


you on this fine publication. The writer has used 
your mileage guide during the past few weeks, 
in preparing a rate case before the Interstate 
i Commerce Commission. What a labor saver! 
With this guide it is now possible to check high- 
way mileages to and from most any point in the 
United States.” 


H. F. MUELLER, Traffic Manager, 
Mississippi Glass Company, 
St. Louis, Missouri. 








Copies of the Guide are obtainable at $4.00 


each. With supplement service, the price is 
$6.00. The supply is limited, so get your order 


in at once! 


Household Goods Carriers’ Bureau 


| J. F. ROWAN, Executive Secretary 
1424 Sixteenth Street, N. W. Washington, D. C. 


Route your shipments for 
Texas, the Southwest and 


LONE STAR PACKAGE CAR CO., INC. 
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DEDICATED TO VICTORY 


OCK ISLAND LINES must necessarily play a big part 

in our Nation’s war effort. We must do our full share 

of the gigantic task of transporting men and materials. 

We're glad that ours is a major role in this vital program. 

All of our man power, equipment and facilities are 
dedicated to victory. 


However, even with this all-out war effort, we are able to 
furnish efficient service to those who travel and ship over 
our routes. 


Our fleet of 15 Diesel-powered, streamlined ROCKETS, 
supplemented by many other fine trains, provide excellent 
service. 

FAST THROUGH FREIGHT SERVICE 
Many trains carrying carload and less than carload ship- 
ments to and from the West, Northwest and 
APRIL | Southwest. Free Pick-up and Delivery of less 
than carload freight. Merchandise cars between 
all important points. 

PROTECT AMERICA’S PRODUCTION 


SHIPPING Good packing, secure loading and careful handling of 
MONTH] all shipments will conserve time, labor, materials and 
money ... help win the war. 


Ww Ww Ww Ww Ww Ww Ww 


PUBLISHERS OF 


Form " Size of Pads 
sal Domestic Forms Size of | Pads 
©2201 Affidavit Concerning Shortage..............08. 5x 8% $0.30 
*2202 Affidavit Concerning Damage.................. 54x 8% 230 
2203 | Affidavit Concerning W. and Q. of Material..... 8 loxll -65 
2204 Tracer and Notice of Claim.............ceceee- 8 4x11 -65 
2205 | Consignee’s Form Concealed L. and D.......... 8 4xll -65 
2206 Shipper’s Form Concealed L. and D............. St .65 
2207R | Standard Form for Overcharge Claims.......... 8 xl 65 
2208R | Standard Form for Loss and Damage Claims....| 84x11 -65 
2209 I MUN eo occa case wetaeameecs 8 exll 25 
2211 IE De eg oc cratacicweln ew aeemcenae 5 8 25 
2212 RS dtc sta aa ainiackoie dae ee w awe 5 8 -30 
RD tO PON via a cess cov occ ctinse ce sesecanwe 5 8 -20 
Mf RN on evccaaddcwnkakaacncecdeeenn 5 8 25 
2215 | Express Overcharge and L. and D. Claim (comb.).| 8x11 25 
2348 | Car Checking and Release Sheet............... 6 x9\% -30 
2411 Notice of Arrival Forms for Motor Transp. Co.’s.| 6 x 7 35 
2412 Transp. Co.’s Inspector's Report of L. and D..... 8 xll\ -50 
Form Expo Size of Pads 
No. rt Zouns Form | Each 
128-4) Canadian Manifest (Form MA) Direct Sale...... Heath $0.35 
2210R | Canadian Manifest (Form NA) Consignment....| 84x14 35 








All other export forms can be furnished. Ask for samples. 


HORDERS, INC. 


231 S. JEFFERSON STREET 





CHICAGO, ILLINOIS 
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WETZEL DROP FRONT TARIFF FILES 


(IN SECTIONS) 
THE EASIEST WAY 


PRESERVE TARIFFS AND SAVE 
TIME AND FLOOR SPACE BY 
FILING YOUR TARIFFS FLAT. 


4 AND 6 INCH DROP FRONT 
Fives ARE INTERCHANGEABLE 
AND PROVIDE FOR ALLSIZES AND 
— IN THEIR PROPER 


CORNELIUS GILBERT, Owner & Mgr. 
D. E. JUDD, JR., Ass’t Mgr. 


Gilbert Storage & Transfer Co. 
Office: 56-60 Seventh St., Lynchburg, Va. 


Three Warehouses— 


100,000 ft. of floor space 


General and Bonded Storage 
Forwarding and Transfer Agents 
Pool Car Distribution 
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WRITE FOR INFORMATION 


P. A. WETZEL & SON 
408 S. LOMBARD AVE., OAK PARK, ILL. 


Member Mayflower Warehousemen's Assn. 
1.C.C. PRACTITIONERS _ SR TEENIE, 
OR J. S. Sawtelle, Mar. Est. 1872 R. M. Tyler, Asst. Mgr. 


THOSE PREPARING FOR PRACTICE | GALT BLOCK WAREHOUSE CO. 







































o-—"—"8 20-28 Commercial St., Portland, Maine 
A new advanced Interstate Commerce Law Course, completely cover- , : 
ing the history, construction and application of the Interstate Com- =. S Saree ee a 4 ictal 
merce Act and other regulatory and amendatory acts, including the 
Transportation Act of 1940. Also includes practice and procedure— Storage for Merchandise and Furniture 
ethics—rules of evidence, etc. A practical course in logic and analysis Storage-in-transit on Canned Goods, Paper, Beans, Etc. 














Gon Direct Rail Connections with all Roads 
Resident or Extension Courses—Applications Subject to Acceptance Crating—Packing—Shipping 
FOR DETAILS WRITE Rental Space for Manufacturing or Storage 
COLLEGE OF ADVANCED TRAFFIC ate, Aiilad an tLinne, tne. 
(LAW DEPT.) Member A.W.A., N.F.W.A., American C , 
14 E, JACKSON BLVD. _ CHICAGO, ILLINOIS IN cman ene ee VA 
* ° 


KEEPING MOTOR TRUCKS eB! 


—that’s been the Servis Recorder's job for 30 years 


/ Trucks are getting scarce; a truck’s time is getting 
© to be a precious and an important thing to 


the story Ve 2 22>, the country. Let no truck waste time, not be- 

AY cause it costs money, but because it costs 
defense.eThe Servis Recorder has only one 
purpose: fo help you keep your trucks 
busy and efficient. Use it—for defense. For box-car doors that stick and bind — 
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: oe ; here's the tool you need! Saves time. Prevents acci- 
Write for booklet: “Ten Ways of Getting More dents. Enables one man to easily open and close any 
Work out of Motor Trucks."’ The Service box-car door. Full information on request. Dep't T — 


Recorder Co., 1375 Euclid Avene, Cleveland, Ohio. The MINING SAFETY DEVICE CO., Bowerstown, Ohio 
i The fervis Recorder 


Tells Every Move Your Truck Makes 





42 STEEL, ull fhe ~gmama CARS 
Immediate Deliver 
Located Mow York City TARIFF = ; 


4-Wheel Trucks, Enclosed Vestibules, End Diaphragms ve EXPAN SI ON AND 
IRON & STEEL PRODUCTS, INC. COMPRESSION 


37 years’ experience. 

13450 S. Brainard Ave., Chicago, Illinois 
‘ANYTHING containing IRON a4 STEEL" DRAWER 
THE EXCLUSIVE 
EXPANDING AND 
ee SRA WER GiVES eS: 
| ‘ Ss a inch “V" opening even 
PASSENGER . A N D FREIGHT to the full tariff drawer 


when in use and pro- 
tects the contents when 
closed. 


Service from 


U. S. GULF PORTS TO 
at ~ BRAZIL-URUGUAY-ARGENTINA tay senate 





MISSISSIPP! SHIPPING CO. AUTOMATIC FILE & INDEX CO. - 


CHICAGO NEW ORLEANS NEW YORK 629 West Washington Bivd., Dept. A-99, Chicage, Ill. 
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. . . If plant traffic is in your hands—or on your 
mind—then this book has a world of value for. you. 
VAs Because it gives you the easy, economical solution 
— to your problems of speed, weight, distances of travel, floor space 
limitations, efficiency, fast freight unloading and labor shortage. 
*% Production volume is recognized as today’s major indus- * Now is the time to get a head start on tomorrow when 
trial problem. And if materials handling is not to be a 
bottleneck, then traffic efficiency must be developed to a competitive production will again shift the emphasis back 
higher point than ever before. “Facts About Towmotor” 
recognizes this situation. It outlines, with illustrations, the to costs. Here, again, if you want to know “what load?” 
adaptability of 7 Towmotor models with load capacities 
ranging from 1,000 to 10,000 pounds. You'll find why -.- “how fast?” ... “how far?” 
* each model is a “one-man gang” with ability to move load 
units at a high speed and low cost that manual labor can- --. and “for how much?” ... 
IL not begin to equal. More than that, you'll find figures to 
prove each advantage, with the details necessary to show you'll find the answers in “Facts 
=> you how this efficient traffic handling service will fit your YOUR COP Y 
own specific problems. About Towmotor.” rhe] +y-) d 
ern TOWMOTOR COMPANY, 1278 E. 152nd St., Cleveland, Ohio. 
Please send my copy of “Facts About Towmotor”—I want to 
(CLEVELAND) know how modern materials handling can help me. 
Pare ries ten ewen eve ewes POG ater ewsn sacar 
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Santa Fe votesY H! S 


On: 


Wholehearted endorsement and support of APRIL 
PERFECT SHIPPING and CAREFUL HANDLING 
MONTH. 


The continuation, in April and in every other month, 
of the benefits evidenced from cooperation of shipper, 


consignee and carrier in the past. 


Expedited service, careful handling, and safe delivery 
via SANTA FE. 


x | The added advantage to more shippers of Santa Fe’s 


augmented facilities. 










For information concerning rates, service, and facilities 


call your nearest Santa Fe representative. Or write: 


J. J. GROGAN 


General Freight Traffic Manager 
Santa Fe System Lines 
Chicago, Illinois 








Transportation is the vital link between § <= , 
ames the home front and the fighting front. gi 
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\What you save 


today may save 
your business 
tomorrow... 






Two booklets that give you a 
wealth of practical packaging 
information to help you save 


time, save space, save dollars. 


Witte H & D’s mills and factories push sealing. “How To Seal” tells you which way is 


production at top speed to meet ever-increasing best for your products. 

demands of American business, the scope of There are a number of tricks to stacking and 
Hinde & Dauch Package Laboratory services is loading. “‘How To Stack & Load” gives you many 
extended to help manufacturers attain more effi- worthwhile suggestions on how to reduce damage, 
cient packing and storing methods as well as more _—s how to save time and money. 

efficient packaging. Just as the services of H & D Package Engineers 


Under this program, two sections of “The H&D are available without obligation—the booklets are 
Little Packaging Library” are now ready for yours for the asking. Very likely you 
distribution. These booklets are full of practical will want extra copies for key men 
suggestions on how to simplify your shipping, in those departments where the in- 
packing and storing, thus conserving time, space formation they contain can profita- 
and material. bly be employed. Write for copies, 

There are a number of tricks to packing and they will be sent to you promptly. 


HINDE & DAUCH Cuithonily on, Packaging 


4221 DECATUR STREET e SANDUSKY, O. 





‘FACTORIES IN BALTIMORE ¢ BOSTON ¢ BUFFALO ¢ CHICAGO © CLEVELAND « DETROIT | ¢ GLOUCESTER,.N, J 





HOBOKEN ¢ KANsAs City ¢ LENOIR, N.C.e MONTREAL * MUNCIE * RICHMOND ¢ ST. LOUIS ¢ SANDUSKY, OHIO ¢ TORONTO. | 
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“Jhrar (4 are going places !” 
In the swing toward cooperation-in-ship- 
ping, CCC HIGHWAY has been found 
willing and able to do its part. 





THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid Ave. Cleveland, Ohio 


DIVISION OF U. S. TRUCK LINES 
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If material handling is proving the bottleneck in your 
efforts to greater production or faster transportation 
you'll find your solution in Mercury Material Handling 
equipment. 


1. HANDLE: Here a Mercury Jeep Center Control 
Tilting Tiering Fork Truck quickly unloads pallet 
loads from box car to waiting trailers. Center Control 
feature of truck affords clear visibility to operator, 
compact construction permits easy maneuverability 
of truck in confined quarters. 

2. HAUL: A train of loaded Mercury A-310 Trailers 
are quickly hauled to their destination by a Mercury 
Tug Electric Tractor. As tractor is a separate unit, 
it need never be idle while trailers are being loaded 


THE TRACKLESSTRAIN 


MERCUR 


Here's Your Answer to 
SAFE * FAST - ECONOMICAL Handling 


TRACTORS 
TRAILERS 
Lit TRUCKS Mi, TaN 





M A N U F A C T U R I N G C 0. 4134 S. HALSTED STREET, CHICAGO, ILL. Fi handling. 









or unloaded, and the train not being confined to a 
fixed path may operate anywhere. 


3. STACK: Here the Mercury Jeep quickly picks up 
unit loads from trailers and stacks them to ceiling 
heights, making possible the full utilization of avail- 
able storage space. Being electrically powered, the 
truck is safe for operation in confined quarters and 
near combustible materials without fear of fire hazard 
or creation of poisonous gases. 


Whatever your handling problem, you'll find Mercury 
can help you. Included in the extensive line of Mer- 
cury equipment are electric and gas powered tractors, 
standard and special type trailers, and a complete line 
of transporting and tiering trucks in capacities up to 
10,000 Ibs. electric and gas-electric powered. 


4 Write for your free 
copy of ‘‘Comrades 

+ of Progress.’’ 
Written principally 
by users—tells how 


iary equipment re- 
i duce cost and 
increase speed — of 
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Waste should always be av oided; cu 
but with our country at wi ar, . 
fighting to preserve the American , 
way of life in all its meanings, 
preventable waste must be reduced cc 


. ° us Ww 
to the absolute minimum. Th 
s to even 










t Northern Railway, pledge ourselve 


wes service to shippers and the nation. oak “i 
greatet e the Perfect Shipping Month anne’ delivery Ke 
Lone viet galing, expedited transportation and safe aie, th 

care ence the teamwork of Great aianial wert pane " 
paracter® ervation a paramount necessity, es, su 
with st e increased the effectiveness of this tea ect a 
efforts BAY t Great Northern Railway Tie. pr 
consult md os you find solutions to your shipping P ne 
ghey 
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Ship and Travel via GREAT NORTHERN 


C) WINNIPEG 
GRAND FORKS 


MINNEAPOLIS 
ST. PAUL 
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V SHIPMENTS “Bound- 
to-get-there’ FASTE 


GUN TURRETS FOR 





























FLYING FORTRESSES 
SHIPPED IN ACME STEEL 
BAND-BRACED CARS 


Among the bulkier Victory products 
made “Bound to Get There” by Acme 
Steel Bands are these machine gun 
currets for the mighty flying fort- 
resses. These turrets, after fabrication, 
are shipped half-way across the con- 
tinent where they are assembled into 
the bombers. Damage in transit must 
be avoided because the turrets are 
costly and replacement shipments 
would, of course, involve the loss of 
precious time which is vital to the 
nation’s security. 


The fast, safe and economical ship- 
ment of this Victory product de- 
manded careful study of the packing 
and bracing problem. And as for 
thousands of other applications . . . 
both in war and in peace . . . Acme 
Unit-Load Bands were chosen to as- 
sure quick delivery and absolute pro- 
tection. Time is saved in stowing and 
in the unloading operation. And to 
prepare the packages for their impor- 
tant places on the assembly lines, it is 
necessary only to snip the bands. 


There is an Acme Process to meet 
the packing and shipping require- 
ments of your Victory products. 
Mail the coupon below for complete 
information. 




















*The boss thought Joe was 
using the top of the car 
since he’s been getting max- 
imum loads braced with 
Acme Unit-Load Bands.’’ 





hee wa 


TOP BEAN oT 
ANOLE 


Six upper turrets are loaded in the opposite 

end of the same car. Both photographs were 

taken at destination after a 2,500-mile rail trip. 

With Acme Steel Band protection, the ladings 
are assured of safe arrival. 








**Bigger and more deadly,’’ a 
new eagle...the four-engined 
Bomber... takes to the sky. 





Car door view of one end which contains seven 

lower machine gun turrets. This unit weighs 

about 6,500 pounds and is braced with Acme 

Unit-Load Bands. Note unique bracing method 
of. the small boxes at the right. 





ARMY KEEPS WARM IN 
COMFORTERS SHIPPED IN 


Stechstrapped CARTONS 





Comforters in large quantities for the 
armed forces are a necessity for the Victory 
program. In the plant above, production 
has already reached 1,000 daily — with 
demands being made for even greater 
output. 


By using Acme Steelstrap, the packing 
room has been able to keep pace with 
stepped-up production. Although light in 
weight, comforters are bulky to pack as 
will be noticed from the cartons at the 
right. After the contents are compressed, 
flaps are sealed and the packages are given 
complete protection with Acme Steelstrap. 


ACME STEEL 
COMPANY 


2844 Archer Ave., Chicago, Ill. 


MANUFACTURERS OF ACME STEEL- 

STRAP, ACME UNIT-LOAD BANDS, 

ACME CORRUGATED FASTENERS, 

ACME STRIP STEEL AND OTHER 
STEEL PRODUCTS. 


DEFENSE BONDS GO OVER 
HEAVY AT ACME STEEL 


A big majority . . . more 
than 70% ... of Acme 
employees are buying 
Defense Bonds on the 
payroll allotment plan. 
As a result their dollars 
are doing double duty— 
assuring safety for their 
country today and pro- 
viding security for them- 
selves in the years to ee 
come. Savings, of course, are right in the blood 
of Acme employees. For years they’ve been mak- 


ing products that have made important savings to 
shippers in virtually every industry. 


SHIPPERS GET HELPFUL HINTS 
FROM NEW ACME PUBLICATION 


Acme Process News is a new 
>, publication distributed at 
yi regular intervals by Acine 
~~¥/} Steel Company. Illustrated, 
/ the current issue shows ways 
' in which shipments are be- 
ing speeded up . . . how 
damage claims are reduced 
and shipping and handling 
costs lowered. A copy can 
be obtained by mailing the 
coupon below. 


UNITED 
STATES 


SAVINGS 












C Send complete information on fast, safe and 
economical packing and shipping of Victory 
products. 


C] Mail a copy of Acme Process News. 


Name. 


Company 


Address 
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the best reason for 


PERFECT 
SHIPPING 


every month 





W"" UNCLE SAM at war, engaged in the greatest effort 
that has ever confronted America, transportation is 


too precious to be wasted. Equipment, facilities and man- 


o power must now be used to the maximum of capacity and 

efficiency, and every shipment lost or damaged means 

U.S. Pond — more than the loss of time or money — it hinders our 
ail nation’s victory program. 


Savings Stamps 


* 


Missouri Pacific Lines’ employes are pledged to the main- 
tenance of the safe and dependable transportation which is 
so essential to America’s victory. They will observe and 
support the Perfect Shipping and Careful Handling Cam- 
paign next month, but through and beyond April the goal 
they are after is PERFECT SHIPPING EVERY MONTH! 


MISSOURI 
PACIFIC 


Nd 3 


A SERVICE INSTITUTION’ 
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TO MEMBERS OF THE 
SHIPPERS ADVISORY BOARDS 


The accomplishments of the annual Perfect Shipping Campaign 
have been the result of forthright, active effort on the part of 
shippers, railroads and consignees. 


Each of the campaigns has been conducted as AN OFFENSIVE 
against loss, damage, waste; and the conspicuous achievements 
leave no doubt of the effectiveness of this method. 


The war emergency provides an additional and compelling 
incentive for renewing the offensive, and places upon every 
one of us the high responsibility to protect America’s produc- 
tion at this time of all times when the full power of the nation’s 


resources must be kept moving, working, fighting. 


The railroads gratefully acknowledge the determined part 
which you and your Committees on Prevention of Loss and 
Damage have played in this vital undertaking, and again 
pledge their utmost cooperation with you toward the attain- 
ment of new goals. 


President : 


ASSOCIATION OF 


AMERICAN. RAILROADS 


WASHINGTON, D. C. 
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TO WIN 74/5 WAR 
TANK CARS MUST BE “ON THE GO” 
All THE TIME 














Tank Cars— 


Tank Cars are in the front line of Tank Cars must be loaded — 


this war — that must be won. moved — unloaded — kept mov- 


i day. 
Tank cars carry fuels, foods and ng every day 


chemicals — all essentials for ee a a 


Peace and War. storage purposes. 


They must be kept moving — They must not be held by ship- * 
shippers must get maximum use pers in excess of actual needs. 
out of each and every Tank Car. Idle Tank Cars hold up vital- 
: Tank Cars must be shipped by ly urgent shipment of war 
direct route. materials. 


OR 





Wasting time loses Wars 
Keep Tank Cars Rolling, to Victory 


GENERAL AMERICAN TRANSPORTATION 


CORPORAT 1 
135 SOUTH LASALLE STREET - Phone Central 9450 - CHICAGO, ILLINOIS *! 


Offices in All Principal Cities 


R LD 
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Conservation is a key word in our wartime economy. Con- 
servation of rubber... steel... fuel. To conserve rubber, it 
is sound practice to ship by rail. To save steel and fuel, rail 


shipments should go via the shortest route... WABASH! 


MILEAGE SAVED VIA WABASH BETWEEN KEY CITIES 


BUFFALO | CHICAGO |DES MOINES) DETROIT | KANSAS CITY; OMAHA | ST.LOUIS | TOLEDO 
BUFFALO 19.8 20.6 *7.0 
CHICAGO 11.4 


*7.0 


DES MOINES 


DETROIT 

KANSAS CITY 
OMAHA 

ST. LOUIS *F; 
TOLEDO 


** Wabash used to form shortest route 


Wabash forms the short route between all In addition to offering direct routes, Wabash 
territory directly east of Buffalo; west and has 124 junctions through which it inter- 
south-west of the Missouri River; and north- changes freight traffic with 66 railroads, not 
west through the Chicago gateway. including terminal and switching lines. 


For further details, consult the Wabash freight representative in your city or territory. 
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An Ounce 


of Prevention 
The Milwaukee Road be- 


lieves in licking trouble 
before it starts. For that 
purpose, we operate a 
Claim Prevention Bureau 
that will gladly assist you in 
discovering and correct- 
ing all possible causes of 
damage. If you have a 
problem, just address 


W. L. ENNIS, Manager 
Claim Prevention Bureau 
869 Union Station 
Chicago 


Let’s get together and make 
“PERFECT SHIPPING” 
a vital aid to the war program 


' RFECT SHIPPING” that eliminates damage 


with its attendant losses and delays is now 
more vital than ever. But remember, this must 
be a cooperative program. The railroad is 
seldom the sole agent in handling your goods 
from shipping room to destination. The chart 
below illustrates the complexities of handling 
—shows there is no uniform routine. 


That is why The Milwaukee Road solicits your 
cooperation in perfecting its shipping service. 


We have the mechanical equipment needed 
to insure swift, on time delivery of freight in 
any classification or quantity. We have over 
11,000 miles of modern railroad serving twelve 
midwestern and northwestern states. We have 
skilled, experienced men in our freight traffic 


and operating departments. We have adequate 
terminal facilities and conveniently located 
stations. But, most of all we have the desire 
to serve you efficiently and well. 


What else can be done to eliminate loss and 
damage? Just this: help us to discover the 
exact time and place where damage occurred; 
try to discover the cause of the damage, and 
give us a full report. 


Remember, our job is not merely to supply 
service, but fo supply thoroughly satis- 
factory, economical service. You and The 
Milwaukee Road, acting as a team, can take 
long strides towards securing that end. Will 
you help us attain the goal of ‘Perfect 
Shipping?” 


E. W. SOERGEL, Freight Traffic Manager, Chicago 


s 
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THE MILWAUKEE ROAD 
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The Port of 
SAN FRANCISCO 















AMERICA’S KEY PORT 
OF THE PACIFIC COAST 





To All Traffic Managers: 

Since the start of hostilities, when shipping and transpor- 
tation immediately went on an all-out wartime basis, traffic 
problems have multiplied. Our traffic department, completely 
equipped to serve you, keeps on top of all developments of 
commercial shipments through this port. Write to us regard- 
ing your problems. We shall be pleased to assist you. 








BOARD OF 
STATE HARBOR COMMISSIONERS 


San Francisco, California 
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P.& P.U.Ry.“Keeps’em rolling” 


P 








That Helps Perfect Shipping for’42 


Throughout our system of classification yards and connections with fourteen 
trunk line railroads, every P. & 
P. U. Ry. man knows the “Keep 
"Em Rolling’ theme and what 
he has to do to help accomplish 
its purpose. 


Of course right now the ulti- 
mate objective is to “win the 
war.” However, our immediate 
job, as always, is to serve ship- 
pers and consignees by moving 

freight to destination in the 
Minols Tersainal aiieond Oo. shortest possible time — and 


Inland Waterways Corp. carefully. 
Minneapolis & St. Louis R. R. 
Alton Railroad 


Atchison, Topeka & Santa Fe Ry. 


SWITCHING SERVICE BETWEEN 
Peoria & Pekin Union Ry. 
Chicago, Rock Island & Pacific Ry. 
Chicago & North Western Ry. 





Watch the freights on the trunk lines—they are moving right along. So, serv- 


Mlinois Central R. R. ing fourteen trunk lines—spider webbing the country in every direction—P. & 
Pennsylvania Railroad ° . ° e 
Peoria Terminal B. B. P. U. Ry. loses no precious time and makes the necessary interchanges quickly 
Chicago, Burlington & Quincy Railroad 3 ’ © ” 
New York, Chicago & St. Louis Railroad and Keeps Em Rolling. 
Cleveland, Cinci ti, Chi & St. Louis Ry. ° ° ° ° ° ° e 
omen’ "(Beoria & Eastern) The fast service routing is via P. & P. U. Ry. and Peoria, Illinois. 


Toledo, Peoria & Western R. R. 
For detailed information write E. F. Stock, Traffic Manager. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 
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LACKAWANNA’S ALL-OUT WAR EFFORT 
100% FOR THE ARMY AND THE NAVY 


We've got to win! We’re going to win! Everybody on the 
Lackawanna Railroad, from the president to the section hand, 


is right on the job to finish that big job ahead. 


Twenty-four hours, day and night, seven days a week, month 
after month, the vast fleet of Lackawanna trains keeps rolling 
over the tracks, rushing vital materials of America’s endless 


war production lines. 


WWE ZAREK 
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There Must Be No Waste Now of Time, Material or Work 
xK* * 
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S ERVE S and 
CONSERVES 
with Careful Handling 


for 


Perfect Shipping 


This year, more than ever before, the 
conservation of all materials, the time 
involved in handling and shipping, and 


















A GREAT RAILROAD SERVING: 


MISSOURI 
ARKANSAS 
OKLAHOMA 
TEXAS 








KANSAS 
TENNESSEE 
MISSISSIPPI 
ALABAMA 
FLORIDA 





Ask FRISCO Freight Agents 
about FRISCO FLASH Services 


for Overnight Deliveries 


the safeguarding of shipping are vitally 
important to America’s war effort. Frisco 
recognizes its responsibility to shippers 
and is maintaining its usual careful and 
intelligent handling, its on-time deliver- 
ies. Uncle Sam and shippers alike de- 
pend on FRISCO FASTER FREIGHT. 






ST.LOUIS-SAN FRANCISCO RY. 
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Let’s Make Every Month a 





Perfect Shipping Month! © 


HE Regional Shipper’s Ad- 

visory Boards have performed 
a real service to the industry by 
sponsoring their annual April 
drive for Perfect Shipping. 


But today this crusade against loss 
and damage, against all forms of 
preventable waste, is part of a 
higger battle than ever before—a 
drive to win the war. 


As such, no one month’s effort is 
enough. New York Central’s 





131,000 employes pledge them- 
selves to a continuing war against 
waste to strengthen the “home 
front” and to help “keep ’em 


rolling.” 
2 e * 


Whatever your shipping problems— 
trainload, carload or L. C. L.—your 
local New York Central freight rep- 
resentative is equipped to offer every 
assistance. The fast freight train 
schedules of the New York Central 
System are presented in an attractive 
freight time table. 
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“UNCLE SAM WANTS YOU... 
to do your bit for PERFECT SHIPPING!” 


This business of perfect shipping is a 
partnership between shipper and carrier. 
Perhaps your share of it has to do only 
with packing. Good packing means safer 
shipping. Perhaps you also load ship- 
ments at your own siding. Secure load- 
ing means safer shipping. These days, 
whatever any of us can do to save time 
materials—or money . . . is helping to 
win the war! And we'll do our part! 







] 


When your goods are packed and loaded, 
the rest is up to the railroad. Uncle Sam 
wants our “better than best” —and Ches- 
apeake and Ohio is putting everything it 
has into the wartime job—fully “Geared 


to the GO of America.” 


Perfect shipping is a high goal at any 
time. In an all-out war, the going some- 
times is tougher—but the result is a mil- 


lion times as important! So we count on 
you for careful packing and loading. . . 
you count on us for careful handling... 
and Uncle Sam counts on us both! 


If we can be of any assistance—just call 
our nearest representative, or communi- 
cate with Geo. W. Wood, Freight Traf- 
fic Manager — Solicitation, Chesapeake 
and Ohio Lines, Cincinnati, Ohio. 


CHESAPEAKE AND OHIO LINES 


Geared to the 4O of America! 
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NOTICE TO OUR SHIPPERS 





In order that our steamers may be available for military purposes, 


the United States Maritime Commission has officially instructed 


= 
— 
= 
—_ 

— 
—— 


it on 


us to discontinue our intercoastal operation. 


We regret exceedingly being unable to continue to serve you as 
we have for many years past, but feel sure you will appreciate 


that in these times the war effort must come first. 


We want to extend our thanks for the business you have given us 
in the past and to express the hope that when we are able to resume 


our intercoastal service, we may again count on your support. 


- call 
quni- 
T raf- 


yeake AMERICAN-HAWAIIAN STEAMSHIP COMPANY 











With the Nation involved in a 
War Program calling for the ex- 
penditure of billions of dollars, 
shippers everywhere are natu- 
rally concerned regarding trans- 
portation facilities which can 
satisfactorily conduct their 
traffic. Certainly the Freight 
Forwarder has played an im- 
portant part in building a 
through expedited service, 
which has won National Recog- 
nition for efficiency and de- 
pendability. 


SPRINGMEIER SHIPPING 
COMPANY, INC., with 25 
years of operation experience, 
has perfected a specialized, effi- 
cient and dependable service 
from the Middle West to the 
Atlantic Seaboard serving 
Baltimore, Boston, New York 
City, Philadelphia, Washing- 
ton, D. C., and surrounding 
territory. Affording the fastest 
deliveries available, SPRING- 
MEIER assures responsibility of 
common carriage and careful 
handling of freight, together 
with experienced and _ intelli- 
gent management of transpor- 
tation details. 


Through Package Cars from 
St. Louis to Eastern destinations 
provide fast and dependable 





“on-time’’ deliveries of do- 
mestic or export traffic. War- 
time shipments need not be 
specifically marked to enjoy 
this efficient handling. 


Routing of less-than-carload 
traffic via SPRINGMEIER af- 
fords a distinct transportation 





advantage. If you are not now 
receiving the benefits of 
SPRINGMEIER service, contact 
any of the offices below for a 
practical demonstration on how 
it will be profitable for you to 
route your shipments via 


SPRINGMEIER. 


SPRINGMEIER SHIPPING CO., Inc. 


General office: 1123 Hadley Street, Saint Louis; Branch Offices in New 
York City, Boston, Philadelphia, Baltimore, and Washington, D. C. 






New York, N. Y 
Philadelphia, Pa. 
Boston, Mass. 
Baltimore, Md. 
Albany, N. Y. 
Atlantic City, N. J. 
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Bridgeport, Conn. 
Camden, N. J. 
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, N.Y. 


Springfield, Mass. 
Trenton, N. J. 





Manchester, N. H. 
New Britain, Conn. 
New Haven, Conn. 
Portland, Me. 
Providence, R. I. 
Ratiand, Vi. 


Hartford, Conn. 
Newark, N. J. 
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Schedules between other points will be furnished upon request. 


COORDINATED TRANSPORTATION SERVICE FROM THE MIDDLE WEST TO THE ATLANTIC SEAROARD 





